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April 1 * 2 , 1901 , 

Hon. George A. Smatiiers, 

Chairman, Surface Transportation Subcommittee* 

Senate Commerce Committee^ Washington* DXK 

Dear Senator Smathers: The decision of the Surface Transporta¬ 
tion Subcommittee of the Senate Commerce Committee to hold a 
hearing on the TOF (% or piggybacking, in Cheyenne was much appre¬ 
ciated ,, _ . ... 

I believe the record of the testimony taken at this hearing will prove 
very useful to our committee. The question of whether or not the 
practice of piggy backing lias had a discernible economic impact upon 
the community as well as the extent of that impact has been thorough¬ 
ly and skillfully explored by witnesses representing several interested 
groups. In my opinion, it is of special significance that these wit¬ 
nesses are intimately involved in the subject matter of the hearing. 

Several questions nave been raised but not resolved by the testimony 
of these witnesses which may well merit further consideration. 

1. It has been asserted that the savings which result from the much 
lower transportation charges for the shipment of automobiles by 
piggyback, have not been passed on to the local automobile retailci 
or to the public. The scope of this hearing did not lend itself to a 
definitive answer to the question of what happens to these savings, 
but is is certainly a question which needs answering, 

2. There was relatively little testimony to demonstrate exactly how 
many additional men the railroads had been able to employ because 
of the increase in tonnage carried resulting from the piggyback opera- 

3. Testimony did establish that in many cases individual truckers 
own and are making payments on their tractor unit. The result of 

this fact is that when business decreases, the individual who has the 
least financial flexibility liears such a substantial proportion of the 
burden of the decrease that he loses 1 k> 1 li his investment and lus ti actor 

and is out of business. _ _ . , . . 

Tins brief list does not, of course, cover all of the questions wmcn 
were raised in our Cheyenne hearing. It does indicate, it seems to me. 
the range and depth of the inquiry and something of the real intensity 
of feeling which surrounds this subject 

It is my earnest hope that these questions as well as the others sug¬ 
gested in the lx>dy of the record, will receive the attention which their 

seriousness merits, ^ , 

The subcommittee owes its thanks to the Mate of W yommg and 
to its Governor, Jack R, Gage, for making available the chamber of 
the house of representatives, in which the hearing was held, and for 
the very helpful cooperation which contributed so much to its success. 

Sincerely, 

Gale W. McGee, 

UJf* Senator . 









MONDAY. APRIL 10, 1981 

U.S. Senate, 

Committee on Interstate and I 1 oreign Commerce, 

Surface Transportation Subcommittee, 

Wmhingtan, D.C. 

The subcommittee was called to order, pursuant to notice, at 9> a.m., 
in the chambers of the house of representatives, State Capitol mulct- 
i ng* Cheyenne, W yo. 

Senator McGee. The meeting will come to order. 

This hearing has been authorized by the Surface Transportation 
Subcommittee of Hie Senate Committee on Interstate and horeign 
Commerce, of which 1 am a member. t 

With us today is Mr. Frank L, Barton, staff counsel of the Surface 

Transportation Subcommittee* t . 

The subject of this hearing, as approved by tike committee, is con- 
fined to t railer on flatcar service, known popularly as TOFC or piggy- 
hack service, and its effects on the transportation pattern of \\ joining 
and contiguous areas. As a part of this subject the committee rs 
interested in the influence of TOFC on employment m the various 
modes of transportation, and its general effect on other related eco¬ 
nomic activities in tikis area. I shall he grateful if witnesses will 
confine their test imony to these subjects. _ 

Congress is continually concerned with the orderly development- of 
a stable and productive transportation system for the Nation. This 
concern lies within the particular jurisdiction of the Senate ( ommit- 
toe on Interstate and Foreign Commerce. In attempt mg to make this 
concern effective it is necessary for the committee to hold hearings 
from time to time in order to be adequately informed of the opinion 
of interested groups and individuals on the various aspects of this com¬ 
plex industry. In this case it was felt that the only way to build a 
legislative record which would really inform the committee was to get 
out and get the testimony of those actually involved in and affected 
by the practice of TOFC* or piggybacking. Members of the commit¬ 
tee— myself included—have received many coinmimications from those 
interested in this subject, during recent months, and it is the purpose 
of this hearing today to give all groups a chance to express then- 
points of view of this subject in the public interest. 

On behalf of the committee I want to thunk station KI' BC of t hey- 
cuno for offering to televise a portion of the hearing. It seems to me 
that television lias demonstrated, during the recent political campaign 
and here today, a constructive willingness to use its great powers to 
help inform the American people on the difficult public issues which 
must, in our democracy, be understood by all if they are successfully 

to be resolved by all. , t . 

In addition to the difficulty presented by the complexity of the sub¬ 
ject with which we are about to deal we have an additional difficulty 
stemming from the fact that mote than 40 persons have requested the 

3 
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opportunity to testify. Naturally, t he committee wishes to give 
everyone a chance to have his say. Obviously, however, in order that 
this may be done it will be necessary for each witness to present his 
written statement for inclusion in the record in full and to confine 
his oral testimony to a brief exposition of the heart of the information 
which he wishes to present. We shall make every attempt to allow 
everyone to testify even though it will be necessary to testify very 
briefly. It should la? understood, however, that written statements 
included in the record will be just as much a part of the record as 
one's oral testimony and will thus serve equally the same function in 
informing Congress, In addition, the record of this hearing will 
remain open for a period of 14 calendar days after the hearing in 
order that additional statements may be included, I ask you to keep 
constantly in mind that we must finish this hearing today, 
f )ur first witness today is Mr, L, E. Meredith, 

Would you now proceed* Mr. Meredith ? 

STATEMENT OF L, E. MEREDITH, MANAGING DIRECTOR, WYOMING 
TRUCKING ASSOCIATION, INC. 

Mr, Meredith, Senator McGee, and gentlemen, my name is L. E. 
Meredith, I am managing director of the Wyoming Trucking As¬ 
sociation, Inc., Casper, Wyo. This association is a trade association 
of the trucking industry in the State of Wyoming, representing all 
forms of motor carriage uk well as industry suppliers. 

The statement which I will read today has been prepared in co¬ 
operation with the American Trucking Association and at least most 
of the statements which I will make out of the printed form here 
have been cleared by the American Trucking Association. 

The industry welcomes this opportunity to present its views on 
piggyback, which is the first ever held on this specific aspect of trans¬ 
portation, and on behalf of the citizens of Wyoming I think I can 
say that we are greatly honored that the hearings are being held here 
and by your interest in this problem, Senator, 

The piggyback plans have been separated from the rest of the state¬ 
ment because we did not know in what order we would appear, and if 
you think it would he well, I can read the five various piggyback plans 
which are presently in use. 

Senator McGee. I think in the interest of time it might he well to 
pass over the description of the five plans without reading them. 

Mr, Meredith, I will just proceed with the statement. 

At the outset, let me make it eminently clear that the trucking in¬ 
dustry is not opposed to all forms of piggyback as such. It is op- 
jxised to the use of piggyback by other modes of carriage as a means 
of engaging in traditional motor carrier operations. It is most 
emphatically opposed to the use of piggyback as a weapon of destruc¬ 
tive competition. It must also be remembered that piggyback gives 
all of its economic and service benefits to businesses located in major 
population centers. It ignores the needs of the businessman serving 
consumers in small and more remote areas. 

The through movement of loaded highway trailers from shipper’s 
dock to consignee's dock constitutes the essential uniqueness of motor 
transportation. When the Motor Carrier Act was passed in 1935, 




piggyback transportation o 

Congress carefully limited railroads to motor currier operations only 
for the purpose of improving tlieir overall train service. 

VetTni the so-called New I/«ren case, the Comm.ss.on departed 
from the congressional policy against “railroad invasion of the motor 
carrier field," clearly reaffirmed in 1940 after congressional attention 
was specifically called to Commission decisions implementing the 
policy The decision freed the railroads from their limitation to 
motor operations auxiliary and supplemental to their t'ain ^*rv tce. 
It permitted them to engage in unrestricted trucking sei vice between 

major points on tlieir lines. , t , ;iwrtll i ■ 

The -Yr/r Haven opinion not only opened the door to railroad in¬ 
vasion of the motor carrier field, but also permitted freight fonvorders 
and shippers’ associations to undertake motor carrier service m dimt 
eompetit ion with independent motor earners- . , 

V freight forwarder lias always been conceived of as one who ns- 
sembles and 'consolidates less-than- volume shipments from 
shippers and arranges for the movement of the consolidated fieight 
in volume lols l.y a carrier actually performing the physical i'anspo^^ 
tation. The freight forwarder breaks bulk and then distributes the 

shipments at destination* . . 4 

Freight forwarders were never envisioned as owners or ope rat oi, 
of line haul freight currying vehicles—yet, undei plan ill, piggy¬ 
back operations, the railroad transports the forwarders loaded high¬ 
way trailers and, under plan IV, the railroad moves the forwarder s 

trailer on the for winder’s own flatcars. . . , 

In this connection, it is pertinent to consider a related decision by 
the I(T which approved freight forwarder volume rates applicable 
for minimum weights ranging from lb,000 to >*0,000 pounds. ie 
Commission concluded that nothing in the act limited (he weight of 
the shipments which forwarders can handle, I Inis, from consolida¬ 
tors of smaller shipments, freight forwarders have been transformed 
into transporters of truckload shipments in their own vehicles nti iz- 
ing rail motive power. Needless to say, this decision is being appea c< 
and will be heard in the near future by the Federal District ( onrt 
for the Southern District, of Indiana- i ; 

The trucking industry feels that piggyback can be a pmgresM^r 
step if properly regulated and utilized* l nder the present hands 
off*' attitude taken by the ICC, the current developments in this area 
a re rapidly desi roving t he mot or carrier industry. 

To add'insu’t to injury, it is also undermining the stability of the 
railroads which hail it as n cure-all. The rates and practices sur¬ 
rounding present day operations are entirely alien to oiu theoiy o 
adequate and economic service for the shipping public. 

The trucking industry has not stood idly by and watched the rail¬ 
roads institute rate cut after rate cut. We have protested the rates, 
we have participated in investigations, and we have brought formal 
complaints. In some of these rases, the findings have been startling. 

In a recent examiners report on one of our complaints, the exam¬ 
iner found that certain plan III and IV rates were set at approxi¬ 
mately 11 to 17 percent of the first-class rate. These rates were for 
the movement of mixed freight, generally of the higher rated type 
and yet the rate was at a level which is applied only to such low value 
items as sand, crushed stone, and the like. By comparison, the rail- 
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roads have tariffs which they regularly use for boxcar movement of 
this same mixed freight which are classified at 45 percent of first- 
class, three to four times as high as the piggyback rates. 

Further examples of these extremely low piggyback rates were 
brought out in last year’s hearing before the Subcommittee on Mer¬ 
chant Marine and Fisheries and are cited in the subcommittee’s report. 

The question was raised at these hearings as to whether or not the 
savings brought about by piggyback were being passed on to the 
consumer. 

It is obvious that plan III and plan IV piggyback rates at the 
present levels must attract the higher grades of traffic and leave the 
conventional common carrier services both rail and highway with 
the 46 skim milk.” There has been a great deal of comment on the 
effect of such loss of high-grade traffic on the motor common carriers 
and I certainly agree that its impact on the trucking industry and 
particular segments of it has been severe. But no adequate considera¬ 
tion is being given to its effect on conventional boxcar traffic. I be¬ 
lieve it is self-evident that piggyback rates of 12 to 17 percent of 
first-class must inevitably draw heavily on the railroad’s own boxcar 
traffic on which they maintain carload commodity rates on items 
other than the low-rated bulk commodities as high as 87 percent of 
first class. 

Does it make sense for the rail carrier to one day carry an item in 
a boxcar at X cents per hundred pounds and the very next day to 
carry that item at one-third as much inside a highway trailer on a 
flatcar? Does it make any more sense for a rail carrier to take this 
same item away from a motor common carrier who has been carry¬ 
ing it at about the same rates as the boxcar rate and carry it at one- 
third that rate ? 

These rail practices result in upheavals of whole rate structures. If 
your business is making less money on one product than previously, 
then you must raise the price on something else if you are to stay in 
the black. This is the situation in which the railroads find them¬ 
selves today. Are the prices of rail transportation to lie raised on 
commodities that do not lend themselves to piggyback movement or 
will they be forced to raise their rates in some manner at all those 
thousands of smaller towns and communities which have no piggy¬ 
back service? 

The trucking industry is seriously alarmed by the impact of the 
largely unregulated growth of piggyback. Piggyback has been used 
as a very effective weapon in a concerted attack on certain segments 
of the industry. While motor transportation overall has felt the 
effects of piggyback, the automobile transporters have been hit with 
particular intensity. Very substantial inroads have been made in 
their traffic and revenue volumes and a number of the carriers have 
been thrust into precarious financial situations. There is nothing to 
suggest, once the automobile transporters have been eliminated for 
all practical purposes, as a competitive factor, that the same sort of 
intensive campaign cannot Ik* commenced against other segments 
of the trucking industry until motor freight transportation is re¬ 
moved from the national scene. 

We are concerned and we have made a real effort to get out of the 
plight we have lieen thrust into. The industry actively participated 
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in the New Haven ease where the railroads and the forwarders were 
given the green light to get into the motor transportation field through 
the back door. When we saw how the ground rules laid down in the 
New Haven case were l>eing used and misused, the industry sought to 
have that case reopened in February I960, but that request was denied 
by the Commission. Individual motor carriers and associations of 
carriers have participated in many of the proceedings involving 
piggyback rates. Industry representatives appeared and testified 
during the hearings of the Merchant Marine and fisheries Subcom¬ 
mittee on the “Decline of the Coastwise and Intercoastal Shipping In¬ 
dustry” on this related problem. We have supported the suggestion 
contained in the August 1960 report of that subcommittee that the 
Commission undertake a general investigation “of current problems 
in the motor vehicle field caused by these new developments. 

Senator MoGee. I wonder, Mr. Meredith, if I could interrupt there 
for just a moment. The basic concern, as I understand it following 
your testimony, is in regard to the inequities in the rate structure. 

Mr. Meredith. That is mainly true. . . 

Senator McGee. Your fear is that in rail transportation utilizing 
the piggyback operation now, that commodities that are not available 
for piggybacking may suffer by having to pay higher rates and that 
small communities not available on the ordinary piggyback operation 
may likewise suffer from having to meet higher minimum weights. 
I am wondering if it would l>e agreeable with you if the balance of 
your statement could be filed, again in the interest of time? As I 
follow along and glance quickly ahead, the real burden of the petition 
seems to me is contained in that rather brief summary there. 

Mr. Meredith. That would l>e fine. I would like to refer to the 
bill which is now before your committee, this S. 1197- 

Senator McGee. May I hasten to interject here that there is no bill 


before our subcommittee. 

Mr. Meredith. OK. 

Senator McGee. There have l>een some bills referred to the full 
committee for study ultimately, but they have not come to the sub¬ 
committee and they are not the subject of this hearing. I want to 
make sure the ground rules are understood. We can’t receive testi¬ 
mony on those. _ 

Mr. Meredith. That’s fine, because that is mostly what concerns the 


rest of this. 

Senator McGee. I saw that. . . . 

Mr. Meredith. In the meantime, the present hearing has certainly 
served and is serving a highly useful purpose by focusing attention 

on the subject of piggyback. , . . , .. 

We thank you for giving us the opportunity to present this testi¬ 
mony on behalf of our industry. 

I am sure there are copies of this testimony available. 

Senator McGee. Thank you very much, Mr. Meredith. 

Did you have any questions? 

Mr. Bartox. Xo questions, Senator. 

Senator McGee Thank you very much, Mr. Meredith. 

(The balance of Mr. Merediths statement as filed is as follows:) 

Despite the recommendation of the subcommittee, the Commission has not 
vet taken any such action. We have appealed the Commission’s decision in 
the Forwarder Volume Commodity Hates proceeding to the Federal courts to 
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secure a reversal of what we believe is an erroneous decision by the Commission 
that forwarders may transport vehicle-loads of traffic with only token consoli¬ 
dation, We have instituted a number of complaints with the Commission 
against some of the practices and activities of supposedly exempt shippers' 
associations. 

But ad of these efforts have thus far been to no avail. The situation Is getting 
worse, not better. 

The trucking industry is rapidly exhausting every possible administrative 
and legal remedy at its disposal. Out of necessity, we are turning to the Con¬ 
gress for action which will add a significant measure of stability to the other¬ 
wise chaotic condition of our national transportation system. 

There is pending before your committee a bill, S. 11S+T, which will substantially 
alleviate at least one major aspect of this problem—that of unjustified and un¬ 
reasonable rate reductions. My testimony has shown that one of the most un¬ 
settling ramifications of current piggyback developments is its harsh impact on 
a just and reasonable rate structure fair fo carrier and shipper alike. 

The proposal would amend the so-called rule of ratemaking, section 15(a)3 
of the Interstate Commerce Act, and would direct the ICC to once again con¬ 
sider traditional criteria in passing ti|*>n competitive rate levels. This legisla¬ 
tion will go a long way toward insuring the proper adaptation of piggyback 
operation in our national transportation scheme. It will also once again give 
evidence that Congress intends that all modes of transportation he given the 
right environment for sound economic development. 

It is the hope of the trucking industry that hearings will soon he held on 
S, 110T. While this measure is not under consideration today, we wanted to 
take the opportunity to stress its importance and show its relationship to the 
piggyback problem. 

* * * * * * * 

Description ok Piggyback Plans 
plan i 

The railroad moves the loaded trailers owned or controlled by a common car¬ 
rier trucking company. The shipments move on a motor carrier bill of lading 
under regular motor carrier tariffs. The trucking company pays the railroad on 
u "division" basts or a Mat charge per trailer. 


PLAN II 


The railroad furnishes all equipment and service, including pickup and deliv¬ 
ery, at railroad rates. 


PLAN HI 


The railroad moves two loaded trailers owned or leased by a shipper or freight 
forwarder. The flatcar loading and unloading is done by the railroad, while 
cartage to and from the piggyback ramp Is the responsibility of the shipper or 
forwarder. Hates are based on a flat charge: in other words, a stated amount 
in dollars and cents per car, 

PLAN IV 


Han IV is similar to plan II except that both the flatcar and the trailers are 
furnished by the shipper or forwarder, with the railroad furnishing only line- 
haul movement. 

PLAN v 

The railroad and a motor common carrier undertake a joint-rate, through- 
route arrangement under which they perform a joint line-haul service over their 
connecting operating authorities. The shipper is charged a single-factor rate 
from origin to destination and the motor carrier’s “division" of the rate Is 
usually the same as Its local charge for that portion of the service which it per¬ 
forms, The trailer, under plan V, is generally provided by the motor carrier. 
******* 

Senator McGee. The second witness, Mr. Gus FleiscML Is Mr. 
Ffeischli here i 

Mr. Fleischli. I am sorry, I just came in and i didn’t hear your 
ground rules. 
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Senator McGee. Well, 1 was suggesting, Mr. Fleischli, if you 
care to sit at the table and give your name and identify the group you 
represent, and before you adjourn today, leave a mailing address 
where the clerk may find it possible to reach you in the event any un¬ 
clear matters emerge in your testimony, and if you have a copy o 
vour testimony, leave a copy with the clerk and here at the desk it 
you have extra copies. 

STATEMENT OF GUS FLEISCHLI. JR.. MANAGER, HUSKY TERMINAL, 

CHEYENNE. WYO. 

Mr. Fleischli. Well, Senator, my main purpose here is, I represent 
a group of people that ojierate truck stops. A truck stop is, of course, 
a dispensing location for fuel for primarily Commercial Cainers, 

Senator McGee. To make sure the record is clear on this, you do 
not represent truckers as truckers or trucking organizations as such . 

Mr. Fleischli. No. 

Senator McGee. You represent filling stations: 

Mr. Fleischli. Filling stations. 

Senator McGee. And other similar facilities? 

Mr. Fleischli. Yes, sir. Our big concern, of course, with the car 
hauls, I would say there are probably five truck shops in Wyoming 
tluit are primarily interested in this car hauling. I could name them 
if you would like. There is Little America, The Diamond Horseshoe 
in Laramie, Husky Terminal in Cheyenne, Medicine Bow, the Oasis, 
Gay Johnson in Rawlins, and a number of other smaller ones, but 1 
would just say those people represent the big share of gasoline diesel 
fuel disiiensect to these people primarily. . 

Senator McGee. We will assume that these are unsolicited com- 

"'mV Fleisc hli. That’s right. They are unsolicited. I think prob¬ 
ably the most important thing, it will probably be introduced bv 
someone else, but I do have the figures from the department of 
revenue, the State department of revenue, the difference between the 
revenue of Commercial Carriers in 1960 paid to the State of Wyo¬ 
ming and the difference in the figures in 1961. • . 

Senator McGee. How detailed are those figures, are they better in¬ 
cluded in the record, or could you refer to them now? 

Mr. Fleischli. 1 can refer to them very quickly. I will just give 
them to you in one or two instances here. Dallas & Mavis Car Haul¬ 
ing Co.,‘in January of 1960 they paid $2,125.48 , to ^ h ®St a te depart¬ 
ment of revenue. In February of 1960 they paid $2,603 to the State 
department of revenue. In the 2 months in 1961 they paid *2£54.59, 
almost one-half of what they paid in 1960. 

I can submit the rest of these figures to you. 
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(Tlie information requested follows:) 

To Whom It Map Concern ; 

Subject: Supplementary report to study made on compensatory fees for months 
of July 1959 to December 1950 and July I960 to December 1iH50 including 
January and February liXW) and January and February llMJl. 

Below is the comparison of II car carriers for the a ho ve^ mentioned months. 


Month 


Total fee? 


Month 


Total foes 


Commercing 

January 1W0_ 

February i960... 

March im _ 

KAT: 


$4.289. m 
.SCO 
10 , 371,99 


January I960_ 

February HJflO_ 

Dallas A Mavis: 


8,738.22 

602.65 


January l.90O.*„ 
February i960 
Dealer Transport: 

January I960.... 
February i960.. 
Denier? Transport; 

January i960,... 
February I960-. 
Anodftted: 


% 125,48 

2,mo» 


3,7*4,94 

3,897,6B 


131,30 
99. 71 


January 1960.,.... 
February 1900. 
Area: 


6,432.88 
878.17 


January 1900... 
February 1960. 
K, W. McKee: 


37.42 


January *960... 
February I960., 
Denier Transit; 


72-41 

182,44 


January I960 . 
February I960 
Truck Away: 


January I960..., 
February I960.. 
Jack Cooper: 


58,47 


January I960.... 
Feluuary I960.. 


1,547.73 
1,757.30 


Company Nos. 3750, 8760: 

January 1961 .... 

February J9BL..........._ 


$4,579.53 

4,002.51 


Company No. 639; 
Decf*ml>er I960-. 
January MM—- 

February 1961... 
Company No. 1507; 
December I960,, 
January 1HL„, 
February 1961... 
Company No. 1537; 
December i960... 
January 1961,..- 
February 1961—, 
Company No. 3995: 
Decemljcr 1960 .. 

January 1901_ 

February 1961..., 
Company No, 227: 
December I960 ., 

January 1961_ 

February 1S61„„- 
Company No. 20: 
December I960... 

January 1961_ 

February 1961_ 

Company No. 1862: 
December I960 
January 1961..... 
February 1961...* 
Company No, 4600: 
Dwenibcr I960 ... 

Jonuary 19B|- 

February 1961.... 
Company No, 3597: 
December iwo. .. 
January l9fil 
February 1961.... 
Com jinny No. 1421: 
December i960 .. 
January 1961 
February 1S61.... 


1,211.04 

1,111.32 

899.84 

1, 499,10 


2,254,69 

807,76 
594. 64 
1,003.09 

47.59 

47,63 


507,37 

m 22 

188.70 

420.07 
4R54 
258. 75 


1, 092 28 
3.02 

496,96 
224 M 
71,34 

489,21 
112. IB 
197,15 

285.80 
312.63 

249.80 


Senator McGee. If yon do, submit the rest for the record, so the 
record may lie complete on that subject. This is illustrative and this 
is the point I think you are t rying to make. 

Mr. Flejsciiu. I am sure that you are interested in this. We are 
tax collectors. Sometimes we say we are filling station people, but 
when we get into the truck business we are tax collectors for the State 
of Wyoming and for the Federal Government, Now, we make a 
profit, too, I don't mean that, but we do collect a great deal of money 
for the State. 

Senator McGee* Well, other tax collectors have been known to make 
profits, too. 
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Mr. Fleisciili. Wlieu the revenue department is down on their rev¬ 
enue from traffic over the road, then our business, of course, it is pretty 
obvious, I think probably I could go into an awful lot of detail, but 
there are many, many people affected by this thing in our industry and 
we are very concerned with it. The gal lounge that we have lost is 
sai net I ling terrific and every time we lose a gallon of gasoline sale that, 
is going down on the railroad, the State of W yoming is losing a 
nickel, the Federal Government is losing 4 cents a gallon, and I am not 
sure, Senator, I have no idea because 1 don t know' anything about the 
railroad business, but I bet the taxes the railroad pays to the Federal 
Government and the State of Wyoming is nowhere in comparison to 
what we have collected for you in the past. . 

Senator McGee. Again, the record will have to speak for itself 
from the statement you have made. Be sure and leave your figures 
with the reporter. Did you have a prepared statement? 

Mr. Fleisciili. I have a prepared statement of my own. I just 
picked up the balance of the figures from the department of revenue. 

Senator McGee. Leave the prepared statement with the reporter 

as well, # . 

Mr. Fleisciili, I would give you this figure, and our business is 
not too secretive, I guess. In January the purchase from Commercial 
Carriers alone, to my company, was $1),943.83 gasoline, lubrication 
services, diesel fuel. In January of 1961, $3,310.17, a drop of over 
$6,000 in 1 year. 

Senator McGee. I ought to add, after your testimony, that we have 
grouped the morning witnesses so that individuals in general repre¬ 
senting the. questioning group, who have some deep concern in this, 
will appear pretty much m a body, and then those who have an interest 
in this from the other end of the line, that is, the railroads, will appear 
as a group. Then spokesmen officially for railroad management and 
the railroads in general will appear. We have tried to group them 
together so that related statements can bang in the same context rather 
than to alternate between the various segments, which would be like 
watching a tennis match, I suppose. 

Thank von very much, Mr. Fleisciili. 

(1 nformat ion referred to above follows:) 
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CHIEF TERMINAL 

2200 W lincolnway | | Ch«y*nn«, Wyoming 

Phon« 4-4466 

April 10, 1961 


Honorable Senator Gale UoGee t 
Dear Sir: 

.7e of Husky Terminal, located west of Cheyenne on Highway 30, 
would like to submit comparative figures on gas and diesel fuel 
purohases from our company by Comaerclal Carriers, Inc., Detroit, 
Mich, for the months of January and February 1960 and 1961. 

_1960___1961_ 

January purchases $9,943.63 January purchase* $3 f 310.17 

February purchases 7,730.74 February purchases 1,813.62 

?/e have used Ooanerci&l Carriers as an example. All auto haulers 
fueling here have had their account drop off in like manner. 
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To tfho* It Ray Concern* 

Subject* Comparison of oompensstejy fee# ind fuel taxes from Ji<Jy 1959 to 
Decoder 1959 and July i960 to Dee#mber 1760. 


Belov i« the comparison of 19 Car Carrier* for the above mentioned oaths. 


I ■* L Tran*port of Kentucky Company Number #3398 

Louigrille! Kentucky 


Month 

Miles 

Compensatory feet Fuel 


Toted 

July 1959 

8,636 

k 

122.17 4 

0 

$ 

122.17 

July 1960 

13,998 

* 

194.16 4 

0 

t 

194.16 

August 1959 

12,538 

$ 

175.97 • 

0 

1 

175.97 

August I960 

5,285 

1 

71.67 4 

11,34*0 

$ 

83.01 

Sept^ber 1959 

14,667 

$ 

210.02 4 

0 

# 

210.02 

September I960 

11,266 

$ 

154.79 8 

0 

* 

154.79 

October 1959 

3,464 

f 

48.37 » 

0 

♦ 

4807 

October I960 

10,317 

$ 

139.46 • 

0 

* 

139.46 

November 1959 

6,172 

1 

82.78 4 

0 

* 

82.78 

November I960 

16,564 

* 

226.93 • 

0 

V 

226.93 

December 1959 

Dec tabI960 

14,279 

1 

208.64 4 

0 

1 

208.64 


Total for 1959 - 

- 4 847.95 





Total for 1960 - 

- 1 7?9.3j 





Western Transport Service 

Company Number #3777 


Sidney, Nebraska 






Month 

Miles 

Compensatory fee# 


Fuel 

Total 

July 1959 

80 

* 1.47 

A 

0*77 

$ 2M 

July I960 

0 

I 0 

1 

D 

* 0 

August 1959 

0 

1 o 

» 

0 

$ 0 

August I960 

0 

I 0 

* 

0 

1 0 

September 1959 

0 

* 0 

i 

0 

1 G 

September I960 

0 

1 0 

* 

0 

t 0 

October 1959 

HO 

1 1*47 


0.70 

♦ 2.17 

October I960 

0 

* 0 

$ 

0 

* 0 


?*IW o-u -i 








14 


PIGGYBACK TRANSPORTATION 


Comparison of i'» ' %:• Carriers vc i.'J, 


Western Tr insert Service Comp* y Nunber 0777 

Sidney, Nebraska 


Month 

Miles 

Compenattory fees Fuel 

Total 

November 1959 
November i960 

0 

30A 

v 0 

4 5.57 

V 0 

V 2.06-D 

6 0 

% 8.23 

December 1959 
December 1700 

416 

J 8.74 

8 0 

V 8.74 


Total for 1959 - - 

Tot.il for l?uO- 

Total 

*13.15 

t ««a 

821 M 


"K.A.T." hen/alia 
Kenosrwi, Wisconsin 

Auto Transport Corp. 

Com .any Number #039 

Month 

Miles 

Compensatory fees Fuel 

Total 

Jul j 1 #59 

July 1960 

r*>,115 

451,762 

* 3,307.71 

8 7,849.54 

> 1 , 01$.76 

*3,624.80 

* 4,923 .47 
811,474.34 

Au^nist 1959 

August I960 

259,241 

321,623 

8 4,466.77 

8 5,657.08 

>1,900.78 

*2,698.02 

8 6,367.55 
$ 8,355.10 

September 1 /59 
September 19oO 

29a,680 

273,604 

* 5,216.88 
# 4,632.27 

*2,394.63 

12,293.13 

8 7,611.51 
8 7,125.40 

October 1959 
October i960 

707,453 

140,506 

612,125.45 

1 2,498.35 

*4,532.5} 

*1,277.36 

816,707.98 
8 3,775.71 

November 1959 
November I960 

145,131 

40,516 

6 2,564.36 

8 708.54 

*1,274.50 
> 330.19 

8 3,836.86 
8 1,038.73 

December 1959 
December i960 

331,873 

8 5,866.26 

*2,841.79 

8 8,708.05 


Total for 1959 - 

Total for 1/60 - - - - - 

*48,157.42 

831*76? .28 




Total 

#79,926.70 


Convoy Cow pary (Tronajort) 
fortland, Oregon 

Company Number #1424 


Month 

Miles 

Compensatory fees Fuel 

Total 

July 1959 

July I960 

1,547 

0 

* 26.91 

* 0 

6 17.57 

6 0 

8 44.48 

6 0 
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Gon^rl^n af W Car Carrlei a (eon *4) 


Convoy Company (Tr,nej>ortJ Company Number #14^4 


to rtlAnd p Oregu n 









Month 

miea 

Compensatory 

feea 

Fuel 

- 

Total 

Aurunt 1959 

4U 

6 

5.67 


ft 

0 

ft 

5.67 

August I960 

28,779 

8 

628.96 


ft 123.76 

ft 

552.70 

September 1959 

1,323 

» 

18.26 


ft 

0 

ft 

18.26 

September I960 

0 

ft 

0 


ft 

0 

ft 

0 

October 1959 

0 

ft 

0 


ft 

0 

ft 

0 

October I960 

17,531 

ft 

265.66 


ft 

66.66 

1 

290.30 

November 1959 

3,451 

ft 

62 M 


ft 

1906 

ft 

81.86 

No v»ber I960 

2,666 

ft 

66.16 


4 

20.79 

ft 

66.93 

Decamber 1959 
December 1?60 

27,195 

ft 

626.65 


ft 

95.69 

ft 

522.16 


Total for 1959 - 


i 670.61 





Total for 1960 . 


. ft 907 a 93 






Total 

*1578,34 




Auto Transport, Inc, 


Company Number s 644 





Oklahoma City, Oklahoma 








Month 

Kilea 

Compensatory fee* 

fuel 


Total 

July 1959* 

22,326 

ft 

301.79 


ft 

0 

ft 

301.79 

July 19bO 

1,441 

ft 

20,02 


ft 

0 

ft 

20.02 

Auguat 1959 

40,459 

1 

556.94 


ft 

0 

ft 

556.96 

August I960 

i,ooe 

ft 

14.31 


$ 

0 

ft 

16.31 

Sept^flbar 1959 

57,082 

ft 

772*77 


ft 

0 

ft 

772.77 

Sept abir I960 

5,058 

1 

71.78 



0 

ft 

71.78 

October 1959 

8,180 

ft 

110,58 


ft 

0 

ft 

110.58 

October i 960 

5,568 

ft 

79.02 


ft 

0 

1 

79.02 

Horsier 1959 

44,090 

ft 

596,01 


ft 

0 

ft 

596.01 

NoTtKber i960 

24,379 

ft 

347.09 


ft 

0 

ft 

367.09 

December 1959 
December I960 

65,644 

ft 

888,74 


ft 

0 

ft 

888.76 


Total for 

1959 - 


*3,226.83 





Total for 

I960 - 


» 532.22 






Total 

83,759.05 
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Coc r ,ario •. i* *'i * r .>.rrl-?rs (c >n*d) 


Automobile Tnuu.-ort Inc, Comp-wy Number *236 


Wayne, Michigan 

Month 

Miles 

Comj. onsntory fees Kuel 


Total 

July 1959 

09,994 

4 975.60 

* 0 

4 

975.60 

July i960 

12,828 

* 177.84 

$ 43.62 

4 

241.46 

Au ( oiet 1759 

75,375 

* 1,044.25 

4 0 

4 

1,044.25 

August 1/60 

2,663 

* 38.21 

4 395.44 

4 

433.65 

September 1959 

97,«53 

$ 1,354.09 

4 0 

4 

1,354.09 

September I960 

5,5*7 

$ 82.01 

4 1.76 

% 

83.77 

October 1959 

86,199 

t 1,209.05 

4 0 

4 

1,209.05 

October I960 

a, 551 

4 130.10 

4 9.28 

4 

139.38 

November 1959 

47,071 

$ 658.86 

4 0 

4 

656.86 

Novoiber 1 >60 

0 

4 0 

4 0 

4 

0 

December 1959 

85,167 

4 1,197.36 

4 0 

4 

1,197.36 

Dicker I960 

ToUl for 1959 - *6,439.21 

Total for 1960 - 1 898.2*. 

Total 47,337.47 

Dallas 4 Mavis Porwirding Co, Inc, Company Number #1507 

South Bend, Indiana 

Month Miles Compensatory fees fuel 


Total 

July 1959 

0 

* 0 

» 0 

4 

0 

July 1960 

132,790 

• 2,099.61 

* 516.76 

4 

2,616,37 

August 1959 

367 ,693 

* 5.449.14 

* 061.13 

4 

6,110.27 

August I960 

94,568 

» 1,473.04 

* 236.19 

4 

1,709.23 

September 1959 

180,355 

* 2,655.66 

» 302.12 

t 

2,957.78 

Septmnber I960 

66,975 

» 1,072.48 

* 151.71 

4 

1,224.19 

October 1959 

93,031 

» 1,415.68 

4 132.90 

4 

1,547.58 

October 1*>60 

43,438 

* 703.06 

4 141.06 

l 

&U4.12 

.November 1959 

131,040 

« 1,964.11 

4 213.71 

6 

2,177.82 

November I960 

64,694 

1 *,o29.15 

» 179.08 

4 

1,208*83 







PIGGYBACK TRANSPORTATION 


17 


Comparison of 19 Cat Carriers (con'd) 


Ifellae U Karla Forwarding Co. Inc, Cd^anjr Nuifcer #1507 

South Bend, Indiana 


Month 

Knee 

Compensatory fee* 

Fuel 


Total 

December 1959 

Decker I960 

134,810 

2,010.78 

$ 

282^ 

* 

2,293*22 


Total for 1959 - - - - • 

- $15,086.67 




Total for I960 - - - 

- t 7-®*' 

,74 





ToUl 

WM 




Dealer 1 a Transport Co, 

Company Nusber #1537 




Liberty* Missouri 







Month 

Miles 

Compensatory fee* 

Fuel 


Total 

July 1/59 

38,127 

« 522.72 

1 

0 

* 

522.72 

Jalj I960 

21,770 

* 355.89 

1 

0 

e 

355-39 

August 1959 

24,40 

* 343-69 

» 

0 

* 

3*3*69 

August 1 >60 

14*324 

• 209.18 

1 

0 

* 

209 -It 

September 1959 

22,286 

* 312.84 

♦ 

0 

* 

312-8* 

S.,.t«ber I960 

8,011 

* 121,69 

5 

0 

b 

121.69 

October 1959 

48,435 

* 680.99 

b 

0 

1 

630.99 

October I960 

58,864 

♦ *53.70 

b 

0 

1 

353*70 

Soreeber 1959 

134,360 

* 1,775.67 

b 

0 

b 

1,775*6? 

Kpraber 1960 

60,994 

S 880,89 

b 

0 

1 

330.89 

December 1959 
December I960 

217,126 

« 2,897.14 

l 

0 

b 

2,897.1* 


Total for 1959 - - - * - 
Totsl for I960 -- 

• *6,533.05 
■ *2.421.35 

18,954.40 





Total 



Dealer 1 a Transport Co* 

Company dumber #3995 




fceevhl*, Tennessee 







Month 

Ml lea 

Compensatory fees 

Fuel 


Total 

July 1959 

25,8*6 

* 344.99 

4 

□ 

# 

3*4.99 

Jul/ I960 

16,115 

S. 211.69 

v 

0 

♦ 

211.69 

to,njet 1959 

31,8ti5 

* 423.75 

& 

0 

4 

4^.75 

August I960 

*,281 

* 58.33 

4 

0 

e 

5303 
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Coflqparlsan of 19 Car Carriers (con'd) 


Dealer'a Transport Go* Company Number #3995 

Memphis, Tennessee 


Month 

Miles 

Compensatory fees Fuel 


Total 

September 1999 

85,569 

8 

347.9s 

8 

0 

* 

347.96 

September i960 

5,094 

8 

78.32 

8 

0 

$ 

78.32 

October 1999 

14,391 

8 

190.45 

$ 

0 

$ 

190.45 

October i960 

5,222 

8 

78.04 

8 

0 

* 

72.04 

November 1999 

10,035 

8 

136.62 

8 

0 

1 

136.62 

November i960 

5,131 

8 

71.47 

8 

0 

* 

71.47 

December 1999 

Decamp r t9h0 

25,292 

$ 

338.56 

8 

0 


338.56 


Total for 1959 


• 81,788.35 





Total for i960 


■ 8 






Total 

82,268^20 




*Mociattfd Trans jiort. 

, Inc* 


Cumpjiry Number #22? 



ttatelwoad, Missouri 








Month 

Milo* 

Compensatory 

fees Kuel 


Tot»l 

July 1959 

16,549 

4 

221*66 

* 

0 

¥ 

221.66 

July I960 

13,424 

4 

196.19 


0 

1 

198.19 

August 1959 

25,It* 

4 

344*66 

# 

0 

* 

344.88 

August I960 

9,921) 

I 

136.59 

1 

0 

V 

138,59 

September 1959 

»,729 

4 

523.74 


0 

4 

523.74 

Jeptmsber i960 

45,810 

6 

656*4 

4 

0 

4 

658.43 

October 1959 

0 

4 

0 

* 

0 

V 

0 

October 19*fc> 

60,492 

l 

874.46 

♦ 

0 

* 

*14.40 

Kovtaiber 1959 

26,957 

t 

365,9b 

4 

0 

* 

365.96 

November I960 

54,328 

4 

775.37 

4 

0 

4 

775.37 

Decrmbvr 1959 

62,032 

4 

670.17 

♦ 

0 


870.17 

December 19b0 

Total for 

L959 ' 







Total far 

1960 


• *2.645.04 

64,971.45 






Total 
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Co.iy*rl»«i« of .9 C*r Carriers (cun'dj 


Complete Auto Trviait, lie. 

3t. Louis, Missouri 

Month Kii-s 

Company NujBLcr ¥53*72 

Compensatory fees fuel 


Total 

July 1959 

0 

* 

0 

¥ 

0 

e 

0 

July I960 

63k 

l 

8.91 

♦ 

0 

V 

8.91 

Au'ust 1959 

0 

V 

0 

4 

u 

# 

0 

Au<;ust I960 

5,t>76 

V 

79.38 

4 

0 

4 

79.38 

Sept*M*>er 1959 

0 

# 

0 

4 

0 

4 

0 

September I960 

3,964 

4 

54.79 

4 

0 

4 

54.79 

October 1959 

0 

8 

0 


0 

4 

0 

October I960 

0 

4 

0 

4 

0 

4 

0 

November 1959 

0 

4 

0 


0 

4 

0 

November 1960 

7,593 

4 

107.0b 

4 

0 

4 

107.06 

December 1959 

0 

* 

0 

4 

0 

V 

0 

December I960 

"Areo" Auto Carrier' 
Chicago, Illinois 

Month 

Total fop 1959 ----- .OOO.JO 

Total for I960 - --*250.U 

Total i250.1i 

s Inc. Company Number ,¥200 

Miles Compensatory fees Fuel 


Total 

July 1959 

31,152 

4 

468.14 

4 

0 

4 

468.14 

July I960 

75,113 

$ 

1,103.02 

♦ 

11.34 

a 

1,114.36 

August 1959 

43,8L2 

4 

667.13 

4 

19.81 

4 

686.94 

August I960 

47,482 

4 

696.77 

4 

40.25 

4 

737.02 

Septmber 1959 

46,307 

4 

70$.62 

4 

8.19 


713.81 

September I960 

29,406 

4 

418.99 

4 

0 

¥ 

418.99 

October 1959 

29,366 

4 

437.66 

4 

0 


4J7.66 

October 1960 

12,323 

4 

191. t>6 

4 

0 

♦ 

191.66 

November 1>59 

11,926 

4 

184. <0 

V 

0 

4 

184.90 

November I960 

19,513 

4 

274.68 

V 

11.34 

4 

246.02 
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Comparison of 19 Car Carrier* (c-»n'd) 


"Arco" Auto Carrier*• Inc. Corpary Number #200 

Chicago, Illinois 


Month 

Mil*?e 

Coiperisatory 

fees 

Kuel 

December 1959 

51,800 

$ 77 '.*>3 

a 

1..90 

December i°00 

Total for 

1959 - 

. $3,282.98 


Tot.il for 1960 - - - - - 


W. R. Arthur 4 Company, Inc. 

Total $6,031.03 

Company Number #399 

JanesTlll#, Wisconsin 

Month Milos 

Compensatory 

fees 

fuel 

July 1959 

0 

$ 0 

• 

0 

July I960 

11,125 

$ 163.84 

1 

0 

August 1959 

0 

$ 0 

$ 

0 

August I960 

0 

$ 0 

$ 

0 

Sapts^sr 1999 

0 

$ 0 

$ 

0 

September I960 

0 

4 0 

$ 

0 

October 1959 

0 

$ 0 

4 

0 

October I960 

0 

$ 0 

$ 

0 

November 1959 

0 

$ 0 

6 

0 

Nowmber I960 

0 

$ 0 

$ 

0 

December 1959 

0 

$ 0 

$ 

0 

December I960 

K. W. McKee, Inc. 

Total fop 1959 -WOO .00 

lw ,.n ■ ■ 

Company Humber #1862 


3t• Paul, Mlnnesoda 

Month 

Milos 

Compensatory fees 

Kuel 

July 1959 

0 

» 0 

4 

0 

July I960 

67,305 

* 976.91, 

4 

0 

August 1959 

42,681 

v 560.1B 

a 

0 

4iL,unt I960 

980 

» 13.23 

a 

0 


Total 

a 791.53 


Total 

a 0 

$ l 63 .it 

I 0 

$ o 

» 0 

$ 0 

I 0 

6 0 

$ 0 

$ 0 

I o 


Total 

fc 0 

a 976.94 

$ 560.26 

» 13.23 
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Comparison of 19 Car Carriers (ceil'd) 


K* M m McKee, Ino* Company Number fl862 

St* kaul, Minnesota 


Month 

Mil^a 

Compensatory fees 

f’iiel 


Total 

3epta*>er 1959 

0 

6 

0 

ft 

0 

ft 

0 

Septerter i960 

*33 

ft 

3-50 

6 

0 

ft 

3.50 

October 1959 

1*216 

* 

15.96 


0 

ft 

15*96 

October I 960 

A9 t 2*9 

$ 

&91-53 

ft 

0 

ft 

691.53 

■evember 1959 

0 

1 

0 

« 

0 

ft 

0 

H»vaab*r I960 

350,172 

1 

4,847*67 

ft 

0 

a 

4,647*67 

Deeper 1959 

0 

» 

V 

0 

ft 

0 

ft 

0 

Dec^ber I960 









Total for 1957 

-ft 

15-76 





Total for 1960 

- -ib. 

532*87 






Total ft6. 

548.83 




Carr Carrier Company 


Company Humber #599 





Lincoln, Nebraska 








Month 

Mile* 

Compensatory fees 

Fuel 


Total 

July 1959 

131 

$ 

1.83 

4 

0 

ft 

1*83 

July I960 

512 

1 

6*14 

ft 

0 

1 

6.14 

August 1959 

0 

ft 

0 

1 

0 

ft 

0 

August I960 

0 

1 

0 

ft 

0 

ft 

0 

September 1959 

229 

ft 

3*13 


0 

1 

* 

3*13 

Sept Mb er I960 

0 

i 

0 

1 

0 

ft 

0 

October 1959 

0 

i 

0 

» 

0 

ft 

0 

October 1960 

0 

$ 

0 

ft 

0 

ft 

0 

ItorMber 1959 

0 

4 

0 

ft 

0 


0 

Havener I960 

0 

ft 

0 

ft 

0 

ft 

0 

Decoder 1959 

0 

S 

0 

* 

0 

ft 

0 


Dec ember 


Total for 1959-ft 4,96 

Total for I960 - - - - - ft 6.lit 
Total 111.10 
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Comparison v I iV C*r CuTie; ■ veil'd) 

Dealer* TriniUj Inc, Company auabcr #460U 

Chicago, ill. n.iiy 


Month 

Mil a 

Compensatory fees 


KUel 


Total 

July 1959 

0 

4 

0 

4 

0 

4 

0 

July 1/00 

0 

4 

0 

a 

0 

1 

0 

August 1959 

2,055 


43-15 

4 

27.35 

1 

70.50 

August Iv60 

5,218 

1 

96.07 

1 

29,89 

* 

126.56 

September 1959 

0 

6 

0 

6 

□ 

4 

0 

September I960 

4,730 

$ 

82.99 

4 

14.28 

6 

97.27 

October 1959 

0 

* 

0 

1 

0 

4 

0 

October l *60 

16, i: * 

$ 

303*30 

4 

77.56 

1 

380.59 

Border 1959 

0 

t 

0 

V 

0 

1 

0 

Norsber i960 

0 

£ 

0 

1 

0 

4 

0 

D*0«ber 1959 
December i960 

0 

4 

0 

4 

Q 

4 

0 


Total Tor 
Total for 


IV 59 - - 
1 '60 - - 
Total 


4 70.50 


Trunk Away Corporation 
Pontiac, Michigan 


74 *92 
Company Humber #1597 


Month 

Mils* 

Compensatory 

July 1959 

4,717 

4 

66.51 

July I960 

53,361 

4 

756.09 

August 1959 

6,094 

6 

83.51 

August 1960 

15,939 

4 

238.23 

September 1959 

7,476 

$ 

106.62 

September I960 

0 

4 

0 

October 1959 

864 

4 

11.99 

October I960 

14,531 

a 

206.91 

Bobber 1959 

2*r 

4 

5.92 

November I960 

908 

4 

13.60 


FUal 

0 

0 

0 

0 

0 

0 

0 

0 

0 

0 


Total 

64.51 

754*09 

*3*51 

228.23 

104.62 

0 

11.99 

206*91 

3*92 

13.60 
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Caparison of 19 Car Carrier* (con f d) 

Truck Avajr Corporation Company dumber #3597 

Bantiac, Michigan 

ifcnth Mile* Compensatory !••• 7\f± Total 

December 1959 360 $ 5*00 $ 0 $ 5*00 

December I960 

fbtal for 1959 --$ 275*55 

Total for I960 - ■- fe.2Q2.ft3 

Total *1,470.3* 

Jack Cooper Transport Co, Inc, Company Number #li*21 

Kane a* City, Missouri 


Month 

Mile* 

Compensatory fees Fuel 


Tot*l 

July 1959 

*.33? 

$ 

471*15 

i o 

I 

471.15 

July i960 

19,790 

$ 

279*03 

i o 

$ 

279,83 

Au uat 1959 

50,1m. 

6 

692*40 

* 0 

# 

692.40 

Au/niat 1960 

19,36* 

1 

426,% 

$ o 

i 

429,94 

September 1959 

3/., 936 

4 

346.14 

+ o 

1 

346. 14 

Sept outer 1960 

16,361 

i 

227.51 

* 0 

* 

227.51 

October 1959 

24,967 

# 

343.2* 

* 0 

f 

343.28 

October i960 

5,523 

1 

76.34 

$ Q 

i 

76.34 

November 1959 

0 

1 

0 

* 0 

¥ 

0 

November I960 

35,720 

i 

44.14 

* 0 

6 

44.14 

December 1959 
December I960 

42,323 t 593,07 

Total for 1959 - 

ToUl far I960 - 

Tot.d 

* 0 

$2,446.04 
*1-0* -76 

bj s 5u2.80 

a 

593, </7 


Western Auto Transports, Denver, Colo. Company Humber #3750 

Commercial Carrier a, Inc, Detroit, Mich. Company Kunfcer #8?06 

{Thao* two are the same company,) 

Month Miles Compensatory Fees Fuel Total 

July 1959 0 $ J* ,782 ,96 $ 0 $4,782.96 

July I960 590,035 I 9,023,08 $2,309,07 $11,412.15 
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Campari* 0 n of 19 Car Carrier* (con'd) 


Vtfteru into Transport*, Omrir, Col©. C^pany Humber #3750 

rwuralftl Carr lor*» In*., Detroit, Company Hueber #S?06 

(Tfeesa tvo arc the tamo eoMfcwny.) 


Month 

Mile* 

Co*v>ens*tor 7 fees 

Fuel 

total 

to&l 1959 

August I960 

155.293 

369,035 

8 2,416.25 
i 5,955-1* 


f 

* 7,579.95 

September 1959 
September I960 

162,003 
m ,ak 

8 2,504.4a 
♦ 7,405.34 

*.3£:2 

1 3,027.21 
* 9,369.80 

October 1959 
October I960 

103,326 

333,693 

* 1,606.79 

• 5.2)4.22 

1 349*78 

*1,353 *41 

» 1,955.57 
1 6,447.65 

Nove^r 1959 

No Timber L760 

1j6,691 

236,949 

♦ 1,M4.66 

8 3,759.15 

* 427.73 
*1,069.88 

» 2,072.39 
* 4,829.03 

December 1959 

Dec amber I960 

208,218 

• 3,244.77 

* 702*96 

8 3,947.73 


TotAl Tor 1959-- - *111,756.69 

Total for I960 - - - - - Ii9.a3g.5a 
Total #58,595*27 


Grand Total for lV59 - -$109*9 J6.1J 

Grand Total for I960 - --- *100,1*72.a* 


Tba n of the compensatory fees and fuel tixes True July l'/oQ to Decaa&er I960 

•onpared i-lth July 1959 to December 1959 show* a decrease of *9,463*25# 
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Comparison of 1959 and 1960 trip permits per entry received from the Check Stations 
Highway Shops and Highway Patrol. 


Check Stations 


CV 4's No- of Trip Permits Total Money 

1959 1*12,467 56.942 4828,0/4.a 

1960 431,177 50,327 4«i7,778.74. 

Highway Shops 

CV 4's No. of Trip Permits Total Money 

1959 1,764 2,530 $ 28,165.99 

1960 2,379 2,,.97 4 25,723.72 

Highway Patrol 

CV Vs No. of Trip Permits Total Money 

1959 23,724 2,835 $ 32,701.08 

1960 32,229 3,248 4 35,832.93 

Trip Permits 

Total for 1959 - 62,307 

Total for i960 - -.- - 56,072 

cv 4's 

Total for 1959 .437,955 

Total for i960-465,7*5 

nses*. 

Total for 1959 -$809,542.01 

Total for i960-$749,605-39 


The totals of the money received from July i960 to December i960 compared with 
July 1959 to Dtcercber 1959 shows a decrease of $139.936.62. 

Compensatory Fees and Fuel Taxes 


Total for 1959..- - $3,904-300.87 

Total for i960 - -.- - $4,319, ’93-31 December not included 


The totals of the compensatory fees and fuel taxes received at the Check Stations 
Highway Shops and Highway Patrol from July I960 to December i960 compared with 
July 1959 to December 1959 shows an increase of $335,504.44. 
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Senator McGee. We will proceed to the third witness, Mr. Paul 
Bornhorn. 

STATEMENT OF PAUL BORNHORN. TERMINAL MANAGER, 
COMMERCIAL CARRIERS, INC., CHEYENNE, WYO. 

Mr. Bornhorn. I, Paul Bornhorn, terminal manager of Commercial 
Carriers, Inc., on 2200 West Lincoln Way, Cheyenne, Wyo., have been 
authorized by Mr. Rigby L. Leighton, vice president of Commercial 
Carriers, Inc., to represent our company and that I furnish you with 
the following facts. 

Commercial Carriers, Inc., is a common carrier by motor vehicle of 
automobiles and related commodities authorized to operate in inter¬ 
state and foreign commerce by the Interstate Commerce Commission 
under a certificate of public convenience and necessity issued in docket 
Xo. MC-43038. Commercial Carriers, Inc., and predecessor company 
has operated a terminal in Cheyenne, Wyo., for a number of years. 
This terminal had 225 drivers working as recently as 1950 and at this 
date we have only 23 drivers working. 

On shipments from Detroit to the Rocky Mountain and Pacific 
Coast States, the automobile shippers we serve changed its method of 
shipping from all truck to truck-rail-truck and/or rail-truck, the rail 
portion being either by T.O.F.C. or multilevel rail cars. In these 
methods, the autos are either trucked to Proviso, Ill., thence by rail to 
Cheyenne, Wyo., and thence to destinat ion by truck, or go directly out 
of Detroit by rail to Oakland/Richmond, Calif., and thence to destina¬ 
tion by truck. 

Beginning with January 1960, 10,213 autos, or, for our figures, 
2,043 five-car loads, were lost to the rail movement from Proviso, 111., 
to Cheyenne, Wyo.- 

Senator McGee. Over what interval of time was that ? 

Mr. Bornhorn. From January—starting January I960. 

Senator McGee. Till when ? I mean, you tell us that 2,043 transport 
loads have lieen lost in this interval of time. 1 missed the interval of 
time you alluded to. 

Mr. Bornhorn. It was beginning January I960. 

Senator McGee. Until now or until January 1961! 

Mr. Bornhorn. Until January 1961, yes, sir—a distance of 979 
miles. Payload miles lost, therefore, were 2,043 X 979 or a total of 
2,000,097 miles for the full year or 166,675 miles per month. Also lie- 
ginning in August 1960 through December 1960 there were 4,125 autos 
diverted from all-truck to multilevel rail movement from Detroit all 
the way to Oakland, Calif., a distance of 2,454 miles with truck 
beyond. This is 825 five-car loads lost to rail. Payload miles lost, 
therefore, were 825X2,454 or a total of 2,024,550 for a period of only 
5 months, or 404,910 per month. This adds up to 571,585 payload 
miles lost per month and produces a potential loss in 1961 on west 
coast traffic even if the pattern doesn’t change with more going rail 
directly from Detroit of almost 7 million miles. 

On Commercial’s 1960 report to the Interstate Commerce Commis¬ 
sion, we showed a total transportation gross of $25,628,922 and total 
miles traveled of 65,208,656. Since in the delivery of automobiles we 
travel only one way loaded, this would mean 32,604,282 payload miles. 
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Arithmetic computation shows that we grossed 78.6 cents per payload 
mile. Seven million payload miles lost to the rails at 78,6 cents per 
payload mile would shrink our gross by $5,502,000 while taking equip- 
ment oil the highways for 14 million miles with resultant effect on 
gasoline, tires, restaurants, motels, and so forth. 

Thank you. 

Senator McGee* Thank you very much. 

Did you have any questions? 

Mr. Barton. No questions, Senator, thank you. 

Senator McGee, Thank you very much. Leave your statement with 
the reporter. 

Now, I will mention in the order of appearance the next three or 
four witnesses so that we may avoid the delays of each succeeding wit¬ 
ness coming up here and so that each witness may ready himself and 
be here at the stomping ground as soon ns the preceding witness ad¬ 
journs. 

The next witness will be Mr. Paul W. Leach. He will be followed 
by Mr. Conrad Lav in, Mr. Harry Bath, Mr. William Myriek, Mr. 
Harry Schaefer, in that order. 

Mr. Leach, 

STATEMENT OF PAUL W. LEACH, DIRECTOR, TAX DEPARTMENT, 
KENOSHA AUTO TRANSPORTS CORP, KENOSHA WIS, 

Mr. Leach. This is fairly unfamiliar to me but I will do the best 
I can. 

Senator McGee. Speak up a little bit. 

Mr. Leach, My name is Paul W. Leach. I am director of the tax 
department of Kenosha Auto Transports Corp., with its principal of¬ 
fice located at 4519 70th Street, Kenosha, Wis. 

I ha ve been engaged in motor carriers 7 taxation for the past fl years. 

Tile Kenosha Auto Transport Corp. is a common carrier engaged 
in the transportation of motor vehicles under authority issued by the 
Interstate Commerce Commission, docket No. MC-30837 and hauls 
primarily automobiles manufactured by the American Motors Corp, 
and trucks manufactured by the International Harvester, Inc. 

My principal duties are t o study the tax laws of the respective States 
and to prepare and file the tax forms required by the statutes of such 
States. 

In 1059, when the piggyback or TOFC of automobiles began, wc of 
Kenosha Auto Transport Corp* were hauling a large number of the 
automobiles moving into the Western States. This service was per¬ 
formed by Kenosha Auto Transport Corp. and, in part, interlined 
with the Western Auto Transports, Inc., at Cheyenne, Wyo, (This 
operation lias now Imn purchased by Commercial Carriers, ine.) 

Western Auto Transports was maintaining a large termnial here 
and had a large fleet and personnel. Today, all of this traffic is mov¬ 
ing in TOFC service to points in California, Oregon and Wash¬ 
ington. As a result of this diversion, our revenues, miles traveled 
and taxes pa it! have declined to almost zero. 

A recent study completed by me shows that for the State of Wyo¬ 
ming for the fourth quarter of 1959 our company paid $39,000 in 
mileage taxes and fuel taxes, while in the fourth quarter of I960 
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our company paid only $3,000. These figures do not include any 
taxes that are lost because of our drivers no longer operating into and 
through the State of Wyoming, 

Out projections for 1061 show that there will be a loss of $80,000 
in mileage taxes, $53,000 in fuel taxes, $55,000 in moneys expended 
for meals and $44,000 in lodging. Also, our purchases in fuel will 
decrease $275,000 from the 1059 year. Similar reductions will occur 
in surrounding States. 

In 1059 we had nil drivers operating equipment, while in 1961 
we had only 437 drivers. This represents a drop of mom than 50 
percent of our driving personnel who were individual businessmen 
operating their own equipment. 

This picture is the same or worse in neighboring States. Nevada, 
for example, we paid $22,000 in the fourth quarter of 1959, while in 
the fourth quarter of 1960 we paid $1,000. 

Utah has enjoyed the same unfortunate problem* In the fourth 
quarter of 1959 we paid $16,600 in taxes, while in 1960 we paid $670, 

Senator McGee. If you could file your figures for the surrounding 
States for the record, it would save ns a little hit of time here, or 
perhaps you could summarize again amnvise the general impact, I 
do think here is a rare instance where it is a reversal of what we 
usually think of. We are all interested in paying less taxes. Here is 
a case where paying less taxes is si hardship rather than a benefit. 

Mr, Born horn. This picture doesn’t look good and if the railroads 
continue this unwarranted rate war on automobiles, we at KAT 
expect that all of the tax forms will be eliminated because we will not 
have any traffic moving through the States upon which we will pay 
these taxes. 

Our experience in the decrease in miles operated in the fourth quar¬ 
ter of 10(50 over 1959 in Wyoming is representative of decreases in 
surrounding States with corresponding losses in licenses and taxation 
in corresponding States, The decrease in the fourth quarter 1960 from 
1959, in Idaho, 82 percent; in Montana, 93 percent ; m North Dakota, 
89 percent; in Colorado, 93 percent; in Nevada, 95 percent; and in 
Utah, 96 percent. The average decline over this period in miles op¬ 
erated in the 11 Western States is in excess of 85 percent and would 

higher except for the terminal deliveries made in the Pacific Coast 
States. These terminal deliveries required our company to establish 
three new terminals. 

It is not apparent that these losses in business, taxation, or number 
of persons employed experienced by the motor carriers are compen¬ 
sated for in any way by increased business, taxation, or number of 
persons employed by the mil roads. 

Senator McGee. Any questions ? 

Mr. Barton, One question, Mr. Leach, do not the railroads pay 
taxes on their increased activities in connection with hauling freight! 

Mr. Leach. In which respect, sir? 

Mr. Barton, Well, in any respect t 

Mr. Leach, I would assume property taxes or something along that 
line. I am not really qualified, 

Mr. Barton. It is not a total loss to the States, then, that they lose 
the revenue you speak of ? 

Mr, Leach, I wouldn't know, sir. 
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Mr. Barton* Thank you. 

Senator McGee. Again, I think it would be very obvious, if I may 
say so, that (he healthy operations of the railroads and the truckers 
in Wyoming contribute to State revenue and they cannot be consid¬ 
ered in a vacuum, the setting of figures from either side in terms of 
its impact on the State’s revenue. 

Mr, Lav in ? Mr. Harry Bath. 

STATEMENT OF HARRY BATH, PRESIDENT. LINE DRIVERS LOCAL 
UNION NO. 961, DENVER, COLO. 

Mr. Bath. Senator McGee and members of the subcommittee, my 
name is Harry Bath. I am president of Line Drivers Local No. 901* 
[ am here on behalf of Joint Council 54, Teamsters, which Corel's the 
Colorado-Wyoming area. I have been in office since 1957, and since 
1957 we have seen truckdriver jobs going out the window due to the 
piggyback rates that the railroad is putting into force* I have some 
figures. 

’ I n 1959 there were 28,000 piggyback t railers shipped out of Denver, 
Colo.—rather, on Rock Island’s entire system,,18,000 of which came 
and went into and out of Denver, Colo* Since January 1, 1961, 
through the present time, there have been 10,000 cars and pickups de¬ 
livered in the piggyback lot in Denver which could have moved by 
truck. There have "been 3,000 piggyback trailers carrying freight of 
a different nature other than automobiles. 

The one carrier that has l>een affected that we have is Commercial 
Carriers. In May of 1960 this company had 151 employees, of which 
24 are presently working. I have here a seniority list and the infor¬ 
mation is here m my report for the committee. One of these drivers, 
specifically driver No* 25 on the above seniority list, was an employee 
of Commercial Curriers until the 19th day of February 1961. He 
has been employed for approximately 8 yearn. He is now furloughed 
and working, trying to make $450 a month payments on a tractor 
which he formerly operated as a leased piece of equipment to Com¬ 
mercial Carriers, prior to the railroads hauling of piggyback cars. 

Senator McGee* Again, for the record, when he handles his tractor 
on a lease basis, he handles it with whom ? 

Mr. Bath* With Commercial Carriers. We have here Rio Grande 
Motorways, which was one of our companies, with a 26-percent de¬ 
crease in employment due to piggyback; Merchants Motor Freight 
with a 40-percent decrease in employment due to piggyback; Ringsby 
Truck Lines, although Ringsby has employed 150 to 155, employed 
regularly since 1958 and has not reduced the number of employees 
because of lack of freight, a look at the piggyback trailers which 
were shipped in and out of Denver, Colo*, for Ringsby on March 25 
and 26, 1961, will indicate the effect of this operation upon the em¬ 
ployment of line drivers* The trailer numbers and- 

Senator McGee. The Ringsby figures, for example, were all auto 
transport ? 

Mr. Bath. No ; this was other piggyback operations. 

Senator McGee* We are trying to keep this focused on auto trans¬ 
port. 


721 m 0—62-3 
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Mr, Bath, We will term it “Ringsby operation dry freight,” There 
were 32 trailers on March 25 and 26 which arrived in Denver, the 
weight# ranging from 42,000 to 26,000. 

! f it were not for the selective and discriminatory rate-cutting prac¬ 
tices which were permitted by the present ICC rulings, it would have 
been competitively possible, for an economic advantage, for Bingsby 
Truck Lines, Inc,, to ship tins freight in this manner, and these em¬ 
ployed drivers, many of whom are by necessity taking advantage of 
their unemployment benefits in order to survive, would be earning a 
just salary for their services. It is my opinion and the opinion of <ho 
members of the local union which I represent that immediate action 
should be taken to alleviate the unfair and discriminatory economic 
advantage which has been given to the railroad industry through the 
rating structure presently allowed. 

We implore you to consider the plight of the 20,000 individual em¬ 
ployees throughout the States of Colorado and Wyoming as you delib¬ 
erate and investigate the overall effect of these practices on surface 
transportation throughout the United States, 

Senator McGee, As I gather now, Mr. Bath, the burden of your ob¬ 
jection is levied against the present ICC policy or ruling. You don’t 
nave any place in your contention, again for the record, that there is 
anything that the railroads are doing outside the pattern or under¬ 
neath the pattern of what is legitimate and legal and authorized by 
the ICC ? 

Mr. Bath, No, sir. 

Senator McGee. I wanted to be sure that the record showed that. 
Thank you very much. 

Do you have any quest ions ? 

Mr, Barton. No, thank you. 

(The prepared statement of Mr. Bath follows:) 

Mr. Chairman and members of the committee, I am Harry Bath, president of 
Line Drivers of Local Union No. 001 of the International Brotherhood of Team¬ 
sters. Chauffeurs, Warehousemen and Helpers of America ; prior to my election 
as president of local No, Wl, I drove n truck for 13 years and was elected presi¬ 
dent of the local union in 1957. I have served m president of that local union 
from that date forward, I am married, have one daughter and live in Denver, 
Colo. Since 1957 I have been appointed to the Central States Drivers Council; 
I am chairman of the Colorado-Wyoming Joint Area Labor Management Com¬ 
mittee that processes grievances between management and employees; I am 
a member of the Joint Western Labor Management Committee of the Eleven 
Western States; I am a trustee of joint council No. 54 of the Colorado-Wyoming 
area and a representative for Joint council No. 54 in the negotiations for over- 
the-road master freight agreement for the 11 Western States, and a member of 
the executive board of the Over-tbe*Road Master Freight Division of the Western 
Conference of Teamsters. 

It is my purpose here today to inform yon to the l>est of my ability and knowl¬ 
edge about the economic impact upon the individual long-haul truebdriver and 
his family because of the present piggyback operations in the transportation 
industry. 

As president of Line Drivers Local Union No. 961 I have daily contact with 
the drivers who are affected by this change of operations which has been In¬ 
creased tremendously in the past 3 years. The discriminatory and selective 
price cutting of freight rates through piggyback operations bus seriously dis¬ 
rupted the lives of many of the members of my local union in the States of Wyo¬ 
ming and Colorado. 

It has been reliably estimated that during the year 1959 there were 28,090 
piggyback trailers shipped on the Hock Island Railroad's entire system, 18 t 0 OO 
of which were shipped out of Denver, Colo, to points east. It has further been 
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estimated by employees working in the piggyback lot in Denver, Colo., that from 
January 1,1961, until the end of March 1901, there were 10,000 piggyback trailers 
with freight shipped in and out of Denver, Colo. These figures, of course, have 
a tremendous impact upon the income of the individual drivers who were 
working for the companies who would normally l>e hauling this freight, if the 
discriminatory price cutting were not allowed. 

Although the Denver metrojMditan area and the areas of Casper and Cheyenne, 
Wyo., are experiencing tremendous growth and the amounts of manufactured 
products used in these areas are increasing daily, there are fewer truckdrivers 
employed in Colorado and Wyoming today than there were during the recession 
period of 1958. This is a direct result of piggyback orations. 

We have since 1958 seen decline in the employment of long-haul truckdrivers 
and the situation continues to become more serious each month as more and 
more trucklines lay off drivers, either because of lack of freight to be huuled over 
the highways and the loss of business to the railroads because of the discrimin¬ 
atory differential in rating practices through the piggyback operations. All 
these things are occurring during a period of great growth, where with normal 
control in the transportation industry, it would be expected that the public car¬ 
riers would be growing and hiring additional people to service the many com¬ 
munities not served by railroad facilities, rather than losing this highly valued 
business because of the rate differentials which now exist. 

As an example of the c'ffect and the economic impact to an area, let me cite 
some employment statistics for the past few years of Commercial Carriers, Inc., 
a nationwide car hauling carrier which presently employs 151 long-haul truck- 
drivers in Cheyenne, Wyo. On May 1, I960, of these 151 employees, 24 were 
working and 127 drivers were furloughed, not working, without jobs, and the 
majority of them were drawing unemployment compensation. In January of 
1958 this same company. Commercial Carriers, or in reality its predecessor com¬ 
pany in this area, Western Auto Transport Co., was employing 299 long-haul 
truckdrivers. Of these 299, approximately 75 or 100 were on an extra board 
and were not working regularly. However, these extra lx»ard employees were 
driving occasionally during the slow season and during the peak season were 
working regularly. 

That work force from January 1958, to May 1, 1900, has been cut in half, and 
the number of those actually steadily employed has been reduced to one-twelfth 
of its original size. 

A trucking company employing 300 long-haul drivers is one of considerable 
size and doing a substantial volume of business. A trucking company using 24 
drivers, operating only twelve 2-men tractor and trailer units, is a small common 
carrier, and under normal conditions, such a carrier would be expected to grow, 
rather than to disintegrate and die. Yet, the latter circumstance appears to i>e 
the fate of Commercial Carriers. As can be seen by the following seniority list 
of Commercial Carriers, Inc., which shows the date of employment opiKMdte the 
listed initial of each driver, there is no driver presently working for this com¬ 
pany, who was initially employed after March 7, 1953. These drivers are listed 
by initials rather than names; the names will be supplied to the committee in 
confidence if they so desire. 

Commercial Carriers, Inc., Seniority Roster as of May 1, 1900 


List of working drivers 


1. F.S__Mar. 17, 1948. 

13. A.D_Feb. 11. 1052. 

2. C.A.J__Jan. 9. 1949. 

14. M.F_ Feb. 21. 1952. 

3. I.M.G_ April 13, 1950. 

15. D.O_ April 17. 1052. 

4. F.M__ Aug. 21, 1050. 

5. M.B.G_ Feb. 2, 1951. 

10. J.J.H_ April 19, 1052. 

17. R.T_ June 17. 1952. 

6. W.M...Mar. 20, 1051. 

7. C.L Mnv 20, 1051. 

18. J.W_ Aug. 14, 1952. 

10. A.W__Aug. 18. 1052. 

8. V.D_ June 8, 1051. 

0. L.W- .. Nov. 13. 1051. 

10. J.L_Nov. 15, 1951. 

20. J.T_ Sept. 16, 1052. 

21. H.S__ Dec. 5, 1052. 

22. A.D_ Dec. 9. 1952. 

11. j.H_Feb. 5, 1952. 

23. C.R.T_Mar. 5. 1953. 


24. L.W___Mar. 7. 1953. 
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List of drivers not working, on furlough because of tack of freight 


25. 

______ 

Mar. 20. 1953. 

20. 

A.W___ 

May 27. 1953. 

27. 

R.H __ 

Oct. 14. 1953. 

28. 

B.P__ 

Oct. 4, 1954. 

29. 

D.M.B_ 

Oct. 7. 1954. 

30. 

L.X__ ___ ____ 

Oct 12, 1954. 

31. 

W.M__ 

Nov. 2. 1954. 

32. 

n.w__ 

Dec. 17. 1954. 

33, 

A.H-__ 

Dec. 23. 1954. 

34. 

E.J.T.__ 

Dec. 31. 1954. 

35. 

D.EL„_ 

Jan. 10. 1955. 

30. 

R.D__ 

Jan. 13, 1955. 

37, 

L.H _ 

Feb. 17. 1055. 

38. 

F.8 _ __ 

April 12. 1955, 

30. 

G.W___ 

April 20, 19.7.7. 

40. 

R.L__- ___ 

April 26. 1955. 

41. 

as___ 

May 24, 1955. 

42. 

O.V.M— _ 

May 27, 1955. 

43. 

G.H___ 

Do. 

44. 

R.P__- 

June 16. 1955. 

45. 

V.R_„„„ 

July 19. 1955. 

4ft, 

D.W. ... 

Sept. 7, 1955. 

47. 

F.D__ 

Do. 

48, 

A,D___ 

Sept. 12. 1055. 

40. 

w.s „.. 

Sept. 15, 1955. 

50. 

P.A.R__ 

Do. 

51. 

W.D_,__ 

Sept. 16,1955. 

52. 

0.8 _________ 

, Sept. 29.1955. 

53. 

w.n.s_ _ _ 

Oct 1. 1035, 

54. 

R.B___ 

Oct. 11,1955, 

55. 

H.B __ 

Oct, 25, UK-,5. 

56. 

F*L.It -- 

Do. 

57. 

jyj _„_ 

, Oct. 28,1955. 

58. 

W.C____ 

Xor. l, 1955. 

59. C.S_ 

Nov. 2,1935. 

60. 

J.A. 

. Nov. 14,1955, 

61, 

R,A__. ___ 

, Dec. 6,1955. 


62. O.W_An*. 7. 1956. 

63. L.L.B_ Do. 

64. J.W.C_Aiijr. 11. 19.76. 

65. L.J_ Allg. SO. 1066. 

66. I„R_ Sept 7. 1956. 

67. H.M_ Do. 

68. G.S_Sept. 18,10.76. 

61). C.W_ Do. 

70. M.T.M_ Do. 

71. M.G_ Sept. 24.1066. 

72. W.G_ Do. 

73. C.P_Sept. 25.10.76, 

74. R.O_Oct 2,19.76. 

75. J.P_ Do. 

76. G.E_Oct. 3, 1956. 

77. B.C_Oct. 16. 11 ) 7 ( 5 . 

78. D.E_.Inn. 10.11)77. 

79. D.A_ Feb. 11. 1937. 

80. J.C_ Feb. 14,1957. 

81. W.C. I__ Feb. 26. 19,77. 

82. L.B.A_Felt. 28.1957. 

83. E.P_ Do. 

84. L.B_Jtme 16.1937. 

85. L.H_Sept. 26.1957. 

86. H.T_ Oct. 10,1957. 

87. H.M- Do. 

88. J.C_Dec. 28.1959. 


89. Y.R_ IX). 

90. A.H_ Do. 

91. G.V.S—- Dec. 29.1959, 

92. F.M-Jan. 1.1960. 

93. H.H_.Jan. 2, I960. 

94. R.H_ Do. 

9.7. It.K_ Do. 

96. D.C..Jan. 3.1966. 

97. L.A-- Do, 

98. G.D-Jan. 5, I960. 

99 D.S_ Do. 

100. C.M-Jan. 45.1960. 

101. J.E. IX>. 

102. E.C- Do. 

103. V.A.K.. Do. 

104. K.C. Do. 

105. D.H_ Do. 

106. G.W.. Do. 

107. R.M_Jan. 7. 1900. 

108. I).T_ Do. 

109. W.M.— Jan. 9, I960. 

110. N.S_ I)o. 

111. WAV_ Do. 

112. F.M.U_ Do. 

113. J.D__ Jan. 10, I960. 

114. LAV_ Do. 

115. J.G. Jan. 12, I960. 

116. W.l- Do. 

117. W.C-Jau. 13, 1900. 

118. P.M.. Do. 

119. K.C_ Do. 

120. II.M.S- Jan. 15, I960. 

121. JAV-Jan. 17, I960. 

122. C.G_ Jan. 20, 1960. 

123. G.L_ Do. 

124. V.N-Jan. 21, 1960. 

125. K.K_Jan. 22. I960. 

120. BAV.T_ Do. 

127. A.P.R_ Jan. 24, I960. 

128. M.T_Jan. 25, I960. 

129. J.L.K_ Jan. 26, 1960. 

130. A.H_ Do. 

131. B.G.B_ Do. 

132. J.L.K_ Jan. 27, 1960. 

133. J.E_ Do. 

134. R.J_ Jan. 28, 1900. 

135. R.J_ Do. 

136. O.F_ Jan. 29, 1900. 

137. M.A_ Do. 

138. L.F_ Do. 

139. F.V_ Do. 

140. L.S.D_ Jan. 30. 1960. 

141. C.R_ Feb. 1, 1960. 

142. O.G_Feb. 2, 1960. 

143. J.G_ Do. 

144. LAV.S_ Feb. 3. 1960. 

145. D.O_Feb. 4, 1960. 

146. N.M_ Do. 

147. W.M_ Feb. 10. I960. 

148. C.M_ Feb. 17, I960. 

149. R.M_ Do. 

150. W.M_ Do. 

151. F.W_Feb. 20, 1900. 
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As can be readily seen, here are men with as much as 8 years continuous ex* 
perience in the same employment who are now looking for work, drawing un¬ 
employment compensation and otherwise attempting to survive with little likeli¬ 
hood of ever returning to their employment because of the financial Inability of 
the employer to continue to operate his business. This is the direct result of 
selective rate cutting in a competitive transportation field. 

As a specific example, No. 25 on the above seniority list was an employee of 
Commercial Carriers until the Pth day of February 1961, He had been em¬ 
ployed for approximately 8 years, from March 20, 1053, until February 9, 1961. 
He earned approximately $8,000 iter year in wages from 1656 through 1960 and 
purchased a tractor in October of 1956 with a small downpayment, and pay* 
meats of $450 per month which lie leased to his employer, Commercial Carriers. 
The tractor’s total cost was $17,800 of which approximately $2.500 was owed 
on the date he was laid off because of the lack of work that could tie supplied 
by his employer. The tractor has a quick wile value today of approximately 
$5,000 and has been sitting idle for a t>eriod of more than a month and a-half. 

This employee has become reemployed as a machinist in Denver, Colo., and 
presently earns approximately $6,500 a year out of which he must make the 
payments of $450 per month on his tractor while he is waiting and hoping that 
his job may again become available and the tractor may again be useful to him. 
He is, of course, making an attempt to lease the tractor to others or have the 
tractor driven by one of the 24 employees who presently work for Commercial 
Carriers and may have some success in deriving some income from that piece 
of equipment 

This employee estimates that there are approximately 50 small truckowners 
and lease operators who were employed by Commercial Carriers and at present 
have their tractors sitting idle. 

As another specific example, we shall look at the ease of employee No. 29. 
P B, was employed by the company for approximately 7 years and had an 
average net income In excess of $9,000 per year during that period. He also 
owned a tractor from 1954 until the date that he was laid off. During the 
period from late 1957 until November of 1958, be owned two tractors, both of 
which were leased to his employer, one driven by himself during the course of 
his employment and the other driven by others in the employ of his company. 
However, between March 1958 and November 1958, during which time the large 
railroad hauls of automobiles began, one of his tractors sat idle for 10 months, 
and it was necessary for him to sell it for a price of about $9,900. which paid off 
the debt on that tractor and reduced the debt on the tractor which he was 
driving. 

This employee was in a better financial condition than many others because 
prior to February 9, 1961, the date he was laid oft, his remaining tractor had 
been fully paid for. and he was not saddled with large monthly payments. Al¬ 
though this employee is not yet working, he refuses to draw unemployment com¬ 
pensation and presently has his application in at several trucking companies 
for a job along with a lease for his tractor. 

Other specific examples of the decrease of employment throughout the 
Colorado*Wyoming areas may be shown by the following employment records In 
regard to other common carriers active in this area. 

1. Denver-Chicaga Trucking Co. 


Date 

Line drivers 
employed 

Working 

Laid off 

June 4, 1B58 „ m _... * _... 

571 

571 


Dee, 15, 196®.„ T ______ 

373 

355 

18 

March 1961 .......------ 

357 

344 

13 


Note.— Ad adjustment of 220 employees should he made to the figures cited from June 4, U58, to Decem¬ 
ber m, lBStf, because of the movement of part of D-C's operations to bos Angeles, Calif., and the movement 
of 220 drivers to that area. 
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2. Rio-Orandc Motorways, Inc. 


Date 

Line drivers 
employed 

Working 

Laid ofT 

1966 forward. 

60-71 

71 

All 

51 


March 1961 . 

20 



Note.— 26 percent of the line drivers were unemployed due to piggy t>ack operations. 

3. Merchants Motor Freight 


Date 

Line drivers 

Working 

Laid oft 


employed 


Jan. 8, I960. 

7 

7 


Feb. 15, 1961. 

5 

4 

1 


Note.—A decrease of 40 percent in employment due to piggyback operations. 

4. Burlington Freightlincs 


Date 

Line drivers 

Working 

Laid off 


employed 



March 1961, Casper. 

13 

10 

3 


Note.—A decrease of 22 percent in employment due to piggylwck operations. 


AU of the three drivers were laid off in Januury of 1961; they live in Casper 
and are all presently drawing unemployment compensation and were employed 
for not less than 4 years by Iturlingtoii. These three drivers earned approxi¬ 
mately $7,000 per year and have been unable to find any employment since their 
layoff in the early part of 1001. 

5. Ring shy Truck Lines 

Although Itingsby has employed from 150 to 155 employees regularly since 
1058 and has not reduced the number of employees because of lack of freight, 
a look at the number of piggyback trailers which were shipped in and out of 
Denver, Colo., for Iiingsby on March 25 and 20, 1961, will indicate the effect of 
this operation upon the employment of line drivers. The trailer number, ton¬ 
nage, and its destination for the dates of March 25 and 20.1961, are set out below. 


Mar. 23 and 26, I96t—Ringshy Truck Lines, Inc. 


Trailer No. 

Tonnage 

In from— 

1. 40-75. 

25.100 
19.U00 
26.062 
34.003 
33.168 
27.555 
23.400 
29,300 

Chicago . .. 

2. 3650-Watson. 

_.do . .. 

3. 7-401. 

Kansas City 

4. 7-80. 

.do.. 

do 

5 40-73. 

6. 7299. ... 

Chicago . 

7. 4670-Hoover . 

do... 

8. 9-277. 

.do . 

9. 9-205. 


10. 40-101. 



11. 7-23. 

33,900 

32.100 

22.100 

do 

12. 8-121... 

_do. 

..do . 

13. 2-3..... 

14. 2-33. 

... .do. 

15. 9-295. 

16. 8-159. . 

21.200 
40.142 
42,744 
26,853 

.do . 

do. 

17. 9-249. 

. do.... 

18. 2-19. 

.. . do_ 

19. 7-221. 

.do.. 

20. 7-20. 



21. 7-257. 


.do. 

22. 8-179... 

36,iob 

.do... 
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Traitor No* 

Tonnnff* 

In from— 

Out to— 

23. 7-43,-....-.——.*-—• 

32,1139 
28*694 
34*531 
26,707 
W, HH 
33,650 
46*500 
16*220 

ChJdiRO. .... 


2ft 7-253 __—--....... 

_<lo.---—. 

ae! ..*—-----.- 

27. 9-227..... 



,jjl u if.'. 


31. 7-25...... 

Kiinsns City from Denver.^ 

32. 7-257.. ..- 




Had these 32 trailers with freight been moved through the normal transporta¬ 
tion channels, 04 of the unemployed drivers throughout the Wyoming-Color ado 
areas could have been employed to move that freight. 

If it were not for the selective and discriminatory rate-cutting practices wh 

are |>ermttted by tbe present ICO ruling*. U would ntrt h “^Vws 'Tne^io shin 
possible, or an economic advantage for the Kingsby Iruok „f »,'him rp 

this freight in this manner and these unemployed drivers* man> of whom are 
by necessity taking advantage of their unemployment benefits in order to sur¬ 
vive* would be earning a Just salary for their services. . -, h 

It is my opinion and the opinion of the members of the local union which 
I represent that immediate action should tic taken to alleviate the unfair and 
discriminatory economic advantage which lias been given to the railroad in¬ 
dustry through the rating structure presently allowed; we implore yon to con¬ 
sider the plight of the 20,000 Individual employees throughout the States of 
Colorado and Wyoming as yon deliberate and investigate the overall effect of 
these factors on surface transportation throughout these l: ill tea states. 

Respect full y «ubm i 11 ed. 

Senator McGee. The next witness is Mr. Myrick, Mr. M illiam 
Myrick. 


STATEMENT OF WILLIAM E. MYRICK* GENERAL COUNSEL FOR LINE 
DRIVERS LOCAL UNION NO. 961* DENVER* COLO. 


Mr* Myrick, Senator McGee and Mr, Barton, I am 1\ illiam E. 
Myrick. I am general counsel for Line Drivers Local No. 961, of 

which Mr. Bath is president. . , 

My primary concern from this standpoint in the overall transport a- 
tion picture fs one perhaps more of philosophy and what I feel the 
effect is on the rather selective price cutting that has been going on, 
specifically, I think, in the industry of hauling cars at this particular 
time move than in the other particular areas. But we are very fear¬ 
ful, of course, that this will continue to go into the other ureas 
and the entire transportation system of this country is going to be 

jeopardized. . , 

Senator McGee. Your point is that while we are concerned here 
with the auto transport problem, that this is only a beginning? 

Mr. Myrick. It is an example. „ , 

Senator McGee. In other words, if it works here or this is the re¬ 
sult here, that it will be translated into other areas? 

Mr, Myrick. Very definitely, Senator, I feel this is an example, if 
we let the policy continue which has happened since the 1938 amend¬ 
ment, which I feel has been misinterpreted from the language, and I 
do not think the national transportation policy as set out in the act 
is actually being carried out, by the maimer in which it is being in¬ 
terpreted by the ICC in regard to suspending freight rates. The sus- 
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pension policies, particularly, I think they are wrong, I think they 
are procedurally wrong, in that the time element after a rate is ini¬ 
tially filed is some 18 days, that you must make the protest some 6 days 
after, then another 2 or 3 days in order to have a hearing. 

Now, the ICC, of course, never actually looks at these rates. It is 
a clerical thing, it is being done by rate clerks, and it is something that 
perhaps because of the time element involved is not properly looked 
into. 

Now, I think the report of the other Subcommittee on Intercoastal 
Affairs is an excellent report. I think it points out to anybody who 
is interested in this problem exactly what does occur with the selec¬ 
tive price cutting. 

Senator McGee. Is your point there, Mr. Myrick, that the existing 
provision that permits this greater latitude in ratemaking for the rail¬ 
roads for competitive reasons should l>e returned completely to where 
it was before, or is there a margin in there ? 

Mr. Myrick. I think there is a margin in there, Senator. Here is 
what I am concerned about. From an overall policy standpoint, I 
don’t think from our other law’s—take the Federal Trade Commission 
as an example and the way it controls in this country, although it is 
certainly not applicable in this situation, but the theory behind that 
and the cases behind that theory is not to destroy competition. The 
competition is protected for competition sake alone. 

Now, in this situation we are destroying competition within a com¬ 
pletely controlled area, and it is something that is very vital to the 
national defense as set forth in the policy 7 , in the public policy alone, 
that we must have a transportation system. In this specific instance 
where we are allowing discriminatory price cutting—now’, I am not 
talking about a cut in price which can be justified and can be shown, 
but I think some of the Federal Trade Commission rulings and the 
cases as set out—I w’ould like to cite as an example there, perhaps, 
some w ording out of the Morton Salt case, an FTC case which I think 
shows some of the overall public policy of the United States in this 
regard, in protecting competition, and In an area where it is not even 
completely controlled and where we are protecting competition for 
competition sake alone. 

Mr. Barton. That doesn’t apply to the interstate carriers operating 
under the Interstate Commerce Act, does it? 

Mr. Myrick. What was that? 

Mr. Barton. This materiel you are about to read. 

Mr. Myrick. What I am trying to do, Mr. Barton, is from a philo 
sophical standpoint and a public policy standpoint only to show—I 
know’ that this is not in effect something that we are talking about, 
but I am trying to show the overall public policy of the United States 
in relation to our other laws and how the ICC—well, the interpreta¬ 
tion of the national transportation policy, in my opinion, has sub¬ 
verted some of the other policies of this country and is at least cross- 
ways with them. 

Now’, in that particular case, which was a 1048 case, in the definition 
of the type of price discrimination which tends to destroy competi¬ 
tion, the Supreme Court concluded that if the price discrimination 
w'hs sufficient to influence the resale price of the buyer, the discrimina¬ 
tion substantially lessens competition and was therefore unlawful. 
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In that ease the court held that a practice substantially lessened coin¬ 
petition within the meaning of the Robinson'Patman amendment if 
there was a reasonable possibility of having this effect. 

Now, this is not what is being done in tin* ICC today. They state, 
and they have stated on many occasions, that they don't understand 
what this word menus, as far as “discrimination,” and “destructive 
competition” that is used in the act, they don't seem to understand, 
the ICO Commissioners have stated that they don't know what it is. 

Now, 1 would suggest to them that they could look at some of these 
Federal Trade Commission eases and apply the philosophy that has 
been applied throughout the Clayton Act and the Robinson-Patman 
amendment to that act into this industry, although the resultant effect 
is only destruction of competition, whereas in one case we get it in one 
manner and the effect can remain the same within the transportation 
industry. 

Now, I think it was pointed out in that intercoastal report that was 
done, that, the committee did not know exactly what these words meant 
and that their interpretation as to what it was to mean was to allow 
price reductions without considering what the effect is* 

Mr* Barton. Mr. My rick, did you say the committee or the Com¬ 
mission? 

Mr. My kick. The Commission, I should have said. Perhaps I did 
say the committee; I am sorry. I think the major problem, and we 
have a letter that one of our members got back from Oren Harris, or 
it was to Oren Harris and signed by Everett Hutchinson, who is 
Chairman of the Interstate Commerce Commission at this time* One 
of the paragraphs in that letter I think is quite interesting. This was 
written, incidentally, on January 19,1961: 

Information as to the characteristics of the trailer M3n-fla tear traffic and the 
structure of applicable rates isn't presently adequate and In the light of rapid 
developments in this and related fields the Commission recently authorised a 
staff study of the economic implications of new departures In rulemaking. The 
first phase of this study will deal with rates for piggyback and similar service. 
Included will be an examination of the characteristics of trailer on Ha tear arid 
similar rates and an evaluation of their economic significance and the terms of 
their effects on the economy and on the various types of carriers constituting 
a national transportation system ns well as their suitability to the needs of 
shippers. 

Now, to me, this points out something that is very sadly lacking 
when we have a Commission stating they don't have the information, 
when they have already granted the rate cuts, and it is a little like 
the farmer who attempts to bar the door after the horse is gone, but 
instead of actually putting the bar on the door he is going to study 
the economic value of the horse. 

Now, it would seem to me these practices very, very definitely 
almost put the industry, the trucking industry in regard to car haul¬ 
ing, almost out of business when 24 men out of a former list of some 
BOO in 1958 that were employed and working at their peak capacity, 
now hiring 24 people and these people ure on unemployment, many 
of them own their own trucks and are taking bankruptcy, and this 
is the type of effect it is having, it is having it right here in Wyoming 
with Commercial Carriers and right here in Cheyenne with the other 
companies that have been coming through here, and the union records 
very definitely show that this is what occurred as shown by Mr* 
Bath's statement. 
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I would like to cite in closing just a few figures on the impact in 
Wyoming in regard to some of the highway users' taxes. In Wyom¬ 
ing alone, directly in the State of Wyoming, there is $7,750,OCX) di¬ 
rectly from motor fuel taxes and for the Federal Government there 
is an additional $4,138,(XX), making a grand total of $11,888,000. 
That is from highway users’ taxes. 

Now, if you take a reduction as little as 0 percent of that and you 
reduce that amount by a million dollars, it will total $11 million, 
and if these funds were needed to actually extend the Interstate High¬ 
way program in Wyoming and to add the 10 percent to matching 
funds—you are talking about $9 or $10 million reduction in high¬ 
way taxes that are paid—well, two-thirds of these taxes are paid by 
the trucking industry. 

Now, I am not saying from a philosophical standpoint on taxes 
alone we should save any specific industry, but when the public 
policy of the United States has recognizee!, and statutorily recog¬ 
nized, that an industry is vital to the national defense and that all 
of these areas are areas of transportation that must be kept, I feel 
that we must have some different attitudes in the ICC or pass some 
legislation to control this entire matter. 

Thank you. 

Senator McGee. May I ask one question, Mr. Myrick, so that you 
may make for the record a clear position of your organization. 
AVhere does your group draw the line between the factor of the jobs, 
the unemployment, and the factor of technological advancements in 
transportation? Now, very clearly, this is a factor present in this 
business. 

Mr. Myrick. As far as drawing a line, now, of course, my primary 
interest when representing the union in something, we are, or course, 
interested in jobs and people working. However- 

Senator McGee. You are not interested in retarding advancement? 

Mr. Myrick. Certainly not: none whatsoever. Let me go on with 
this statement. What we are interested in is what we feel is a selec¬ 
tive price cutting that has been going on because of the method in 
allowing price cuts to go into effect through the suspension door 
instead of making the proof—the burden of proof in our opinion is 
wrong—that they must show that this is economically feasible and 
not consider just the cost here but must also consider the other effects 
on the entire railroad industry. When you are hauling automobiles, 
for example, at half the price that they can be hauled by the truck¬ 
ing industry, this is fine if this is entirely through technological 
advancement- 

Senator McGee. Even if it put all the truckers out of business? 

Mr. Myrick. Even if it put all the truckers out of business if we 
did not need them for some other purpose, this is entirely fine, lie- 
cause this is something that the public interest is bound to consider, 
the cheapness of transportation. It is certainly a point of view that 
must be considered. However, you have one further thing that must 
also lie considered, that railroad lines do not go into every town and 
community within the United States, and you must consider the over¬ 
all cost of hauling cars from the point that they are either manufac¬ 
tured or assembled and delivered to the ultimate consumer, and it is 
my opinion that all of these things must be taken into consideration 
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at the time that you are actually discussing the rates, and I do not 
think they have been taken into consideration at this time. 

Senator McGee. Then what you are saying is that it isn't a matter 
of the low cost of transporting, let's say, an automobile alone, that 
you have to consider, in your judgment, the impact economically on 
a trucking service to all areas, in some of which areas there would be 

no piggybacking alternative, anyway? 

Mr* Myrick, That is very definitely correct Instead of talking 
about the long haul, you are talking now only what that cost is when 
it comes from the manufacturer, say, from Detroit to the rail line here 
in Cheyenne and what that cost is. Those automobiles must by some 
mode of transportation be distributed to the dealers around the State 
of Wyoming where there are no railheads. 

Senator McGee. I was just thinking a little bit historically now as 
when we user! to lecture a bit on transportation history in the class¬ 
room. As I recall, this may not lie accurate, but the kids used to have 
to memorize it, anyway, that in the evolution of our transportation in 
this country the truckers at one time placed the short-haul railroads 
in jeopardy in the advancement of trucking operations. Now here, 
of course, the shoe is on the other foot and it represents one of those 
very difficult areas where the line properly, in fairness, ought to and 
can lie drawn in the national interest. 

Mr, Myrick, Senator, I would agree with that, and I will agree 
I think the problem is not specifically, perhaps, because of the tech¬ 
nological advancements that they have made in car hauling as such, 
I certainly think this will continue, but I think that the problem still 
basically gets down to the rating and the method of rating itself and 
the philosophy that has been displayed by the Interstate Commerce 
Commission. > # 

Senator McGee. If I understand your position, the rating that is 
now operating under this clause enables them to unfairly lower the 
costs on the auto transport service on flatcar and that it necessarily 
must be made up in areas that do not lend themselves to piggyback? 

Mr. Myrick. Senator, the rates on the vehicles themselves are lower 
than the rates on the component parts of these vehicles* This, to 
me- 

Senator McGee, Let me hasten to add that a car put together is 
worth a lot more to me than a load of parts. t 

Mr. Myrick. I think that the Commission has simply not carried 
out what I feel was a direct charge in the national transportation 
policy of protecting all of these modes of transportation. 1 think it is 
set out clearly that we nurture and protect all of the modes of t rans¬ 
portation. They are controlled industries and certainly they are go¬ 
ing to be very strong competitive factors. Now, we should have these 
competitive factors evaluated and not allow the discriminatory rates 
to put one specific segment out of business, I think that is what is 
happening. 

Senator McGee. Do you have any questions? 

Mr. Barton, I have a single question* Mr. Myrick, if the railroads 
showed that they covered their full costs and made some money in 
addition, with these rates they have used in competition with the 
truckers, would you still take the position you have just taken ? 

Mr. Myrick* If you mean full costs, Mr. Barton*- 
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Mr- Barton. All casts. 

Mr. M trick- The full cost of operation, normal profit, and also 
considering what their rates are in their other fields- Now, at the 
same time it is my understanding that at the first of this year- 

Mr. Barton, ^ oh are getting away from my question. I asked if 
the competitive rail rates covered fully distributed costs, if these rates 
constituted fully distributed costs, would you still have the same 
position you have just taken ? 

Mr. Myrick. W ell, perhaps I don't fully understand. 

Xfr- Barton. In otlier words, these rates, assuming they are not be¬ 
low cost but do cover the railroads 1 costs, all their costs, and some¬ 
thing above would you still take the position you have ? 

Mr. Myrick. I would take that position if I may put one other 
factor in, that we must take the entire railroads' operation and see 
what they are doing to prices at the same time, if it can he broken 
down, and I can't do that, 

Mr. Barton, I don't think anyone else can, either, Mr. Myrick. 

Mr. Myrick, If it could actually la* broken down product by prod¬ 
uct I would say fine, whatever that product is, certainly you can 
carry that, and I think it has been going on for years, in certain areas 
that the railroad does carry almost all- 

Senator McGee. The only way that could be done, if I were to do 
it personally, wouldn’t it, one man arbitrarily had to make a decision? 
It would l>e real difficult to separate those 4 . 

Mr. M trick- I think the inequity of the whole thing to me, as I 
understand, the mail increase is aliout $(14 million that went into the 
revenue of the railroads the first of this year because of an increase 
in rates. At the same time these railroads, which also might have a 
mail car on with a piggyback haul of any type of produce or com¬ 
mercial goods, would l>e cutting these rates at the same time you are 
raising the mail car, and I can't see that it costs any more to pull one 
than the other. 

Senator McGee. Is it your point there that in a case of auto trans¬ 
port, for example, that the railroads are using these increased mail 
ndes to help cover a lower rate on transporting automobiles? 

Mr, Myrick, I think through selective rate cutting this is entirely 
possible. From the reading and the informat ion that I have, I feel ft 
very definitely appears to be there has certainly been some deliberate 
effort in that manner to select certain areas in which they are going 
to cut rates until another industry disappears, and at that point I 
think the rates will come back up because there is nobody looking at 
these rates- Rate cuts are not being examined today. 

Senator McGee. That is, your organization, your group, has of it¬ 
self no evidence to this effect because you would have no access to such 
records. 

Mi\ Myrick. That is perfectly correct, Senator. It is a conclu¬ 
sion on my part. 

Senator McGee. It is a hypothesis you advance in view of the fact 
one operation is taking place, therefore the other is possible and may 
well be taking place? 

Mr. Myrick. That is very true. 

Senator McGee. That is the burden of your charge? 
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Mr. Barton. I just, wonder, Mr. Myrick, what your philosophy was, 
or would have been, when the truckers took this traffic from the uiil- 
roads with selective rate cuts. Do you have a position on that. 

Mr. Myrick. I think the analogy is not too good, Mr- Barton, 

Mr. Barton. Same traffic, sir. 

Senator McGee. The railroads carried the automobiles at one time, 
didn’t they, almost completely? 

Myrick 

Senator McGee. My father was an automobile man for many, many 
years, and 1 used to help him unload cars from the railroad boscms 
that came into Norfolk, Nebr., and yet the truckers at one point took 

this traffic. , , ± , 

Mr. Myrick. Well, the trucking industry has grown, there is no 
question about it, and substantially, and I think is recognized by the 
statement in the national transportation policy as one of the inodes 
of transportation that it is necessary for us to have in this country. I 
am not as particularly interested in any specific one, if actual rate 
cutting—even if we had the same method of rating, but the suspen¬ 
sion system is something that, when you cut the rate, goes into effect 
after SO days, and this is done not nearly to the degree by which you 
must show an increase and why you should have the increase. 

Mr. Barton. No further questions. 

Senator McGee. Thank you very much, Mr. Myrick. 

Now, if the witnesses will hand the statements in the future to Mrs. 
Durkee here to my right, she will distribute them while you assume 
your position on the firing line. 

(The statement of William E. Myrick as filed with the subcom¬ 
mittee is as follows:) 

Mv name is Will lam E. Myrick, ami I am a member of the law Arm of Myrick, 
Smith & Cdswell of Denver, Colo. We have for some years past been represent¬ 
ing Line Drivers Local Union No. 901 of the International Brotherhood of 
Teamsters, Chauffeurs, Warehousemen & Heljiers of America, as their general 
counsel, I am also a member of the 43d Colorado General Assembly and am 
presently a member of the Labor and Employment Relations Committee of the 
Colorado House of Representatives. In these capacities I have become generally 
aware of. and familiar with, the labor-management problems which exist in the 
Rocky Mountain region. More particularly, due to my association with the 
Teamsters organization and discussions with numerous officials of the trucking 
industry, 1 have become aware of the foremost problem facing the industry 
today—that problem is, of course, rbe relatively recent practices of the railway 
industry In engaging in selective price cutting and destructive competition di¬ 
rected toward the trucking industry. 

While, because of the associations which I have just enumerated to you, I 
cannot he considered as an impartial observer, nevertheless, I do feel that l am a 
more detached observer of this problem than the officials of either the railway 
or the trucking industries. It is. therefore, as an attorney and as a l*erson inter¬ 
ested not only in the survival of the trucking industry for the trucking In- 
(iustiy’s sake but one interested in all of the present forms of transportation 
for rhe public good, I am grateful for the opportunity to appear before this 
committee and to submit my observations upon the problem of rate cutting and 
the advantages of the pending legislation. 

At the outset let me say that there should he unanimity of view that no one 
mode of transportation should, as a matter of public policy, be favored by any 
of the public agencies of this Nation, If the favoritism results in the destruction 
of any other mode of transportation. In the perilous times in which we live, we 
need all the advantages that each method of transportation has to offer, 
whether it be transportation by rail, highway, airline, or water. We need each 
method of transportation, not only to preserve a vital economic system, but to 
be able to maintain and utilize a complete transportation system should this 
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Nation, ai a mutter of national defense, be called upon to make use of its trans¬ 
portation systems for military means, 

I am certain that this overriding consideration was the main purpose of the 
t\s. Congress when it enacted the national transportation policy. Indeed, that 
Volley clearly and unambiguously states that it shall be the policy of this 
Nation— 

(1) To provide fair and impartial regulations of all modes of transporta¬ 
tion ; 

(2) To recognise and preserve the inherent advantage of each mode of 
transportation; 

(3) To foster sound economic conditions in transportation as a whole 
and among the several carriers; 

(4f To encourage the establishment of reasonable charges for trans¬ 
portation services, without unjust discrimination, undue preferences or 
advantages, or unfair or destructive competitive practices; 

i 5 > To coojtera te with the several States: a nd 

Id) To encourage fair wages and equitable working conditions. 

ft was only rlirough the accomplishment of these goals that Congress feit 
that the national transportation system could be preserved in an adequate manner 
to meet the needs of the commerce of the United States, of the [>ostal service, 
and of the national defence. 

It Is to he noted that among these goals, to be achieved as a part of the na¬ 
tional policy* Congress recognized that the charges for service In the various 
inodes of transportation not only had to be reasonable in and of themselves, 
but also should not result In discrimination, undue preference or, particularly, 
unfair or destructive competitive practices. 

Like so many other human endeavors, however, the statement of the goals 
for national policy di*es not always result in their ascertainment. Indeed, the 
events of the past 3 years tend to indicate, in my mind, that the goals of our 
national transportation policy, particularly in the fields of unjust discrimination 
and unfair or destructive competition, have been neglected, not applied, and, at 
times abrogated. 

Apparently, I am not the only person who feels an Imperative concern about 
this matter. In August of 1SMJ0 another subcommittee of this Committee on 
Interstate and Foreign Commerce reported on the decline of the coastwise and 
interroastal shipping industry. In its conclusion, the majority members of 
that subcommittee had this to say: 

"The constant question before your subcommittee during the course of the hear¬ 
ings was: How well has the Commission performed its dual role? Particularly 
emphasized was the ICCs adjustment to the now 20-year-old function of coor¬ 
dinator of different modes of tranaportiltfoii—regulation by planning. The results 
speak for themselves. They suggest that the public does not now enjoy a bal¬ 
anced anti healthy transportation system by rail, highway, and water. However, 
it further appears to your subcommittee that the Commission’s methods, pr*»- 
eedures. and, in some cases, its judgment, were not reasonably designed to 
achieve the objectives envisioned by the framers of the national transtairtation 
policy*" i p. 4b of the "Report of the Merchant Marine and Fisheries Subcom¬ 
mittee of the Committee on Interstate and Foreign Commerce, U.8. Senate,'" 
86th Cong,, 2d sens.). 

This subcommittee report* in tny opinion* Is an enlightening document and 
can be read with profit by anyone seeking an insight to the problem ns It exists 
today. Of course, that subcommittee was not holding hearings on specific 
legislation, and It made no recommendations for specific legislation. It did 
make various recommendations concerning the procedure, data needs, and other 
matters which can lx* cured by Commission action itself. However, the sub¬ 
committee did acknowledge that one of the problems as It exists was the failure 
of the Interstate Commerce Commission to give full effect to the national trans¬ 
portation policy. Some suggestion was made that the amendment to sec¬ 
tion 1SAI31, title 40. the United States Code was the reason for this disregard. 

As you know, that amendment Incorporated the provisions of the national 
transportation policy and enjoined the Interstate Commerce Commission to give 
due consideration to the objectives stated in that policy. However, the evidence 
presented to that subcommittee Indicated that the Commission was not faklmr 
the objectives of that policy into consideration In rate reduction cases. Instead 
It was. for the most part, relying primarily upon the return to the carrier, 
particularly railway carriers, of their net cost in establishing rates. Indeed, 
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there was testimony in the subcommittee report which reflected that the Com¬ 
mission felt that the 1958 amendment, which provided that rates of a carrier 
should not be held up to u particular level to protec t the traffic of any other 
mode of transportation, reversed the previously existing national transportation 
policy, insofar as that policy enjoined the Commission to take into account the 
effect upon other carriers of a proposed rate reduction. The testimony before 
that subcommittee further indicated that the Commission had never been able 
u> clearly define for itself what “destructive competition,” as those words are 
used in the national transportation policy, were. As a result, it appears to me, 
that, because of the present factors used in determining rate reductions for 
carriers under the provisions of the Interstate Commerce Act, the effect of a 
rate reduction upon the other modes of transportation is almost entirely dis¬ 
regarded, and the determination of the lawfulness of such a rate reduction is 
made by relying almost entirely upon the cost to the carrier requesting the 


change, „ __ . 

As a matter of fact, as late as January 19,1901, Mr. Everett Hutchinson* Chair¬ 
man of the Interstate Commerce Commission in a letter addressed to Mr* Oreti 
Harris indicated that the Commission still had little idea of the effect of recent 
rate reductions for trailer-on-flatear operations* and that the Commission had 
recently authorised a staff study of “economic implications of new departures in 
ratemaking,” Yet, this interest, in, and study of, the economic effect of these 
rate changes commences several months subsequent to the time that similar rate 
changes have been approved by the Commission, With nil due resjject to the 
Interstate Commerce Commission, I suggest that, in this particular instance, they 
are much like the farmer barring the door after the horse's escape, except that 
the Commission, unlike the farmer, intends to make a study of the economic 
value of the horse prior to the time that the bar is placed across the door. 

It is frankly inconceivable to me that a regulatory agency charged with the 
responsibility to nurture and protect the entire transportation system of these 
United States would allow basic concept changes to go into effect without even 
studying the end result of the change in concept. 

In addition, Tm certain the interstate Commerce Commission itself has recog¬ 
nized that the cost data which it lias available when it approves a rate is in- 
adequate. It was Indicated in the subcommittee reimrt that there were various 
deficiencies in the formulas and procedures used by the Commission in deter¬ 
mining cost data. It is further Indicated that some of the technical criticisms 
of constructing cost data were presented to Chairman Winchell of the Commis¬ 
sion and that there were no fundamental disagreements with those criticisms. 
With the apparent disregard by the Commission of the effect of a reduced rate 
structure on other modes of transportation, combined with what appears to be 
an inadequate program for obtaining cost data when a particular reduction is re¬ 
quested, I submit that the railway industry of this Nation has been allowed to 
engage in selective rate reductions for the purpose of destroying other modes of 

transportation, * 

For example, in one Interstate Commerce Commission case in lbofi, the It t. 
condemned a proposed rate change by a motor carrier, which was to apply to all 
freight and which exceeded only very slightly ST* i>erecnt of the first-class rate. 
(Rates—All Kinds—Chicago to Columbus, Ohio, 308 T.C.C* 517.) On the other 
hand, the railway industry established rates on all kinds of freight which ranged 
from only 12 to 15 percent of the first-class rate. The ICC refused to suspend 

this rate, A . . 

In a very recent case involving a railway request to lower rates on piggyback 
operations to about 10 percent of the first-class rate (Docket No. 32533, Baxters* 
Centra! 1/ofor Carrier* As&artation, Tnc , v. Baltimore £ Ohio Railroad Company) 
the hearing ex am luer pointed out that: 

‘'Of more than 12.000 carload ratings in the rail uniform classification, only 10 
ratings arc lower than 16.5 percent nf first-class; 1 at lfi jx>reent of first-class 
(class 16) and the other 0 at 13 percent of first-class (class 13), The class In 
rating applies on sand, mixed with day. crushed stone, and gravel or pebbles, in 
bulk minimum 80.009 pounds, and the class 13 ratings apply on such commodities, 
minimum 80,000 pounds, as sand. u.o.i.b.n. t granulated or lump slag, n.o.i.h.n., 
and gravel, n.o.I.h*n," , 

The railroads in that case wanted the.rates to apply to all commodities, m 
essence, therefore, the railroads were requesting to carry Cadillacs or Rolls 
Royoe automobiles at the same price that they would carry sand, gravel, or 
slag* without any regard to the value of the commodity carried. 
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speaking of automobiles, another example of what Is taking place can also 
be gb'em In one ICC case (Automobiles from Duluth, Minn., to Wash,, 308 
LC.C. ”*23), the ICC, Division 2, decreed that motor carrier rates were not jus¬ 
tified and ordered them canceled on the grounds that the rates were to be applied 
to all automobiles, regardless of their size or value. Seven months later, in 
Suspension Board Case No, 22950, suspension of railway carrier rates for auto¬ 
mobiles was refused, although the rates also applied to all automobiles, regard¬ 
less of size or value. In both eases the transportation was to be in highway 
trailer, the only difference being that in one ease the trailer would lie carried 
by flatcar on a railway and, in the other case, the trailer was to be transported 
by automotive tractor over the highway. 

As an attorney, I recognize that it may well be possible from a legal stand- 
ix>lat to distinguish these various cases and to make them consist eat, one with 
the other. I submit however, from a matter of public policy, they cannot be. 
Indeed, at the same time that the railways were requesting and receiving rate 
reductions, some of which rate reductions would have established rates at only 
Id percent of first-class rates* the railways were requesting and receiving rate 
increases for the carriage of U-S. mails. It is my understanding at the first 
of this year that the railways were granted a rate increase which produces an 
additional #>4 million in revenue from the U,& Government for carrying the 
mail. In addition, it is also my understanding that the railways have requested 
permission to increase rates on other goods not capable of being carried on a 
flatcar, through piggyback operations, which will have the effect of increasing 
the rates on these other commodities approximately 2 percent, I understand 
that these rate increases will go into effect commencing in May of this year. 

Now. what bus been the effect of this rate structure? Figures compiled by 
the Association of American Railroads and furnished to ILS. Representative 
Oren Harris from Mr. Everett Hutchinson, Chairman of the ICC, on January 
19, 1961, reflect that from the years 1955 through 1967 railways increased 
their tralLer-on-flatear cascadings from 168,150 to 249,005, This was an In¬ 
crease in the 3-year period of approximately 80,000 loadings. On the other 
hand, from 1958 through the year 1900. a com pa ruble period of time, but sub¬ 
sequent to the 1958 amendment, the trailer-on-ffatcar carloadlngs increased from 
the 249,065 to 554,212—an increase of 305,147 carloadlngs. Thus, In the past 
6 years, carloadlngs have increased approximately 385,000, but the overwhelming 
majority of the increase has come since 1957* 

Whether this selective rate-changing policy has been an Intentional one to 
drive small trucking companies out of business, I do not know. I do know, how¬ 
ever. that It has had this effect. Mr. Harry Bath, president of the local union 
that 1 represent, has collected figures showing unemployment of his members In 
this area, and they show, particularly, in the automobile driven way industry that 
large trucking companies employing hundreds of personnel, paying thousands in 
taxes and directly or indirectly supporting small businessmen operating restau¬ 
rants, motels* gasoline stations, and garages, have been reduced to skeleton 
operations* if not now defunct. This, too* Is In an area where the railway opera¬ 
tions have nor been so extensive as they have been in other areas, 

I am sure that I need not impress upon the members of this subcommittee the 
seriousness of the economic setbacks suffered by the economy as n whole during 
the past 18 months. While it would be absurd to attribute to the problem about 
which we're now concerned a major portion of the fault for these conditions, 
nevertheless, I am certain that the transfer of the overwhelming amount of the 
automobile carriage traffic from the motor carriers to the rail lines has resulted 
in areas of serious local unemployment, without a corresponding increase in 
em ploy men t el sewh ere. 

In addition to this serious effect upon the small businessmen and employees of 
the motor common carriers there has also been serious inroads marie upon the 
national policy of regulated carriage. In the years since the war, this Nation 
has seen an amazing growth of two types of organizations which, while engaging 
In the transportation Industry remain unregulated and nearly uncontrollable. 

The first is the private carrier. In 1945 private carriers* who ore not subject 
to the Interstate Commerce Act or the Commission's regulations, carried ap¬ 
proximate 1 *’ 40 billion ton-miles of the Nation’s freight. In 1057, the latest 
statistics at my disposal, indicate that they were carrying 176 billion ton-miles 
of freight. While ! have* certainly* no objection to a private individual carrying 
his own freight from an abstract point of view* if the national transportation 
agency's policies are such that this manner of transportation increases to the 
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point tlmt it begins to cripple public transportation, a very real effect upon our 
national defense programs will be felt. _ . 

Secondly, ttie biwinessof forwarding freight lias also seen a tremendous pcwt- 
war growth. From 1JW5 to 1857, the amount of freight tonnage originated by 
freight forwarders Increased over 100 percent- Of coarse, persons In the bum- 
ness of forwarding freight are now subject to the Interstate Commerce Act. 
However, the growth of shippers* associations, specifically exempted from the 
act, has had its effect. These ahipper associations, together with "car poolers, 
engage in tlie business of shipping goods through our public transportation 
facilities without regulation or rule and with no control to assure that their 
operations are in the public’s Interest 

I am certain that both the railway and motor carriers are in agreement hat 
the private carriers and shippers' associations, if allowed to continue then 
growth unfettered by regulations imposed on the public's behalf, will pose a 
serious threat to ail modes of transportation. As a matter of fact, the railways 
have tui occasion attempted to justify hover rates to meet this threat. The real 
effect of lower rates for rail transportation is to aid these two groups. This ^ns 
vividly pointed out by the trial examiner in docket 32533, where he said: 

“The operations of the primary ami sole users of plans IIT and IV are cleiiencl¬ 
eat upon the spread between the !ess-tinm-carlond rates and the carload rates; 
the wider the spread, the more extensive are the operations, of the regulated 
and exempt forwarders. The ability of these forwarders to get Into the truck- 
load and carload business in competition with the underlying common carriers 
is an indication of a probable excessive difference between the less-than-carload 
rates and the plan III and plan IV rates and charges so as to raise the ques¬ 
tion as to whether undue preference of the shipper under the plan III and plan 
IV rates has been created" (I. & S. docket No, 7(i, Western Ctostiflmtum Case, 

251.0.0, 442,4651. ai _ . . 

“The plan ill and plan IV rates and charges have widened the spread to 
such an extent that the door to Pandora's box has opened wide. The freight 
forwarders have expanded the area of llieir businesses. They have established 
and intend to further establish volume commodity rates the same as the truck¬ 
load and carload commodity rates of their underlying motor and rail common 
carriers. (Also, see Forwarder Volume Commodity Hates, supra.) Moreover, 
the plan IV rates and charges enable them to undercut motor common carrier 
rates. For example, Universal has diverted a substantial volume of frame from 
a motor common carrier by undercutting the section 22 rates of the latter. The 
exempt forwarders, such as shipjier associations, consolidators, and the so- 
railed ear leasing companies* have come to nourish. The practices of some such 
exempt forwarders, in particular those at the south Pacific coast points which 
are vying for traffic by promiscuous rate quotations and for bids on ihe traffic 
of industrial shippers, are, in the least, questionable. The Commission has re¬ 
peatedly refused to allow common carriers to establish rates on the added traf¬ 
fic theory of ratemaking. Yet rate quotations for both the shipper portion and 
rail portions of the transportation are made at less than the plan IV rates and 
charges by the unregulated forwarders. Motor common carriers should not be 
faced with such unfettered comiwtitloa, which has reached the point where a 
shipper's only interest is what the motor carrier will bid in competition with 
the unregulated forwarders for the traffic. Nor should they be faced with the 
competition of any intermediafe agency of transportation in and area opened 
only by 'wholesale' rates of a comjtetltlve underlying mode of tratisi k station" 
(pp. 119-120, hearing examiner's report, supra)* 

Iu summary, therefore, it is my sincere conviction that the rate-cutting prac¬ 
tices during the past IK months has resulted in serums local areas of unem¬ 
ployment, without a corresponding gain in employment elsewhere, loss of 
revenue to various small businesses and a contribution to the unregulated 
private carriers' and shippers' associations. 

The question is, therefore, what can lie dime about it? The first step, 1 
submit, is to insure that the Commission will take into consideration the adverse 
effect upon other modes of transportation, The passage of Senate hill 
1197 does this. The purpose of this amendment to section 15a(3) is to prevent 
destructive competition* as envisioned by the national transportation policy. 
TIds amendment in clear and unambiguous language enjoins the Commission 
to consider, among other factors: 

1. The competitive necessity for the changed rate. 

2. The effect of a lower rate upon another carrier's lawful rate structure. 
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3* The tendency of a lower rate to cast an undue burden upon other 
rn rriers* 

The amendment also provides, however, that no rate Is to he held artifically 
high solely ti» protect another carrier's traffic. Thus, the amendment is aimed 
rmiy at "destructive coin petit ton" and If outlines the factors to be considered 
in determining whether this type of competition is threatened. 

As I have pointed out previously, there has been a feeling that it is nearly 
an impossible task to define the concept of "destructive competition" and to 
apply this concept to ii particular rate reduction. 

Quite frankly, in my opinion, such an attempt to define this concept Is neither 
impossible nor overly difficult For years, the Federal Trade Commission and 
the Federal courts have been called upon to determine, under the Robinson' 
Pal man amendment to the Clayton Antitrust Act (section 13, title 15, United 
States Code}, when a discrimination in price hast the effect of substantially 
lessening "competition" or tends to create a monopoly in any line of commerce, 
or to injure, destroy or prevent competition. 

While there may lie n sincere difference of opinion upon the matter, I submit 
that the Federal courts through such decisions as Corn ProduetM Refining Com- 
pony v. The Federal Trade Commission (324 I'M. 726, 5.1 Sup. Ct 051 (1945)) ; 
The Federal Trade CommmUm v. Morton Kali Company (334 U S, 37. (58 Sup. CL 
822, 1 A.L.R. 2d 260 (11MK)) ; and Samuel U, M ox/t. I nr. r. The Federal Trade 
Commission {148 F, 2d 378 i1045)) have given an adequate definition of the type 
°f price discrimination which tends to destroy competition. For example, in 
The Federal Trade Commission v* Morton Salt Company, supra, the Supreme 
Court concluded that If the price discrimination was sufficient to influence the 
resale price of the buyer the discrimination "substantially lessened competition'* 
and was, therefore, unlawful. In that case the court held that a practice side 
stiintlnlly lessened conqietitbm, within the meaning of the Robinson-Fat man 
amendment, If there was a reasonable possibility of it having this effect 
Of course, the antimonopoly statutes of the Federal Government have no 
application to common rail or motor carriers. However, in view of the fact 
that the rate-reduction jmllcies of the railway Industry has been carried on 
so that the reduced rates of the railroads, In the majority of instances, are 
obtainable only by those shippers capable of shipping In large quantities. I 
respectfully suggest that the philosophy of those statutes should 1 m* considered. 
If I have assessed the effect of some of the rate reductions properly, it appears 
to me that a large shipper is able to transport over the rail lines of this Nation 
commodities at less than 2P percent of the cost that a small shipper, having 
less than a trailer load of commodities, would have to pay* 

If this is the case, I submit that the ICC should begin to apply the philosophy 
of some of the price discrimination statutes, even though they are not tech¬ 
nically applicable to the situation. 

For example* mi like the procedure under the ICC, a seller, under section 13 
of title 15* United States Code, has the burden of proving that the difference 
In price is justified, FTC v. UorfOM Stall Company, supra; Samuel U. Moss, 
Inc., v. FTC. supra; American Can Company v. Loffaga Canning Company (44 
F* 2d 763 (IffiP)). Presently, the burden of proof, under ICC procedure, at 
least in suspension proceedings* rests with the protestant. 

Furthermore, discounts for quantity purchases under title 15 cannot he given, 
unless there is proof by the seller that there Is a direct savings because of 
the Increased quantities purchased, under the procedure of the ICC, cost data 
is Inadequate and there have been reported instances of the Commission deny¬ 
ing to protestants the cost data available fsubcommittee report, supra, p. 32), 
Finally, while the Federal Trade Commission does not net or approve prices 
of private competitors, there appears to me to he consistent policy of protect¬ 
ing small private businesses from the ravages of price warfare with larger 
private concerns. On the other hand, it also appears to me that* since I he advent 
of the railway selective price-cutting policies, the Interstate Commerce Com¬ 
mission has been largely unaware or. if aware, unconcerned with the literal 
destruction of small trucking operations. Yet, unlike the Federal Trade Com¬ 
mission. the Interstate Commerce Commission has direct regulatory supervision 
over, and responsibility for the sound oj»eration of* these very same concerns, 
which by reason of the rail rate reduction* are ladng victimized. 

It is my firm belief that In an economy which protects and nurtures competi¬ 
tion for competition** sake alone, in order not to have measures of Government 
price control and other controls which would be necessary without the competi- 
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tire factor, we cannot allow the destruction of an entire controlled system of 
transportation through the actions or inactions of a regulatory agency* which 
either by ignorance, negligence, or preformed intent ignore one of the basic 
concepts of our form of government, as well as the declared public policy of 
the statute to which the agency owes its existence* 

I do not* of course, suggest that the present amendment is n cure-all for tlie 
problem* As the Maritime and Fisheries Subcommittee's report points out, cer¬ 
tain fundamental changes in the procedures and regulations of the-Gonunission 
should be made by the Commission itself* However, this amendment will ac¬ 
complish two purposes which are of vital importance. 

To begin with, it will reaffirm the principles as enunciated in the national 
transportation policy and will deny any implications which may have been mis¬ 
takenly drawn from the language of the 1958 amendment. 

Secondly, in specific language, it will point out to the Com mi® ion, some of 
the factors which are to be considered in dc'fitdug the concept of “destructive 
competition" and “unfair discrimination*” It is to be hoped that this amend¬ 
ment will act us an incentive for the Commission to further particularize (his 


In addition to these immediate advantages, i aiu convinced that this amend¬ 
ment will begin to halt the destruction of the mu tor-carrier industry. 

So one can deny the substantial impact and effect of the trucking industry 
upon the economy of the Gnlted States, as well as the population as u whole. 
For the purpose of the record, let me britdly outline a few specific examples. 

I. Figures derives! from studies conducted by the Bureau of Public Roads 
show that in 1958, highway user taxes paid by the trucking industry amounted 
to more than $2,300 million* Based upon current average costs of construction, 
this amount, paid in 1 year, is sufficient to consimet 2,300 miles of modem high¬ 
ways according to interstate standards. Roughly two-thirds of these taxes go 
directly to the several States to provide matching funds for Federal highway 
projects and for the construction of exclusively State fatalities-^ fiwinsi a nee, 
the State of Wyoming received in the calendar year 1959, $7*750.000 directly 
from truck operations in that State, as a result of motor fuel taxes and related 
highway user (axes and collected for the Federal Government to be earmarked 
for the Federal highway program an additional $4*138,000 for a grand total of 
$11,888,000* A reduction nr as little as 9 j^rceut in truck operations in Wyoming 
would cost Ibis State in excess of $1 mill inn of available highway funds. If 
these funds happened to be needed to match Federal funds for highway con¬ 
struction, the loss, this particular State might suffer could be as much as $9 
million; all from a 9-percent red tut loo in truck traffic* 

Statistics show that trucks are resignsible for at leant one-third of ail high¬ 
way taxes paid in the Failed States and that any serious curtailment of truck¬ 
ing operations will seriously jeopardize the Federal highway program estab¬ 
lished in 1957 and scheduled to be completed in 1972, 

In addition to the highway user tax consideration, the trucking industry and 
Us employees are Important to the economy of the local areas and communities 
as customers. The trucking industry is a major consumer of goods, services, 
and supplies* Truckers consistently purchase their materials In the locality 
where they do business* This has been done principally because it is economi¬ 
cally sound for The truckers as well as offering a convenient supply source* 
These* buying practices have been outstanding factors in the economic growth 
of local communities* since the money spent in these purchases is retained and 
recirculated in the local communities. 

Trucking (for hire and private) provides employment for more than 7 mil¬ 
lion people, buys 14 billion gallons of fuel annually, spends $3*3 billion for new 
equipment and replacement parts* In all, total expenditures by the trucking 
industry are equivalent to one-twelfth of the country's gross national product* 
The trucking industry's steady growth which has enabled it to pay for one- 
third of the cost of our highways certainly cannot lie regarded as anything hut 
an enormously important factor In the growth of such important industries as 
the automotive, tire, petroleum refining, and automotive parts and accessories* 
Many local businesses depend primarily on sales to the trucking industry for 
their existence; others look to the industry for a substantial portion of their 


ilRvliijCra . 

To provide for replacement and expansion, the industry each year purchases 
thousands of new trucks* Not only motortruck manufacturers benefit, but also 
new-truck dealers, located in local communities* 
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Operation of a truck fleet within a State also requires huge quantities of 
tires, tubes, batteries, gasoline, oil, and parts and accessories. Automotive 
retail outlets and gasoline Ailing stations look to the trucking industry as one 
of their major customers. 

Trucking industry payrolls—a significant factor in each State—i>ass into the 
stream of the State's and local community's economic life by the purchase of a 
vast multitude of goods and services from firms situated throughout the State, 

Small businesses that depend on the trucking industry are feeling the effects 
of destructive competition—service stations, motels, roadside restaurants, 
laundries, etc. 

The drastic impact of new car piggybacking operations at discriminatory rates 
on local businesses can be readily demonstrated. In 1968, about 25,000 new cars 
were shipped by truck-a way from Detroit to Cheyenne, Wyo, A truckaway 
driver, averaging 400 mites a day, umde the round trip from Detroit to Cheyenne 
in about 7 days, spending 15 nights on the road. With five automobiles on each 
load, 4,000 trips were required to move the 25,000 automobiles. 

Truckaway drivers on this run therefore spent a total of 30,000 nights in 
a mote! thus supporting the motel industry, local laundries, etc. These drivers 
bought approximately 90,000 meats on the trip and substantially supported local 
restaurants, eating facilities, and rest stops. 

Transportation of the 25,000 cars referred to above has for example a direct 
effect upon the State of Wyoming: although only 41 miles of this route are in 
Wyoming, from Cheyenne east to Pine Bluff, the 5,000 trips referred to would 
require 8 gallons of diesel fuel at an average mileage rate of 5 miles per gallon 
and would produce for Wyoming, at its tax rote of 5 cents i«?r gallon, $2,000 in 
1 year: this on only 41 miles of highways and transporting only one commod¬ 
ity—if the drivers required for these trips were domiciled at the Cheyenne ter¬ 
minal, their income, at union scale, for the number of miles driven would flow 
into the economy of Wyoming—$1,008,000 j>er year. 

It can thus be readily seen that the illustrations regarding transport of auto¬ 
mobiles applies equally well to oilier commodities. Virtually every citizen of 
every Slate will feel the economic Impact of rate fixing, which allows destructive 
competition to effectively undermine and ultimately destroy an Industry so di¬ 
rectly influential in our economy. 

In pocket No, 32533, The Eastern-Central Motor Carrier*, fne ., v. tttiitimare 
(t Ohio Railroad Companu , supra, decided in TOGO, the hearing examiner has 
summed up the effect upon small communities by saying: 

“In general, the motor common carriers meet intense competition from the 
railroads as well as from the freight forwarders, shipper associations, and con¬ 
solidators at principal points in the territory. They are able to maintain their 
necessary fatalities and perform services consistent with the needs of the public 
on a free flow of traffic between large metropolitan centers as well as small In¬ 
termediate communities, many of which are not served by any other mode of 
transportation. The traffic between major cities Is the nucleus of the motor 
carriers' operations and enables them to serve the public nt notuUseriminatory 
and reasonable rates. Their services at the small Intermediate communities are, 
in many instances, performed In so-called jieddle-run operations which arc some¬ 
what more costly than operations between major |K>lnts, A substantial erosion 
of traffic 1 between the large metropolitan centers will necessarily place a heavier 
burden on transportation costs from and to the small intermediate points. An 
increase in such costs won id result in increased rates at the intermediate points. 
If the erosion is big enough, it might be necessary to discontinue or curtail serv¬ 
ice between major points and a diminution or elimination of such service would 
result in an abridgment in the service to and from the small points," 

The whole problem is well illustrated and summarized when a shippers asso¬ 
ciation or ft consolidator can advertise and select business on the basis that “your 
rates with us will he common carrier ttruck ) rate less 10 percent." 

In closing I wish to Implore this subcommittee and the Congress of the United 
States to consider favorably Senate bill 1197, which will only define by statute 
for the Interstate Commerce Commission, the duty which they now hold, to pre¬ 
vent and prohibit destructive competition through selective rate reduction with¬ 
in the national transportation system. 

Senator McGee, The next witness is Mr, Harry Schaefer. He will 
be followed by Mr. Gus Panos and he by Mr. James Strange. 

Mr. Schaefer. 
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STATEMENT OF HARRY SCHAEFER, BROTHERHOOD OF LOCOMOTIVE 

ENGINEERS 

Mr. Schaefer. My name is Harry Schaefer and I represent the 
Brotherhood of Locomotive Engineers. 

We don't believe that any legislation can possibly correct any unem¬ 
ployment due to automation because there is such a wide range of it 
in this country today. The Secretary of Labor Goldwater stated last 
week- 

Senator McGee. Did you say Secretary of Labor Goldwater? 

Mr. Schaefer. Goldberg. 

Senator McGee. I think the record ought to be corrected on that. 

Mr. Schaefer. I wouldn’t want to attribute anything Mr. Gold- 
water said to Mr. Goldberg. Nevertheless, Mr. Goldberg stated that 
of the 5 million unemployed in this country at the present time, 1.8 
million are unemployed due to automation. 

This has been a great problem to many labor organizations and 
nobody seems to have the answer to it. 

We have the same problem on the railroads. We have lost some¬ 
thing over 400,(KM) people, through loss of jobs, in the last 10 years due 
to a great deal of automation in our industry, and to legislate for a 
certain segment of our labor force and protect their jobs, it would be 
no more than right that everybody else would l>e given the same con¬ 
sideration by Congress, and if we were to protect tlie jobs of the truck- 
drivers we most certainly would want to protect the jobs of (he rail¬ 
road and the other people who are brought up in this problem. A 
good illustration would be, if we were to use that kind of thinking, 
we should have legislated the automobile out of existence in favor 
of the buggy-whip makers. We wouldn’t have any automobiles or 
no highways or no trucks and, consequently, no truckdrivers. 

Better yet, if we were going to use that sort of thinking, we had 
better begin to legislate against atomic energy. The potentials of 
this thing is coming into the forefront and I think we are going to 
see a great many changes in employment and our way of living due to 
atomic energy, and if we want to legislate in this field in that manner, 
to protect the unemployment of these people losing their jobs in the 
trucking industry, we most certainly would have to use that kind of 
philosophy. 

Senator McGee. Could I ask you here while we are on this partic¬ 
ular point, Mr. Schaefer, the unemployment in railroads that is par¬ 
tially the result of automation that you alluded to, the loss of 400,000 
jobs in the last 10 years. For example, there has l>een a resurgence of 
business and activity among the railroads, part of which is obviously 
due to the success of their efforts in piggyback. What has this pro¬ 
duced in the way of reemployment and new employment on the rail¬ 
roads? Has the emplovment increased on the railroads? 

Mr. Schaefer. In the past 5 years is where our automation has 
taken the greatest effect and the piggybacking in this respect, in ad¬ 
dition to the recession that we recently had, didn’t increase employ¬ 
ment but it maintained it at a higher level. 

Senator McGee. You mean it kept falling at the continuing rate of 
400,000 every 10 years ? 

Mr. Schaefer. Yes. 
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Senator McGee* At least there was a plateau reached, 

Mr, Schaefer. It probably contributed to some break on the down¬ 
ward trend although- 

Senator McGee, Hut there was no actual reversal, so far as your 
organization is aware of, by an upturn in employment ? 

Mr, Schaefer. Well, due to the recession that would be difficult to 
describe. 

Senator McGee, Well, I was only trying to establish some kind of 
reasonable connection here between the obvious improvement in the 
economy of the railroads through the success of ingenuity in piggy¬ 
backing. 

Mr, Schaefer. There is no doubt about it that we have experienced 
some improvement, some benefits, not only in the engine sendee but 
in every other department on the railroad where you have clerks and 
mechanics and machinists. In other words, 21 organizations that are 
represented on the railroads are all affected by any increase in busi¬ 
ness. 

Senator McGee. Again, what I am still getting at there, while this 
may improve, due to, let's say, some maintenance operations or the 
replacement of outworn equipment a little sooner, and that sort of 
thing, I am trying to get down to the specifics of the job picture* 
Again, as I think you rightly put it, if the truckers are interested in 
jobs, so are the railroad men interested in jobs. I was trying to find 
out for the record if there was any measurable connection between 
this upsurge in piggybacking and better times economically with the 
job pattern overall in the railroads. So far as you know, there are 
not more jobs in the railroad? b , 

Mr, Schaefer. Well, due to the recession, as I said, I couldn’t possi¬ 
bly say there were more jobs. I would say it tended to help break the 
downward trend. . i 

Senator McGee. In other words, your point is that there is no 
breakdown that exists between other descending factors in the economy 
that affects the railroads and the ascending factor of piggybacking? 

Sir. Schaefer. That’s right. 

Senator McGee, That you have no way of measuring or describing 
those gains that might be the gains of piggybacking as offset by other 
economic factors in the Nation’s economy ? 

Mr. Schaefer* That’s right, although we do experience some—— 

Senator McGee. If the other economic factors in the country were 
to reach a balance, that is, level off, so we would be in whatever you 
want to describe our economic state, would the piggybacking opera¬ 
tions as an operation itself result in more jobs for the railroad? 

Mr. Schaefer. Oh, definitely. 

Senator McGee. Of course, you probably wouldn’t be prepared to 
submit your est imate of any pereen t ages ? 

Mr. Schaefer. I am not familiar with those things, Senator McGee, 

at all. 

Senator McGee. Thank you very much* That's all I wanted to 
know on more jobs because of piggyback* 

Mr. Schaefer* There are a great many piggybacks going through 
Cheyenne at the present time in the form of automobiles and also in 
the form of boxes. It does contribute a great deal to it, there is no 
question about it, and as business increases there is no doubt but what 
it will continue. It hasn't had quite the effect on the western rad- 





PIGGYBACK TRANSPORTATION 


51 


roads that we lmve had in the eastern railroads, although it is begin¬ 
ning to shape and is growing. We have quite a number of cars that 
they build and they have to have more men to inspect them, and all 
those tilings contribute to it, of course* But the main philosophy of 
this thing in legislating to protect one segment of labor because they 
are losing their jobs due to automation, 1 think must be taken into 
consideration, because if they are entitled to that kind of considera¬ 
tion, we are, too, and I don’t think it is a contributing factor because 
if you are going to legislate to protect jobs, at the same time you are 
going to legislate to stop progress, and you can t stop progress, no 
one can. Progress is ruthless in its march, it does not pay any particu¬ 
lar attention to any group. It will walk on someone^ toes one day 
or one year and walk on someone else’s the next. We realize that. 
This sort of thing is a challenge against progress rather than one 
group against another, 1 believe. 

Senator McGee, Do you think in that same pattern, Mr* Schaefer, 
there is any place for or obligation, or absent legislation as has been 
demonstrated in the past to assist in the transitions involving people 
because of the impact of automation, its obvious impact in your own 
business, for example, railroading, does that belong in the formula? 
Or do we let every man take his own chances and when automation 
puts him out of business let him suffer? 

Mr. Schaefer. While automation so far has never given anybody 
any opportunity to have anything to say, I think that is the wrong 
field when we try to stop it hi the form of legislation. I think you are 
right, I think if automation hurts yon, you're hurt, that’s all, because 
it involves the businessman as well as the laboring man* Automation 
puts just as many people out of business as it does labor people, 1 hey 
are troubled with that. Competition becomes keener and thereby you 
have these unemployment problems. 1 don’t think we should legislate 
in that field, t don't think it should lie a governing factor at all, be¬ 
cause I feel this way, I would rather be unemployed due to automa¬ 
tion than to be a buggy-whip maker under some other form of govern¬ 
ment, because progress has put us where we are, progress is keeping us 
where we are. If we try to stop it we are just liable to be making 
buggy whips under another form of government. I think labor has 
an obligation in that field just the same as everybody else does. M e 
must take this thing in our stride just as our railroaders have in the 
last 10 years. In fact, in the last 35 years we have lost almost 60 per¬ 
cent of our employment and a great deal of that to the trucking 
industry* 

Senator McGee. Do you have any questions? 

Mr. Barton. No question, I would like to comment I think he has 
a very enlightened and realistic attitude with regard to technological 
unemployment* 

Senator McGee. I would only reemphasize we keep in our think¬ 
ing wherever technological unemployment arises that we are concerned 
with people, too, and not merely with inventions inventive genius. 
We have to assist in the adjustment, in the transition to other areas 
and to other accommodations in jobs and new pursuits. We cant 
simply abandon whole areas, and I think the railroad is a verv notice¬ 
able case in point where this has been an extremely painful adjust¬ 
ment, and notably here. To those of us who live along the Burlington 
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and Colorado ond Southern, it has been felt very deeply in most of our 
communities. That is the reason I do believe there belongs in there 
the media that takes into account the people affected* 

Mr, Schaefer, I believe the State of California has already made 
an effort in that regard in helping people who have lost their jobs 
due to automation, to help in the transition to other fields of employ¬ 
ment, in the held of education and such things as that. A good ex¬ 
ample of that in the trucking industry, or it probably could even be 
applied to our industry, where a man is a truck driver and handles a 
20-ton truck on the highway, he most certainly would be able to run 
a boom or Caterpillar and therefore expand his qualifications for 
other jobs in the field of big machinery operation. Those are things 
we are going to have to look at and we have to face up to them whether 
we like them or not. We simply can't stop progress by trying to stop 
the unemployment in one segment and causing it to grow in another. 
It just simply isnot going to work. 

Senator McGee. Thank you very much. 

The statement of Mr, Harry Schaefer as filed with the committee 
is as follows;) 

The United Stales lias the most dependable and flexible transportation system 
in the world. The point to which our railroad, highway, anil air transportation 
has developed Ls ample proof of this. Not many people take this important 
fact into consideration until their daily lives are affected by some disruption of 
service that has been taken for granted. The very growth and development of 
the three transportation systems has created the problem under discussion here 
today. It was evident that sooner or later two or more of the forms of trans¬ 
portation would clash head-on when the saturation point would be reached. 
The pros and cons discussed here today resolve themselves around this very 
problem. There is always the danger that under the avalanche of the proa and 
cons lie buried the proper reasoning that is necessary to arrive at a proper con¬ 
clusion. 

It would hi* well, then, if we were to stop for just a few minutes and evaluate 
some of the important facta concerning our transportation system. Xo country 
in the world can develop from a wilderness Into a world power without an ade¬ 
quate transportation system. It was the railroads that provided the transpor¬ 
tation system that gave this country the boost that was necessary to develop into 
a world power and to sustain this position through two World Wars. This 
should Leave very little doubt in anyone's mind that railroad transportation is 
necessary in time of peace and war. 

The fact that railroad transportation was the only dependable transportation 
in the country for many years is the reason it develop! Info what was later 
discovered to he a monopoly. Eventually laws were written to control this con¬ 
dition in order to protect the general welfare; agencies were created to enforce 
these laws, which consisted of such things as regulations of rates to he charged, 
the supervision of services to he provided. Safety and sanitation facilities 
were also included In these regulations. 

During this same period the automobile was coming into its own. This form 
of transportation could not he developed until proper roads could he built. 
From the beginning, roads for automobiles were little mare than cow paths; 
later roads were graded and graveled, and finally we began to build paved 
roads. It would tip well to remember that at this point the trucking industry 
was unknown. Therefore, it deserves no credit for the basic development of 
either the railroad or highway transportation systems. 

The far-reaching restrictive regulations on railroads, and after the completion 
of highways that had been built by and for the automobile, created a condition 
that permitted trucks to enter the field of transportation, unmolested, as a 
competitor. However, due to the depression years of the lWfi and the restric¬ 
tions placed on fuels and rubber during World War II H the trucking industry 
did not come Into its own until after the war ended in I&4T>. During the 10- 
year period from 1A45 to 1A55 the trucking industry, by Its own admission, de¬ 
veloped from almost nothing to the second largest Industry in the country. This 
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phenomeuiil growth could not have bt'pti accomplished without sonic form of 
subsidy. The records will indicate that during this 10-year period Ihe volume 
of railroad business was declining, while at the same time the trucking industry 
was gaining, until the railroads were in severe financial difficulties. 

The day of reckoning crime when tin* TnuDBtwrtfttion Act of lu58 permitted the 
railroads* to use competitive freight rates and with the development of new 
equipment were able to place at the disposal of shipi>ers and trucking Industry 
a new, dej>eiidable, fast and cheaper form of moving cargo. The shipisers and 
the trucking industry having the distinction of knowing a good thing when they 
see it, immediately took advantage of this service* This cooperation between 
the shippers* the railroads, and the trucking industry is the greatest advance¬ 
ment in the field of transportation since the beginning of the railroads. This 
represents a breakthrough of the harrier that has existed between the two forms 
of transportation. This is the beginning of an orderly process that will revolu¬ 
tionize our entire transportation system. This has also helped to eliminate the 
complaints concerning trucks on our highways, from a safety standpoint of 
view, and also will relieve win plaints in regard to the problem of the trucking 
industry i wiving their way in the itnaneing of highways. Piggybacking truck 
trailers on railroad flatcars lias brought a solution to so many problems in the 
field of transportation, that It most certainly deserves everyone s deepest con¬ 
sideration before we permit anyone to stop this progress for the sake of what 
amounts to selfishness. 

This leaves us with but one problem, unemployment. The unemployment 
problem is not new to the railroad employee. In the past 35 years railroad em¬ 
ployment has been reduced by more than 1 million jobs, a fid what is the greatest 
concern is that these jobs have been lost forever* The unemployment problem 
duo to automation and technical advancements has plagued almost every labor 
organization In the country and has lately included the Teamsters organization* 
Xu solution to the problem has been found by the Federal Government, industry* 
nr labor. It has contributed its share of unemployment to our recent recession 
of our economy. The Teamsters Futon has approached the problem by request¬ 
ing our National Congress to reverse progress by again placing restrictive regula¬ 
tions on the railroads In the form of higher freight rates In order to force ship¬ 
ments by trucks hack on the highway*. Should ihe request of the Teamsters’ 
organization be granted by our National Congress at least two very serious 
problems would be the result. First progress in the field of transportations 
would In* reversed, as has been already stated* Second* to solve the Teamsters 
unemployment problem by this type of legislation would establish a precedent 
that would most certainly give every other labor organization every reason to 
expect the same consideration by the National Congress, which could only 
lead to chaos on a national basis. 

Many industries are involved in the field of automation and technical ad¬ 
vancements and arc using these advancements for the sole purpose of eliminat¬ 
ing employees in order to make more profits. The unemployment that has been 
created from this source in addition to the unemployment that has been created 
by the recent recession has been of great concern to the Federal Government 
and labor for fear that we might unemploy ourselves Into a depression that 
would weaken ns to a point of great danger in relation to the present world 
crisis. An employee is not only useful to produce goods and to transport them, 
but Is also an important link in the chain of our economy. This link must not 
be weakened or broken. Therefore, an employer that contributes to the problem 
of unemployment through the use of automation for the sole purpose of making 
profits should be required to assume grime of the responsibility of the unemploy¬ 
ment problem. This could be accomplished by a gradual process rather than by 
a crash program by the Federal Government or to attempt to legislate one in¬ 
dustry out of existence for the sake of another and thereby deprive the country 
of the progress that is necessary in the field of transportation. 

Senator McGee, The next witness is Mr. Otis Punos* Following 
Mr. Panos will be Mr. Strange, Mr. Roddewig, and Mr. Showalter. 

Mr. Panos. Mr. Chairman, Mr. McWilliams is not going to be 
present and he gave me this statement to file. 

Senator McGee. Fine. We will file Mr. McWilliams* statement in 
the record. 
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(The document referred to is as follows:) 

Statement of H. J. Me: Williams, Chicago, Burlington & Quincy Railroad 

As an employee holding rights on the Chicago, Burlington & Quincy Railroad 
for 37 years, 1 wish to make a few remarks In behalf of the railroad industry 
In their tight for fair treatment In connection with the piggyback service that 
has Iwn inaugurated in the Industry the past few years. 

At the present time I am the general chairman of the Brotherhood of Main¬ 
tenance of Way Employees on the Chicago, Burlington & Quincy Railroad and 
the secretary-treasurer of the northwestern region comprising 25 railroads, I 
have worked in many fields for the railroad and feel familiar with the various 
phases of the industry. 

I am sure everyone knows hut some do not realize to what extent the,railroads 
of this country, in the past several years, have suffered eomi>etitlvely shaking 
from the different types of transportation, especially from the truck, bus, air, 
and waterway lines, 1 realize competition is essential to the prosperous growth 
in any type of business. The railroad industry is not fearful of competition and 
is ready to meet such competition. In this connection I mean some relief in 
the industry's tax burden and revision of the obsolete regulatory restraints that 
were placed on the railroads years ago when they were the only form of surface 
transportation. These restraints were never applied to other forms of trans¬ 
portation in such a degree. There are many other like situations that are surety 
crushing the very life from the industry, reducing the Industry to a mere shell 
through the abolishment of certain lines and the merger of others. 

In the 1930 depression era the trucking industry twgan showing its force iu 
the transportation field. From that time on the Government, through the Inter¬ 
state Commerce Commission, has repeatedly placed a cover over the motor car¬ 
riers from the competitive rate structure angle. A great deal of business was 
also lost to the motor carriers due to the door-to-door service they can and are 
furnishing. This is service the railroads are unable to furnish without great 
extra cost to the rail carriers. As we all know the railroad Industry is the pio¬ 
neer In the transportation field. With the steady competition facing them they 
have tried repeatedly to get relief from different sources In order they might 
meet this competition. The relief in this connection has been small to non¬ 
existent. 

During the era when the railroads were losing business to other modes of 
transportation tittle thought was given to the thousands of railroad workers who 
lost their jobs due to lack of business in the railroad industry. The job loss in 
the railroad industry has indeed been staggering since approximately 275.000 
rail workers have lost their jobs during the past 5-year period alone. 

The question confronting this committee is the war that has been declared on 
the rail carriers 1 piggyback service by James Hoff a, general president of the 
Teamsters Union. The piggyback service truly is a competitive service the rail¬ 
roads are exercising to recoup lost business. This service has been met by the 
public wholeheartedly since it provides both rail and motor service. The tax 
dollars saved to the general public on our highways alone would be staggering 
if correct figures could be compiled by the use of the piggyback rail service on 
long hauls. The war Mr. Ilnffa is waging on both the rail carriers and the 
Interstate Commerce Commission in this connection is absurd. For him to de¬ 
mand a law that would prohibit rail carriers from performing piggyback serv¬ 
ice would be nothing less than dictatorship in the transportation field. This 
could easily put the railroads out of business entirely for he could dictate just 
what commodities the rail mrrlers could ha ill- 

It is with regret that 1 cannot give testimony In person to the committee and 
I wish to thank you for this opportunity In giving you my remarks pertaining to 
this very important issue. 

STATEMENT OF GUS PANOS, SECTION FOHEMAN, UNION PACIFIC 
KAIIEOAD CG„ CHEYENNE, WYO, 

Mr, Panos. Mr, Chairman, my name is Gm Panes. My address is 
111 East 11th Street, Cheyenne, Wyo. 

I am an employee of the Union Pacific Railroad Co„ as section 
foreman. I am also State legislative representative of Wyoming, and 
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member of the executive board of the Union Pacific System Federa¬ 
tion of the Brotherhood of Maintenance of M ay Employees. 

My statement is against any legislation or further restriction that 
would amend the ratemaking provisions of the Interstate Commerce 
\ct 

Such action would lie another subsidy to the trucking industry 
against the public and our railroads forcing the public to pay higher 
rates for transportation and take business away from the railroads 
for the benefit of the truckers. That seems to be what the truckers 
are asking to l>e done. 

I wish to state that I am not against the trucking industry, if the 
trucks can transport freight cheaper than the railroads, they should 
do so, but, likewise, if the railroads can transport it cheaper, then 
the railroad should do so. 

We, the employees of the railroads, do not ask for any favors, but 
do also oppose any favor given to our competition, be they truckers, 
waterways, or airplanes. In fact, we believe the railroads are now 
under more strict regulation than our competitors and Congress should 
be considering ways to give equal competitive opportunity rather than 
adding restrictions. 

We are sorry that it is necessary to layoff the truckdrivers, but we 
also must not forget that there are about 400,000 railroad employees 
out of jobs. ^ 

In the maintenance of way department on the l nion Pacific Rail¬ 
road during Octol>er 1955 we had 7,397 men working; July 1, I960, 
we had 6,216 men working; and on January 1, 1961, we had only 
4,656 men working. I hope that with traffic increase it would not 
lie necessary for further force decrease. 

The railroad industry during the last 10 to 15 years has been spend¬ 
ing millions of dollars to modernize their equipment, power, and 
facilities so they can service the public with better service and faster 
service at less cost. 

Are we now to penalize the railroad industry for this? Are we to 
charge higher rates to the public for truckers’ benefits? We have 
faith in our representation m the Senate and the House, for justice 
to all and favors to none. 

Senator McGee. Thank you, Mr. Panos. I think it would be well 
if you would stay for just a moment. I want to ask you about a point 
or two. I want to assure you that the concern of the Senate and all 
of the Congress is for a balanced transportation industry and fair 
treatment for all. 

For a long time, as you know, there has been legislation in the trans¬ 
portation field. The "question here is not whether we have legislation 
or not but that whatever legislation we have has an effect that tends 
to encourage and stimulate and help to grow in all factors of the trans¬ 
portation industry. We like to avoid alining one industry against the 
other for sheer survival l>ecause the national interest depends upon 
the help of them all. That is the criteria that we continually explore. 
They are under examination here as we examine a fair national trans¬ 
portation policy. . . 

I take it from your statement that you aren’t against legislation 
but you are against any further legislation that would tamper with the 
existing ratemaking provisions as they affect the railroads at the pres¬ 
ent time? 
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Mr. Pangs, We wish the railroads to be given an opportunity to 
compete with other transportation in equal terms. 

Senator McGee. And the petition, I am sure, states it fairly, that 
the trucking interest would only ask the same opportunity. The dis¬ 
agreement arises as to what is tfie fair atmosphere of opportunity for 
reasonable competitive operations. This is where the dispute arises, 

Mr, Pa nos. Yes. 

Senator McGee. They would make exactly the same statement, 1 
think, that you have so eloquently made here this morning. I think 
you raise a point here rhui is of very notable interest and is a very 
commendable point. That is, the real measure in all of this is how we 
can get better service at lower costs to consumers, to people. Does 
your group have any feeling or any evidence of tlie extend to which 
these savings, for example, are being passed along to the consumers ? 
I dare say that is not your category. 

Mr. Panos, Well, I might state it this way. In the past we were 
told that there were two sides to the story, but at the present on this 
question we find out there are three sides to the story, the side of the 
truckers, the side of the railroads, and, after all, the majority of the 
public where they have to pay the rates. We ask justice for all. 

Senator M<Gee, I think there is probably a fourth side. In addi¬ 
tion to the railroads and the truckers and the consumer who pays the 
rates, there is the national interest from the standpoint of security and 
emergency and that sort of thing that hopes to keep all of these seg¬ 
ments going so we have access to them in an emergency. There is 
a fourth side to this. 

Mr. Pangs. Thank you, sir. 

Senator McGee. Do you have a question ? 

Mr. Barton. No quest ions, Senator, 

Senator McGee. The next witness is Mr, James Strange. 

STATEMENT OF JAMES S, STRANGE, BROTHERHOOD OF RAILWAY 
CAR MEN OF AMERICA, CHEYENNE. WYO. 

Mr. Strange, Senator McGee and members of the committee, the 
Senator raised—— 

Senator McGee. Would you identify yourself, Mr, Strange? 

Mr. Strange. James Strange, representing the Brotherhood of 
Railway Car Men of America and representing the shop crafts in the 
Cheyenne shops. I am an employee of 19 years of the Union Pacific 
Railroad. 

The Senator raised a quest ton as to what the possible outcome would 
be as far as employment by the innovation of piggyback. As it is 
known, any new innovations, any new equipment at the outset does 
affect our particular craft very definitely. We build these piggy¬ 
back cars. While we do not build them locally, they are built in the 
eastern shops, they are built by our craft. Any new product, any 
new equipment naturally lias a tendency the first few years of holding 
up very well and does not reflect a picture of reemployment to the 
workers on the whole railroad system, but us they wear out and as 
they require more repairs they do result in very definite reemploy¬ 
ment pictures, I have been fortunate enough to have an example of 
that particular thing just in the last 2 months. I have had several— 
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to be exact, it doesn’t sound like a lot of people, but 13 neople reem¬ 
ployed in the upgrading of boxcars due to the fact that the box¬ 
cars eventually wore out. 

I foresee the same thing will happen in piggyback, that the piggy¬ 
back cars will eventually need more repairs and will result in higher 
employment particularly in our craft, and if we are unable to recover 
some of the trade that piggybacking seems to be bringing back to us, 
then I think we will no doubt see further gains of employment in the 
other segments of the railroad crafts, the operating brotherhoods and 
also the nonoperating brotherhoods. 

There have l>een some charges made by the teamsters' organization 
that piggybacking itself was instrumental in causing a widespread 
unemployment amongst the truck drivers. Gentlemen, I don t be¬ 
lieve that the facts wifi sustain that charge. 

Now, while I will admit that there are segments of the trucking in¬ 
dustry*, and particularly the motor carriers, who have suffered some 
losses, there is no doubt about it and we admit it, but the overall pic¬ 
ture and by the American Trucking Association’s own report they 
show the 19(50 gross income gain was 3.3. In the same period for the 
railroads the gross carloadings showed a practically similar decline 
in the railroad industry. 

Now, the piggybacking has resulted in a gain of approximately 2 
|>ercent, or a little over, to the railroads. That is the overall picture 
throughout the railroad industry. So then I say to the teamsters and 
I say to the truck drivers, and I, of all j>eople, hate to see any man 
unemployed, I have seen my forces cut practically 50 percent since 
1949. I don’t like to see an unemployed truck driver, 1 don't think 
the committee does, but I do say to the committee that quite possibly 
the truckers are attacking the wrong objects, that they are attacking 
the piggybacking when actually the piggybacking is not the one that 
is causing the injury. I say that the recession that we have just gone 
through, the truck driver probably caused the depression, the un¬ 
employed truck driver. By the same token, so does the unemployed 
railroad man. So I don't believe that anything should be done now 
that would take a step backward from the steps that were taken in 
1958 to help the railroads pull themselves out of the doldrums that 
they had apparently gotten into, possibly some of it was their own 
fault, as a laboring man I am not able to say definitely whether it was 
or not, but undoubtedly they were in the doldrums. 

Today some of the railroads, particularly back East, are on the verge 
of bankruptcy. I will name you one, the New Haven, practically 
fighting for its life. I think I am fair in stating that that fight was 
caused primarily because some of the business was drained off either by 
trucks, either through coastal shipping or through possibly barge 
lines. 

Senator McGee. Not to mention automobiles? 

Mr. Strange. And possibly automobiles. New Haven is quite a 
passenger railroad. We can’t say to the public, “You are all going to 
have to give up driving an automobile so you can keep the railroad 
alive.” We know they are not going to do that. 

So, to sum up, gentlemen, I say this, that we do have a great sym¬ 
pathy for the unemployed trucker. I am a laboring man myself. I 
work by the day. So I know what it is to be unemployed. You have 
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to meet the monthly bills. But I say to the unemployed trucker* we 
are all in the same boat. So let’s find out how we get that boat to 
shore. I don't think this is the way to do it* to see that legislation is 
instituted that will cause n railroad man to be unemployed so that a 
trucker can be employed, t thank you. 

Senator McGee. Thank you very much. 1 think, so that the rec¬ 
ord may be again kept straight here, we ought to bear in mind* if I 
understand the testimony this morning correctly, that the real sub¬ 
stance of the charge is not that there has been any real black con¬ 
spiracy to do this sort of thing to the detriment of the motor carriers, 
that this is the result of the present operation of the existing regula¬ 
tion of the ICC that permits the ratemaking as it is. There has been 
relatively less evidence, or it has been insinuated* at least* that what 
we are talking about is the result of what you call a recession. The 
concern is not how we cope with the recession* everybody suffers from 
that, but rather whether there is any kind of unfairness in the opera¬ 
tion of the present ratemaking situation. That is the burden of the 
petition, as I understand it, carried by the people representing t he 
trucking interests here this morning. I think the record ought to 
show that, so that we keep it straight. 

Mr. Strange. Yes, Senator. While there has been some implica¬ 
tion by, I won’t say the trucking indust ry ? but by the teamsters* or¬ 
ganization that there has been a combination or a collusion between 
the Interstate Commerce Commission and the railroads, I have not 
personally agreed with some of the decisions made by the Interstate 
Commerce Committee but— 

Senator McGee. Commission, you mean. Committees don't make 
such decisions. The Commission does. 

Mr. Strange, Excuse me. f will say this* that I think each and 
every one of them are dedicated gentlemen and I do think they are 
doing what they are doing in the public interest. Thank you. 

Senator McGee. Do you have any questions? 

Mr. Barton. No quest ions* sir. 

Senator McGee. The next witness is Mr. Roddewig. 

Will further witnesses be suit to give your address to the reporter 
as you identify yourself ? 

STATEMENT OF CLAIR M. RODDEWIG, PRESIDENT OF THE ASSO 
CIATION OF WESTERN RAILWAYS, CHICAGO, ILL. 

Mr. Roddewig. Senator McGee, gentlemen of the staff, it is a privi¬ 
lege for the railroad industry to tie represented here today. We ap¬ 
preciate the courtesy of the Senator and ! think out of these hearings 
will come a better understanding of what we are talking about in this 
whole area of piggyback and especially the piggybacking of new 
automobiles. 

Senator McGee. 1 repeat, this is the only purpose of this session* 
to get at the facts. 

Mr, Roddewig, We understand that. 

Senator McGee. Did you identify yourself? 

Mr. Roddewig. My name is Clair M. Roddewig. I am president 
of the Association of Western Railways, with offices in the Union 
Station Building in Chicago* Ill. The association membership is 
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comprised of all the class I railroads, 40 in number, operating hi 
States west of the Mississippi River and in Illinois and Wisconsin. 
I have been president of the Association since 1057. Before that time, 
I was president of the Chicago and Eastern Illinois Railroad. 

I have served the U.8. Government as General Counsel for the Of¬ 
fice of Defense Transportation and as counsel for the Interstate Com¬ 
merce Commission at Minneapolis, Minn, Before Federal Govern¬ 
ment service, I was ntorney general of the State of South Dakota, 

I uppear here today in behalf of the nation's railroads, 

I am going to try to summarize as rapidly as I can. 1 might say 
we in the railroad industry have been somewhat perplexed as to just 
what testimony should be submitted, but I think now the thing has 
gone far enough so we know on what to concentrate. 

I might say, first, of all, the Teamsters Union has been very active 
in recent months and they have placed great emphasis on the effect 
railroad piggyback service is having on truckdrivers and other em¬ 
ployees of the motor carrier industry who are members of the team¬ 
sters organization, and particular emphasis has been placed on the 
fact that some meml>ers of the Teamsters Union, who formerly drove 
tractors pulling racks loaded with new automobiles, are now unem¬ 
ployed, We know this is true because the railroads are now trans¬ 
porting a considerable number of new ears in piggyback service and 
a growing number on newly developed bilevels and trilevels railroad 
cars, which does not involve piggybacking by ilie railroad. 

We are quite willing to tell the public that this relatively new piggy¬ 
back service and the use of these newly developed railroad cars make 
for lower freight charges and make possible to charge a lower freight 
charge per new automobile than that charged by the over-the-road 
haulers. This represents progress in transportation and a portion of 
the economies resulting from these services and this equipment innova¬ 
tion is being shared with the shippers. We in t lie railroad industry 
think it is good for the Nation's economy- 

Senator McGee, May I interrupt, Mr, Roddewig, just for one ques¬ 
tion there? Do you have any evidence or any experience from your 
end of the line to suggest, whether these lower freight charges to the 
shipper, to which you refer, end up as a benefit to the consumer? 

Mr. Roddewig, I have made inquiry from all (he automobile manu¬ 
facturers and they assure me it is. 

Senator McGee, That this is passed along in savings? 

Mr, Roddewig. That’s right. I don’t know their business and I 
think the committee should make inquiry from them as to the exact 
situation in this regard. 

Senator McGee. That is, you would think it would he important, of 
course, to round out this picture, that such an inquiry be made? 

Mr. Roddewig. I am not suggesting that, Senator, I think the 
committee itself would he in better position to judge that. But trans¬ 
portation is just one segment of the overall cost of producing an 
automobile. 

Senator McGee. Yes, For example, in the case of the automobiles, 
with whom is the contract? Who is the shipper in the case of the 
automobile ? 

Mr, Roddewig, The shipper in the case of the automobiles is the 
automobile manufacturer, and I might say right here much of the 
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traffic that we are talking about moves on rates that are filed with the 
Interstate Commerce Commission, not by the railroads, but bv the 
trucking: industry. These are not all railroad rates that we are talking 
about. These are trucking rates in many instances filed by the truck¬ 
lines where the railroads merely participate in that rate by an adoption 
notice and through what we call a substitute service arrangement. 
There are some traffic witnesses who will follow me and I think they 
can enlighten the committee a little better on that point. 

I have some charts. This first chart here is a chart that shows what 
has happened in the transportation of new automobiles since the year 
1921, and the solid line up there shows the part that has been trans¬ 
ported by railroads. This goes down through 1958. You will notice 
it has been a steady decline. 

This new business at one time, this new automobile business, was 
substantially all on the railroads, almost 80 percent. Starting at the 
same time the portion that was hauled by motor vehicles was just 
slightly above 20, and it has gone up, up, up, up, up, and in 1950 it 
almost reached 90 percent. Now, we have gotten part of this business 
back, but it is just a very, very small part of it back, and they still are 
handling more automobiles than they ever did and far more auto¬ 
mobiles than we are handling. 

Senator McGee. Your chart goes to 1958 there, I notice on the lines 
for trucking. 

Mr. Roddewio. It goes to 1958 and I think we can give figures and 
supply them later. 

Senator McGee. I wondered whether you had more recent figures 
that could l>e supplied for the record. 

Mr. Roddewio. Yes, sir. 

Senator McGee. Fundamentally, as I understand it, it has been the 
impact roughly since 1958 that is really the nub. 

Mr. Roddewio. Actually, I think in 1959 the railroads hauled less 
automobiles than they did in 1958. That is because there were less 
automobiles to haul. That is another factor in this thing. We talk 
about people being unemployed, the drivers being unemployed. The 
whole economy is down. Actually, in the first quarter of this year, 
that is, 1961, there were 40 percent less automobiles hauled than there 
were in the first quarter of last year. That in itself means, assuming 
that they had all the business, that they would have 40 percent less 
opportunities to haul automobiles than they had a year ago. So it is 
not all going to the railroads. 

Now, I would like to go on- 

Senator McGee. On the same point there, again to keep the record 
completely across the board, even with the 40 percent cut, let's say, 
in the number of cars being hauled anywhere by anybody, it is the 
relationship between the railroads and the automobile haulers. 

Mr. Roddewio. There is more going by railroad, perhaps, propor¬ 
tionately than there was a year ago. 

Senator McGee. And your figures will show that. 

Mr. Roddewio. But the amount of automobiles going in piggyback 
service on the railroads is down. That is a decline factor and again 
that is because of technological improvements in railroad equipment. 

I have some charts here. It will take just a moment to show them. 
We have three pictures that demonstrate what has happened in the 
equipment line. 
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This, gentlemen, is the way new automobiles were hauled by a mil* 
road in 1921, ami all through the years when our volume continues to 
go down, and starting at about 1958 the railroads became worried. 
We couldn't compete with the trucklines then. They got the business 
because of service and also because of lower rates* They could pro¬ 
duce lower rates because their cost was lower than ours. So we went 
to work on new equipment and new concepts and (his is the next de¬ 
velopment. 

This was the development of taking (he highway transport that 
hauled four automobiles and putting two of them on a piggyback 
car so as to double the load of automobiles on a railroad car. So 
when they moved this way you had twice the number of cars that you 
had when they moved before when you had four in a box car. 

Now, the next concept is one further step. This concept is what we 
call the bilevel car—it is a trilevel car instead of bilevel Hem you 
have got three decks and each one of those decks hauls four cars. 

This is tire movement of cars directly on a railroad fmight car, 
and whereas before this development of this new type of equipment 
you had 4 automobiles in a railroad car, here you have got 12 auto¬ 
mobiles in a railroad car. 

Senator McGee. Would it be fair to say that you physically carry 
three times as many cars with the same amount of rolling stock as you 
did before? 

Mr, Roddewig. That’s right. That’s a fair statement to make. 

The next step, then, was in the case of compacts. That is the 
smaller car. Now, we had nothing to do with that* The automobile 
people began to make shorter cal’s. These same trilevel cars will haul 
15 compact cars in 1 railroad car. So here, instead of 4 automobiles 
you had originally in a box car, today in the case of compacts you 
have got 15, and again you have got 1 car doing almost four times as 
much work as it did before this. 

Here is a very simple way where you load the trilevel cars and the 
bilevel cars. That is an adjustment ramp* You drive the cars on 
the upper deck, the middle deck, or the lower deck, as the case may 
lie; the ramp adjusts up and down to the different levels of the car 
itself. 

We go on now to the next. Here is another type. This is a bilevel 
car where you have two tiers of automobiles. The number of cars or 
pieces of equipment transported will vary depending upon the height 
of the equipment, the length of it, and what-not, and this is to handle 
traffic where you have got low clearances on railroads or where you 
have got extraordinary high automobiles themselves. 

Another factor that makes it possible to have three tiers of auto¬ 
mobiles is the fact that the automobile today is a substantially lower 
car from top to ground than it was before. So you can take three tiers 
and they are not nearly as high in the air as three tiers of cars would 
have been 15 years ago. # , 

Now we are going to talk about what railroads get on this traffic. 
This is a case of the Frisco Railroad and this chart here, the first bar 
on the top there shows that their average revenue per carload in 1960, 
on sand and gravel, was $62.56 a car, bituminous coal was $72.98, iron 
ore was $171.35, manufactures and miscellaneous, which is the highest 
rated traffic which moves on the railroad, Averaged $186.03, all auto- 
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mobiles, that is, including piggyback, inside box cam what-not, the 
average was $436,34, and the trailer on flat car and the trilevel and 
the bilevel cat's, the average revenue was $510.35 a car—a railroad 
car I am talking about. That is $510 of railroad revenue per car on 
the Frisco Railroad for 1900 on an average compared with gravel 
and sand average revenue of $02.56. 

The next chart is average earnings per ton. This is an the basis 
of per ton load on a car. Sand and gravel in 1960 on the Frisco— 
and I use the Frisco because all the Teamster literature that they put 
out has referred to the Frisco Railroad as the arch villain in this— 
and I say this somewhat humorously, but they have used the Frisco 
Railroad, so to speak, as the horrible example. In 1960 gravel and 
sand average revenue per ton was $1.01, bituminous coal average 
revenue per ton $1.33, iron ore average revenue per ton $2.26, manu¬ 
factures and miscellaneous average revenue per ton $6.01, and average 
revenue per ton on automobiles handled on the Frisco Railroad $27.65, 
or 27 times the average revenue of gravel and sand, and that’s the 
statements in the Teamsters’ literature to the contrary notwith¬ 
standing. 

Mr. Barton. Mr. Roddewig, pardon me, how would the figures 
stack up if they were converted to ton-miles ? 

Mr. Roddewig, We have got ton-mile figures. Mr. Gilliland’s 
statement of the Frisco Railroad, which will be filed, will show the 
ton-miles, 

I would like to take just one more chart. Actually, what is involved 
here, and what the Teamsters and the trucking industry are saying, 
is that we should reduce our rates. That is actually what they are 
saying, we should cut our rates—I mean that we should raise our 
rates, that our rates are too low. Now then, they say that we should 
he compelled to raise our rates either by the Interstate Commerce 
Commission or the Congress itself should legislate to make us raise 
our rates on the basis that t hey are noncompensatory. Now, this gives 
cents per car-mile. If we are going ot say that on the railroad move¬ 
ment of new automobiles from Kansas City to Ijos Angeles—and 
that’s a very heavy movement that goes through Cheyenne; on that 
the railroads get 88.5 cents per car-mile, and on new automobile traffic 
from Proviso, which is right at Chicago, to Cheyenne, the revenue per 
car-mile that the railroads receive is 85,4 cents per car-mile—if those 
rates have to be raised because they are noncompensatory and because 
they are too low, then there is a whole scale of rates that are much 
below that on products of Wyoming that move out of Wyoming to 
find markets in other States that are going to have to be raised. 

Let’s take wool, which is a very important crop in Wyoming. The 
railroad revenue on wool from Rawlins to Boston is 42 cents per car- 
mile and the rate on soda ash, which is a new product- 

Senator McGee. You'd better add there we hope to reduce some 
of the dirt and grease in that wool so we don’t have to dirty up your 
cars any more, 

Mr, Roddewig. I am sure that can he worked out. Soda ash, which 
is a new movement moving from Westvaco to St, Louis, the revenue 
there to the railroads is 42.9 cents per car-mile. 

Another product that Wyoming is exporting is wood chips and 
wood pulp, and those products am moving in increasing amount to 
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the paper mills in Wisconsin. In the case of wood chips, the average 
revenue per car-mile is 28 cents; pulpwood, the average revenue per 
car-mile from North Park to Green Bay is 30.fi cents. When we come 
to crushed stone, again this gets into the category where they say we 
iirp charging less for automobiles than for sand and gravel* C rushed 
stone moves from Wyoming to Louisiana* The reason it moves there 
is because it has an iron content in it that they like down there in the 
oilfields. To move that, the railroads are charging 36,2 cents per 
car-mile. 

The point is, if the automobile rates have to go up because they are 
noncompensatory, then the Commission on the same basis, on the same 
cost data, is going to have to require that all these other rates go up, 
and this is just an example of products that are important to the State 
of Wyoming* 

So, gentlemen, what we are talking about here, we are talking about 
competition, we are talking about fair competition, we are talking 

about technological change, and I am going-- 

Senator McGee. I wanted to ask a question. I just asked counsel 
to make sure I was straight on this. When you are referring to these 
comparative figures, these are comparative revenues per mile, these 
are not the actual costs? 

Mr. Roddewig. These are what the mil roads charge the shipper. 
These are what the railroads receive for hauling freight . 

Senator McGee. Yes. This is the charge that you levy ? 

Mr. Roddewig. That we make and we collect; that’s right 
Senator McGee, Now, this does not bear any relationship to the 
cost to the railroad of rendering the service ? 

Mr. Rodmwio. The cost will vary somewhat, but I might point this 
out. Much has been said that these automobiles move one way and 
the equipment comes back empty. Wool, generally speaking, moves 
in the conventional liox car, and that equipment theoretically moves 
both ways* Soda ash moves in special equipment: the car moves 
one way loaded and moves back empty. Wood chips move one way 
loaded, comes back empty. Pulpwood, one way loaded, comes back 
empty* Crushed stone goes one way loaded and comes back empty. 

f might say this is a competitive situation. Really, w© look at it 
that here is an industry that has been doing all right. Their business, 
the trucking industry business, actual volume of business in I960, 
was higher than i( was in 1053. They are still growing. Our busi¬ 
ness in 1360 was below 1053, 

Mr. Barton. How about their net profit in 1959? 

Mr. Roddewig. 1 think the net in both cases was down. This is a 

competitive situation- t 

Senator McGee. These figures are for the whole trucking industry? 
Mr. Roddewig. Yes, sir; for the whole trucking industry. I would 
like to quote from a statement that Judge Ganev made recently when 
he imposed sentence on some equipment manufacturers and some of 
their officers for price fixing* We look upon this thing as merely 
a device, this campaign of our competitors and their employees, as a 
campaign by which they are trying to get the Federal Government to 
rig prices in the very same manner, to do it under a law that they are 
asking Congress to pass, to have the Government rig the prices, which 
is the very contrary thing that the Sherman Act is designed to do and 
all our antitrust acts are designed to do. 
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Here is what Judge Ganey said when lie sentenced these manu¬ 
facturers and the office rs: 

What really is at Htnke here is the survival of the kind of economy under 
which America has grown to greatness, the free enterprise system. The con- 
duet of those who have conspired to restrict competition by price fixing— 

he continued— 

has flagrantly mocked the Image of that economic system of free enterprise 
which we profess in ibis country and destroyed the model which we offer today 
as a free world alternative to State control and an eventual dictatorship. 

T say, Senator McGee, that these words are of historic significance, 
and all we sav is that better goods and services and increased produc¬ 
tivity are not the results of restraining competition and rigging prices* 
They are the results of good, wholesome, fair competition, giving play 
to the fruits of technological improvement and the passing of those 
fruits of progress on to the shipping public. 

Thank you very much. 

Mr. Barton. Mr. Roddewig, I am much interested in your last 
statement that you believe in free enterprise, is that right, and the en¬ 
forcement of the. antitrust laws? 

Mr. Roddewig. Beg pardon ? 

Mr, Barton. I take it you believe in free enterprise and the enforce¬ 
ment of the antitrust laws? 

Mr. Roddewig. Yes,sir; Ido. 

Mr. Barton. Why did the railroads so vigorously seek exemption 
from the antitrust, law in making rates under the Reed-Bul winkle 
bill ? Dot hey h a ve su eh ex em ption t nd ay ? 

Mr, Roddewig. I would think if we didn’t have any rate regula¬ 
tion we wouldn’t need that. The only reason you need that immunity 
is because you have a system of rate regulation by the Interstate Com¬ 
merce Commission, If you didn’t have that, the railroad industry 
would have to take its place right alongside of every other industry 
under the Sherman Act and all the other antitrust action. 

Mr. Barton. You would be willing to have complete freedom from 
antitrust laws! 

Mr. Roddewig. I am not going so far as to say that today. I don’t 
think that issue necessarily is here, but the point I am suggesting here 
is that this campaign to have Congress, in effect, regulate freight 
rates, or through the Interstate Commerce Commission, is the very 
opposite of what the antitrust laws seek to bring about. 

Mr. Barton. The railroads can do that under the exemption free 
of the antitrust laws at present, can they not ? 

Mr. Roddewig. They are not free of the antitrust laws, by any 
means. The only thing Reed-Bulwinkle says is that we can get to¬ 
gether with rate bureaus and suggest through rates and joint rates. 

Mr. Barton. That is not rigging rates, exactly? 

Mr. Roddewig. They are filed with the Commission and the Com¬ 
mission can suspend them, and many of them are suspended. 

Mr. Barton. Mr. Roddewig, about your comparisons, I take it 
those comparisons were chosen not because they meant anything rate- 
wise, I think you would agree that wood chips and pulp wood, crushed 
stone, soda ash, and wool do not constitute the valuable traffic nor 
have the characteristics of a new automobile, one of our most desir¬ 
able forms of traffic ? 
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Mr. Roddewig. What I am suggesting is this: Hie railroads can 
make money charging 28 cents to move wood chips from Wyoming to 
Wisconsin: if it takes a rate that low to move them to support the 
economy out of here, if we can make money doing it, then we can cer¬ 
tainly make money by moving automobiles fi*om Kansas City to lkjs 
A ngeles at 88 cents. 

Mr. Bartow. As a rate comparison S . . , . . . 

Mr. Roddewig. The rate comparisons, I think they have lost the 
same meaning that they used to have because of the competitive 

situation. . _ . .. .. „ 

Now, the statement was made here—I want to comment on it tne 
statement was made that we are charging less for new automobiles 
than we charge for the components that go into new automobiles. 


That is not true. , . 

Senator McGee. If you want to turn the com over to the other side, 
the cost of shipping a carload of pulpwood, for example, actual cost 
to the railroad company, would be what in relation to a carload of 

automobiles? . , t „ ,, . 

Mr, Roddewig. There would be situations where actually the cost 
of moving automobiles would be less, and I will say why. If the 
Union Pacific, which many times they do, if they get a full tramload 
of new automobiles in Omaha and if that full trainload of new auto- 
mobiles is going to run from Omaha as a solid train through to Ogden, 
Utah, or to Los Angeles, yon have got a very low-cost, piece of t rails- 
portation involved there, while, on the other hand, if you have got 
some wood chips that are coming from up in Wyoming and you move 
it over two or three branch lines where you have got low-density 
traffic and you finally get it into Wisconsin, you have a higher cost 

piece of transportation. , . 

Senator McGee. Of course, you have selective instances in each case 


there. 

Mr. Roduewiog. That’s right. 

Senator McGee. In terms of over-the-rnad business in general. 

Mr. Roddewig. I don’t know. Your equipment used in hauling new 
automobiles, especially these trilevels, certainly it costs more than 
the wood chip cars but they are both expensive cars. As against that, 
your new automobiles, your cars to handle new automobiles, I believe 
m most instances they are roller-bearing cars, they probably have to 
be shopped less than the old type car, and you have all these different 
factors that have to lie breught into play. 

Senator McGee. Because it came up at another point in the hearing 
this morning, perhaps you can shed a little light on this for us. Em- 
ploymentwise in the railroad, what does this segment we are inter¬ 
ested in, piggybacking, mean in terms of new employment? 

Mr. Roddewig. I tried to find that out in our industry wide statistics, 
just how much of the automobile business we handled actually went 
piggyback. I couldn’t even isolate that because the statistics come 
in “new automobiles," regardless whether they move in boxcars, pig¬ 
gyback, or whatnot. The individual railroads have it because they 
keep a separate record of it. But getting back to employment, I don t 
know that you can isolate that, Senator. But I do know this. >Ye 
talk about the railroads today—actually, we are handling less busi¬ 
ness than we had in 1968, we are in worse shape today than we were 
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in 1958, but if the railroad industry today could increase their busi¬ 
ness by 15 percent, of business that would give us the revenue that we 
are receiving on new automobiles, you wouldn't have a squawk from a 
single railroad in the United States on the basis of earnings. The 
railroad industry would have earnings and have prosperity that we 
have never had before from the 15-percent increase in traffic or that 
would give us the equivalent of that in revenue. 

Senator McGee. I think the record again ought to l>e reemphasized 
that as far as the Congress is concerned, as far as this Subcommittee 
on Surface Transportation is concerned, we do not regard any issue 
here as involving rate rigging. We are interested in a fair rate struc¬ 
ture and practice and that’s the reason we want to give the fullest pos¬ 
sible hearing to all sides on this subject. It makes a difference whose 
ox is l>eing gored as to what your view is, as to what is free enterprise, 
or what is five competition or what is fair competition. One of the 
reasons for the ICC being created in the very first place was because 
of the inability of private interests to view that objectively because of 
the fact they left out of consideration the public interest. That is the 
long history of the past. We have grown up and matured and sophis¬ 
ticated this whole operation. It is a part of the continuation of that 
sophistication, if I may say, we feel the ratemaking in all transporta¬ 
tion, because of its bearing on the Nation as a whole, has to be under 
constant surveillance. It is not a matter of rigging whatsoever. It is 
a matter of fairness and soundness. That is the only point. 

Mr. Roddewio. The suggestion of rate rigging is our own suggestion 
and certainly doesn't come from any member of the committee. 

Again, may I close on this note, that if the railroad industry can't 
compete pricewise for the transportation business of this country, then 
we are running headlong into Government ownership of the railroads. 
When you get Government ownership of railroads you may get Gov¬ 
ernment ownership of the trucking industry. This competition isn't 
too bad. Can't we pass on the fruits of progress? If our industry 
as a part, of the competitive economy of this country comes up with 
something that permits us to do something cheaper for our country, 
shan't we have the right to pass on some of those fruits to our cus¬ 
tomers ? 

Senator McGee. Assuming the customers are the consumers. That, 
of course, is another question. 

Mr. Roddewio. If there are automobile companies today that are 
not passing these on to their customers, it is just a question of time 
until competition in turn will make them pass it on. They tell me they 
are passing it on. Now, whether they are or not, I am not represent¬ 
ing them. 

Senator McGee. I think the benefit to the consumer is of utmost 
importance, and whatever else, Congress stands as almost the only 
spokesman for the consumer. The railroads have very able represen¬ 
tation through men such as yourself, the tnickel’s have excellent rep¬ 
resentation, and labor has excellent representation. Congress has to 
speak for the consumer. 

Mr. Roddewio. All we want to do is to do a better job for the con¬ 
sumer. We want to pass on the fruits of our organization. 

Senator McGee. Thank you very much. 

Mr. Roddewio. Some of these charts I used are from Mr. Gilliland's 
statement. We want permission to file that statement. 
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Senator McGee, We would hope, if we could, to get copies of the 
material on the charts for the record. 

Mr. Roddewig* Some of them are in Mr. GillUuiurs statement. 
Senator McGee* Mr. Gilliland’s statement will he in the record. 
Mr. Roddewig, Very good* 

Mr. Gilliland. May I file it with you now % 

Senator McGee. Please do. 

(The prepaid statement of Mr. Roddewig follows:) 


Mv name is Olitlr M. Roddewig. 1 am president of the Association of Western 
Railways, with offices in the Union Station Building in Chicago, Ill. The associa¬ 
tion membership is comprised of nil the class I railroads, 40 in number, operating 
in States west of the Mississippi River and in Illinois and Wisconsin. I have 
been president of the association since 1957. Before that time, I was president of 
the Chicago & Eastern Illinois Railroad. 

I have served the I\s. Government os General Counsel for the Office of I.K- 
fense tPra&portation and as counsel for the Interstate Commerce Commission 
at Minneapolis, Minn. Before Federal Government service, I was attorney 
general of the State of South Dakota. 

I appear here today In behalf of the Nation's railroads. 

We, in the rail industry, have been- somewhat perplexed as to just what testi¬ 
mony should he submitted at this hearing. 

The hearing, we understand, is for the purpose of inquiring into railroad piggy¬ 
back service, and its effect on other modes of transportation, along with loss of 
jobs by member of the Teamsters Union, So far as I am informed, there is no 
proposed legislation pending in Congress which specifically refers to piggyback 
service. 

We are aware that James Hoffa, general president of the Teamsters Union, hns 
declared war on railroad piggyback service—the movement of truck trailers on 
railroad flatcars. Acceptance of this comparatively new transportation service by 
shippers and the public is clearly shown by its explosive growth in the last few 
ycurs. 

Mr. Hoffa and his union have placed great emphasis on the effect railroad 
piggyback service is having on truckd rivers and other employees of the motor 
carrier industry who are members of the Nation's largest labor organization. 
Particular emphasis has been placed on the fact that some members of the 
Teamsters Union, who formerly drove tractors pulling racks loaded with new 
automobiles, are now unemployed. We know this is true, because the railroads 
are now transporting a considerable number of new cars piggyback service, and 
a growing number on newly developed bilevel nntl trilevel railroad cars which 
have been designed for this service. . t 

We are quite willing to tell the public that this relatively new piggyback 
service and the use of these newly developed railroad ears make lower freight 
charges possible per new automobile than that charged by the over-the-road 
haulers. This represents progress in transportation, and a portion of the econo- 
mies resulting from these services and equipment innovations Is being shared \\ itn 
the shippers. We, in the railroad industry, think it is good for the Nations 
economy, but evidently Mr. Hoffa and his Teamsters Union would like to have 
Congress enact a law against It. 

Let's look back 25 Or 30 years to the days when almost all new automobiles 
moved from point of manufacture to dealers in railroad boxcars. Then motor 
carrier operators offered rack trailer haulaway service at lower rates in addi¬ 
tion to providing delivery at the dealer's place of business. They got the hush 
ness and as this traffic left the railroads for the trucks, railroad employees lost 


turn juiJEj, 

Railroad employees are members of unions, too, hut railroad unions did not 
demand that Congress outlaw the movement of new automobiles on highway 
trailers from the Nation's highways. Nor did Hie railroad industry. 

Maybe we should have been more aggressive. But the record is clear that 
the railroads cannot he accused of hampering transportation progress when 
consideration is given to the public interest. 

It Is regrettable that men lose jobs, whether they tie employees of trucking 
companies, railroads or any other industry, but progress cannot be halted or 
hampered by enactment of selfish legislation. 
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While Mr. Hoff a seeks to place blame for teamster union unemployment on 
the doorstep of the railroads, he conveniently overlooks the fact that automo¬ 
bile manufacturing In the first quarter of this year was about 40 percent under 
a year ago. Likewise, other industries in the Nation, for the most part are 
producing less than they did a year ago, and as a result; freight traffic volume 
is below what It has been In recent years. Witnesses who will follow 1 me will 
give the subcommittee factual statistical evidence. 

I do, however, want you to note two (‘harts I have brought with me. These 
two charts, as I will demonstrate, point out the shift that has taken place In 
the transportation (if new automobiles. (Extemporaneous remarks.) 

At this time it seems appropriate to state that We suspect that this attack 
by the Teamsters Union on railroad piggyback service is just one prong of a 
many-pronged attack to place the railroad industry in a legalized regulatory 
strait jacket which would preclude competition with newer forms of transporta¬ 
tion for the country's trausimrtation business. If the efforts of these selfish 
interests are successful, it would mean slow death for the Nation’s railroads 
as a privately owned industry. The railroad Industry cannot exist. If it is 
denied the right to compete on a fair and equal basis with other inodes of trans¬ 
portation. I make this statement with all the sincerity ! can command. 

Prior to 1958 and enactment of the Transportation Act of 1958, the rail¬ 
road industry vvns rapidly approaching serious deterioration. Congress wisely 
recognized the seriousness of the situation and passed legislation which loosened 
some of the regulatory shackles which had held the industry in restraint while 
e* iinpet ito rs grew at roug aud hea 11 hy, 

One of the most important provisions of the 1958 act was Its clarification of 
the ratemaking provision of the existing law. 

This act granted the railroads a measure of freedom to compete fairly for 
the transportation business of the country that they did not have prior thereto. 

The railroads are now exercising that right to compete, as Congress clearly 
expected them to do. They are trying to bring about an orderly adjustment of 
the rate structure more nearly to reflect transportation costs, rather than leave 
the rate structure rigidly tied to philosophies which have been unrealistic for 
many years. 

The railroads are cooperating with shippers In developing means of providing 
more satisfactory transptnation services, and means of reducing transportation 
costs. They are sharing the resulting savings with the shipjiers. 

All of this is producing more business for the railroads. And in no area of 
transportation have the results been more spectacular than in the explosive 
growth of piggyback. 

Some business lost to motor carriers and barge lines over the years has been 
regained and some new traffic has been developed as a result of railroads being 
permitted to exercise a degree of competitive freedom* Naturally, rail com¬ 
petitors have lost some traffic, and they don’t like it; 

Teamster Union propagandists have been assigned to the task of convincing 
Members of Congress that legislation is needed to thwart ihe alleged menace 
of piggbaok service to Teamster members who are employed in intercity trucking. 

They already have turned out a number of pamphlets on what they represent 
as the perils of piggyback, hut their output So far looks like they are having a 
rather difficult time putting together a convincing recital of how the public Intcr¬ 
est will be better served by keeping the truck trailers on the highways instead 
of allowing them to ride over the railroads’ right-of-way. 

It takes file burning of a lot of midnight oil to dream up any kind of an 
explanation as to how shippers are being Injured by piggyback that has resulted 
in the explosive growth of this combination of truck and rail transportation 
in the last few years* 

So all in all, it is not surprising that the Teamsters' propaganda is an amazing 
conglomeration of arguments that don't make much sense—and more frequently 
than not wind up in head-on collisions with each other. 

For example, the railroads are given a pat on Hie hack Tor the Improvements 
and the economies in the transportation of freight which they have been able 
to effect through the development of piggyback—hut a kick In the pants for 
sharing the resulting savings with the Users of the new services because it Is 
attracting business and reducing the Job opportunities for the over-the-road 
teamsters* 

The Teamsters say "there is no doubt” about the railroads making money on 
their piggyback oiierarion—and they point out why, with figures to show how 
piggyback cuts transportation costs, **These figures,” to quote the Teamsters, 
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“illustrate whyt a lucrative operation it realty Is-" But, in an effort to drum 
up producer and shipper imposition to plggyliaok, the Teamsters then go on to 
state that the railroads are forced to “charge higher rates for shipping low- 
priced goods * * * to cover the losses they are forced to take cm piggyback 
service, in order to emulate with the motor carriers for the high-grade business 
How these alleged “losses** can l*e incurred in an operation which the Teamsters 
freely concede to lie highly profitable is conveniently left unanswered. 

The Tea maters* propaganda costars the railroads and the Interstate Commerce 
Commission as the villains responsible for the success of piggyback. 

The ICO is portrayed as being under the thumb of the railroads. But, in 
charging that the Commission is unduly disused to favor the railroads, no at¬ 
tempt is made to explain why, If this were the case, the railroads troubles have 
been steadily worsening during the last 30 years, while their couiiHUitors by 
air, water, and highway have taken over the greater portion of the Nation s 
tremendously expanded freight and passenger business. 

In the earlier stages of modern piggyback, Mr. Hofifii forced intercity motor 
carriers to agree to restrict their use of piggyback. This strategy slowed down, 
but did not halt, the development of this new means of transportation 

More recently* Mr. Hoffa negotiated a new contract with trucking companies 
in the Midwestern States. At first, he demanded that these companies pay into 
the Teamsters' welfare fund 1 cent a mile for every trailer moved by railroad. 
Later he changed this to a flat charge of *$*i |>er trailer. , , 

The new contract with trucking companies operating in the Midwest includes 
the *5-ner-traller provision, and this provision is to become effective February 
1. 11)02, unless some other mutually agreed upon arrangement is worked out. 

Obviously, if a levy of $5 per trailer fails to discourage the trucking com¬ 
panies from having the cross-country portion of their hauling jjerfonued by 
rail instead of by highway, there is nothing to prevent the Teamsters from in¬ 
creasing the penalty to whatever figure is necessary to achieve that purpose. 

The Teamsters are appealing to the public lo join them in their attack on 
the railroads and the Interstate Commerce Commission on the grounds that 
millions of dollars in highway taxes “are being lost to Federal and State Gov¬ 
ernments when Hie railroads haul truck trailers.” This, they say, deprives the 
respective States of needed highway revenues, and perils the national hlgmvay 

1 Rut! tie railroads’ competitors pay relatively little for the support of the 
various responsibilities of State and local govern men ts-except for the mgri- 
wavs they use. The railroads, on the other hand, in addition to furnishing 
their own facilities, pay about *400 million every year to State and local govern¬ 
ments for the support of education, welfare, police and lire protection, and 
similar public services. How long does anyone suppose the railroads can con¬ 
tinue to pay *40d million a year to the State and local governments for the 
support of education and similar services If their opportunities to attract busi¬ 
ness are restricted in order to provide more tax revenues for the highways. 

Surely, the funds with which to finance highway programs, whether Federal, 
State, or local, should not have to depend upon laws and regulations which re- 

ivhat is behind the Teamster charges of Interstate Commerce Commission bias 
in favor of railroads? Simply that truckers have sometimes been what three 
members of a Senate Subcommittee in I960 termed ‘disappointed parties in pro- 
ceediugs before that agency. tp In a signed statement of "separate views fol¬ 
lowing the subcommittee’s investigation and report on charges of Interstate 
Commerce Commission bias. Senators Butler, Morton, and Scott said: Lm 
crux of all the complaints made to the subcommittee is that the Interstate 
Commerce Commission's Suspension Board has not and will not suspend the 
effectiveness of a proposed railroad tariff uthiii complaint by a water carrier 
or motor carrier that the proposed rate is destructive. We cannot agree that 
this raises any proper suspicion that the Interstate Commerce Commission is 
failing to carry into effect the intent of Congress." _ n 

Underlying the railroads* Increased competitive ability i* oof an alleged rail¬ 
road-interstate Commerce Commission combination, but an Impressive record 
of advancement In railroad technology. In addition to such general and well- 
known advances as diescllzation, centralized traffic control, and automatic 
freight yards there have been significant ‘ breakthroughs” In major problem 
areas, included are advances In methods and equipment for loading and un¬ 
loading trailers and in new types of railroad cars. 




70 


PIGGYBACK TRANSPORTATION 


The Teamsters have diarged that the Interstate Commerce Commission has 
on nearly every occasion overruled the truckers, and allowed the railroads to 
put their rates for piggyback service Into effect 

The truth is that this statement really means the Interstate Commerce Com¬ 
mission 11) has refused to kill off arbitrarily u new and formidable competitor 
of the trucking industry; (2) has refused to sacrifice and subordinate the public 
interest in piggyback growth ami development to the vested interests of the 
trucking interests; and (3) bus refused to guarantee to truckers the right to 
handle traffic they are not economically qualified to handle. 

The Teamsters allege that “* * * the railroad industry selects a very lucra¬ 
tive market of the trucking industry, such as the hauling of cars. It goes to 
the Interstate Commerce Commission, and because this so-called regulatory 
agency is prorailroad oriented, the railroads are able to obtain discriminatory 
rates," 

The implication here is that the Interstate Commerce Commission allows 
railroads to charge rates that arc unduly low In relation to the cost of providing 
piggyback service. Yet at another point, where it is noted that the average 
piggyback car earns about seven times more revenue a year than the average 
boxcar, the Teamster booklet concludes: "These figures illustrate what a lucra¬ 
tive operation piggyback really Is.” 

Another charge: “In effect, the other users of the railroad's service® must 
subsidise the shipment of new cars until the railroads are able to put the truok- 
uway companies out of business, and obtain a monopoly in this industry.” 

If piggyback traffic is paying its way—ant] even the Teamster publications say 
that it Is—then it is axiomatic that piggyback traffic is not being “subsidized" 
by other railroad traffic. 

Other witnesses will testify as to the revenue accruing to the railroads from 
the transportation of new automobiles, and will demonstrate that the earnings 
therefrom are fully compensatory and are In excess of railroad revenue front 
other categories of traffic-. Especially interesting is the comparison of revenue 
from new automobile traffic* with the revenue from various commodities pro¬ 
duced in Wyoming and shipped to points of consumption in other States, 

If Congress or the Interstate Commerce Commission should say that the rates 
on new automobile traffic must be raised to make them compensatory, then the 
rates on a large number of Wyoming products must also be raised. The j>er- 
car-mile revenue on new automobile traffic, in some instances. Is three times 
that of the per-car-mile revenue on Wyoming products that must W shipped to 
other States to find a market. 

As to monopoly, no one knows better than the Teamsters that it is the motor 
curriers—not the railroads—which have held n virtual monopoly on new auto¬ 
mobile traffic for years. This, in fact, is acknowledged in the Teamster pamphlet, 
"A Dangerous Combination," where it reported: “It used to l>e that trucks way 
had the vast majority of nil automobile transportation up to 900 miles, and a 
majority of the business up to 1,200 miles," 

Before concluding I would like to answer one more charge that the Team¬ 
sters have made. They say: 

“The Interstate Commerce Commission and the railroad industry have created 
a revolution in the transportation Industry that threatens to force the car haul¬ 
ing truckaway companies Into bankruptcy, and destroy the jobs of over 15,000 
Teamster members employed in the truckaway business," 

Piggybacking does Indeed add up to a revolution in transportation, but the 
implication that its development has resulted from skulduggery or conspiracy 
on the part of the railroads and the Interstate Commerce Commission is clearly 
absurd. As indicated earlier, it is the outgrowth of advancing technology* 

As to loss of jobs, railroad men can siieak from experience on this score* 
Due In no small part to truck competition, railroad employment in just 10 years 
has decreased from 1.220.000 In 1050 to fewer than 750,000 today. As stated 
editorially by the Locomotive Engineer: "The whole concern about 15,000 men 
whose jobs are threatened is perfectly understandable, however. Would if be 
in order for the 450,000 rail employees who have lost their jobs because of what 
the trucking industry has done to send condolence cards V” 

Thank you. 
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SupPitEUBSfA!, Statement of Clair M. Rodpewio, President, Association of 

Western Railways 

The railroad industry is engaged In a struggle with competitive Jdrms ol 
transportation which seek to impose restrictive policies that would June he 
practical effect of preventing the railroads from competing prlcewise for the 
transportation business of the country, T Vi , 

The railroads maintain they are entitled to the right to compete for■ the, Na- 
lion's transportation business on fair and equal terms with their win^Utors 
and that Imposition of governmental policies which allow price rigging and 
foster restraint of competltiou are detrimental to shiwiera and the general public. 

Unless the railroads have equality in freedom to compete, they will be left 
with the business their competitors don’t find profitable enough to transport, or 
which their facilities are incapable of handling. The railroads could not snr- 
vlve for long under such restrictive conditions. , 

Thls was precisely the precarious situation into which the railroads were being 
forced by dt^ri minatory regulation before the enactment of the Transportation 

The 11158 act gave the railroads at least a fingertip hold on the right to price 
their transportation services so as to be able to meet the competition of the 

newer forms of transportation. t . . UMir 

Although tbiK right to compete has. to date, proved uncertain and highly ion 
trovers! a U the railroads, nevertheless, have been able to regain some of the busi¬ 
ness they at one time enjoyed. They also have been able to slow down the 
inroads their competitors have been making on other business that has been 
moving by rail; and they have been able to increase their participation in new 

1)1 Htit* their competitors are outraged. They are crying "foul.’* ^very freight 
rate proposed by the railroads to enable them to compete effectively with these 
newer forms of transportation is, from their point of view, discriminators, un¬ 
fair,” ■■predatory,” and 11 ruinous.” , „ fc . t . 

The protected competitors of the railroads insist that nothing at ail not 
changed by the 1958 act—that the Interstate Commerce Commission has ermt in 
interpreting the act or has been unduly Influenced by the railroads. They point¬ 
edly suggest Unit some of the competitive rail rates which the ICC has approved 
slue© the 1958 act are the illegitimate offspring of an “IlXVraHroadcombination. 

The railroads rivals have ganged up in an all-out effort to herd the railroads 
liiu k behind the regulatory stockade, and to fasten the gates so securely that 
these newer forms of transportation need never again be concerned with com- 

petition from the railroads. „ 

These newer modes of transportation are engaged in a campaign to force Con* 
gross to restore the competitive shelter which they have enjoyed since their 

Meanwhile, they are continuing their efforts to intimidate (he Interstate 
Commerce Commission, which lias been extremely hesitant ahont loosening the 
competitive restraints on railroad transportation as clearly intended by the 

They have the support, too, of powerful allies who are Ihe special beneficiaries 
of these newer forms of transportation, or whose self fish Interests are otherwise 
identified with them. James Hoffa and his powerful Teamsters Union are In the 

front ranks. . „ _ * . nf 

It would appear that the competitors of the railroads have a great deal or 
confidence in their political strength, demanding, m they do, that i ongress re¬ 
mind a long and c arefully considered policy tliat it adopted only a couple t.r 
vears before 

' The railroads, on the other hand, have confidence in the justice of their posi¬ 
tion Thev believe that when the chips are all down, and the public under- 
stands what is involved, the railroads* freedom to compete will be upheld as 
being in the best interests of the people of this country. 

It would lie useless to attempt to set the record straight on ail of the untrutns, 
half-truths, deceptive statements, self-contradictory arguments, and sheer non¬ 
sense that arc being ground out by the railroads’ competitors in the effort to 
extinguish the railroads* free-ion to compete. 

A lot of this propaganda concerns itself with ancient history—wim things as 
thev used to be and not ns they are today. The selfish interest behind it is 
apparent. A lot of it is demagoguery. Most of it probably can be brushed 
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aside; all of it disregards a few facts that add up to plain, everyday common- 
sense. 

In a competitive economy, the right to comi»ete is the right to survive. Un¬ 
less the railroads' freedom to compete is lirmly established in the law of the 
land. Government ownership of the railroads is inevitable. There is no middle 
ground on either of these propositions. 

Now, consider this: Government in this country is already in the transporta¬ 
tion business up to its neck. 

Government owns the highways—a public investment of $150 billion in these 
transportation facilities. 

Government owns the inland waterways—a public investment of more than 
$5 billion in these transportation facilit ies. 

With Canada, the United States Government owns the St. Lawrence Seaway— 
an investment by this country, to date, of $151 million in this transportation 
facility. 

. Government owns the airport®—a public investment of about $5 billion in 
these transportation facilities. 

And this list could be extended considerably. It would include the Panama 
Canal; navigation aids for air and water transportation; harbor improvements; 
and so on. 

IIow much money is involved? Who knows? Whatever the total, it is many 
times more than the investment of private capital in railroad rights-of-way, 
tracks, bridges, tunnels, signals, and the other “roadway facilities” of the rail¬ 
roads. 

These “roadway facilities” used by railroad trains are comparable to—In¬ 
deed, are the counterparts of—the “roadway facilities” owned by government 
at various levels, and used by the motor vehicles, barges, ships, and airplanes 
which are owned and o| derated by private interests in competition with the 
railroads. 

The railroads and the privately owned pipelines are the only forms of trans¬ 
portation whose “roadway facilities” are not owned by the Government. 

And it should Ik* reasonably clear that unless the Government takes its feet 
off the necks of the railroads, it won’t be long before the Government will own 
them too. 

If the railroads* freedom to compete, as provided by Congress In 1058, is 
frustrated by the Interstate Commerce Commission, or if the 11)58 change should 
be repealed by Congress as proposed by the tending hills, the commercial trans¬ 
portation business of the Nation will Ik* allocated among the various trans¬ 
portation agencies by the simple device of price rigging. All would be as it 
was before the 11)58 act. 

The interests that opimse the railroads know that the railroads can haul most 
freight more cheaply than they can, and that the railroads can haul a great 
deal more freight than they now do, with relatively little additional cost, pro¬ 
vided they are allowed to comjH»te. 

This ability to coni|»ete, of course, jeopardizes the position the newer forms 
of transportation have attained with the aid of Government, which furnishes 
their roadway facilities and has l>ecn rigging freight rates for their protection. 

So today, the highway transjK>rtation interests are saying to Uncle Sam, and 
to the State and local governments: 

“See here, you’ve got so much money tied up in highways—and you’re com¬ 
mitted to put so much more money into them—that you’ve got to protect com¬ 
mercial highway transmutation from railroad comjKdition. If you think you’re 
going to pay part of the cost of these highways with the user taxes you collect, 
you’d letter keep on rigging freight rates for our protection.” 

The inland waterway interests, which have successfully fought off tolls or 
user charges, say to Uncle Sam : “You’ve got a lot of tax dollars sunk in these 
inland waterways, and while we’re not laying you back anything, you’re going 
to get In mighty bad with a lot of our political friends if you don’t keep the 
railroads out of our hair.” 

The St. Lawrence Seaway interests remind Uncle Sam: “You’ve s|>ent a lot 
of money on this Job, and you know you’ve got to spend a lot more before it’s 
finished. But how do you think we can make a success of it if you don’t make 
the railroads keep their rates high enough so that the business will be steered 
to us? We’re supposed to Ik* paying for this seaway through tolls, you know, and 
you’d better keep in mind where the dough’s coming from.” 

They’re interesting questions, aren’t they? 
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On the other hand, the railroads pay about *$400 million a year in taxes on 
their roadway facilities to Stare and local governments. These taxes are used 
for education, police and fire protection, health and welfare purposes, highways, 
airports, and the other functions of State and local governments. 

In contrast, the roadway facilities used by the railroads 1 competitors, being 
publicly owned property, are not taxed at all—although motor vehicles, of course, 
do pay license fees and fuel taxes for the use of the highways. Such taxes, 
however, generally are dedicated to the maintenance and improvement of the 
highways. 

To digress a moment, it might be asked why, with the railroads paying taxes 
of $400 million a year on the roadway facilities they use, for the support of State 
and local governments, the railroads’ competitor—whose revenues and profits 
are now more than those of the railroads—shouldn't be expected to make a pn*- 
portlonate contribution to the support of State and local governments, in con¬ 
sideration of the use they make of publicly owned facilities? 

If the United States were to take over the railroads, State and local govern¬ 
ments, of course, would lose the $400 million In taxes the railroads are laying 
them each year. 

It is a pretty safe guess, however, that if the Government should ever take 
over the railroads of this country It will be through necessity-brought on by 
Government itself—and not in response to any popular demand. 

It is almost inconceivable that the railroads will ever be folded up, and sui>- 
planted by other forms of transportation. They are ttie only form of transporta¬ 
tion that can transport “anything, anywhere, anytime.* 1 They require less man¬ 
power and fuel per ton of freight moved than any other form of land transporta¬ 
tion, Last, but not least, the railroads are mass producers of transportation, 
whose unit costs go down as volume goes up. 

This ability to reduce costs through volume, and to obtain volume through re¬ 
duced charges, Is to the advantage of consumers and industry alike. But the 
public cun be deprived of these benefits by regulation that denies the railroads 
the freedom to compete. And wit hout that freedom, the railroads cannot obtain 
the vol mue of bus!n ess need ed to j u st i f y lo we r eh a rges. 

The principal threat to common carriers and Other types of regulated public 
transportation today is the growth of private and unregulated transportation. 
Ninety percent of Intercity travel today is by private automobile. A large and 
rapidly increasing portion of the intercity freight transportation is now being 
done by motor vehicles, barges, and even ships, that are not engaged in furnish¬ 
ing transportation for the general public. These are operated by producers, 
processors, manufacturers, wholesalers, and retailers, for the distribution mainly 
of their own goods. . . , , 

With the exception of the railroads* new piggyback services, private transporta¬ 
tion is the fastest growing form of transportation in this country today. 

The reason for the rapid growth of this do-it-yourself type of transportation 
can only be this: Shippers are finding it more satisfactory to provide their own 
transportation either liecanse of greater convenience, or lower costs, or both. 
Tlie restriction on the freedom of the railroads to establish Competitive prices 
blocks them from effective competition. 

The regulated motor carriers engaged in public transportation have been un¬ 
able to meet this competition for other reasons. Unlike the railroads* their costs 
do not drop appreciably as they increase their volume. The railroads, on the 
other hand, with the development of piggyback, that it, trailers on flatcars, are 
now combining the advantages of truck transportation with low-cost rail haul; 
and the more business shippers give them, the cheaper they can haul it. 

However even with the change in the raremaking provision of the interstate 
Commerce Act made by the ISk'H amendment—a change which could have had 
no other purpose than to give the railroads freedom to compete—the railroads 
have iHHUi having a difficult time with the Interstate Commerce Commission. 
Contract rales, guaranteed rates, and volume rates, and other competitive rates 
are invariably opposed by the railroads" emu)tetitors. The Interstate Commerce 
Commission lias allowed some of these to go into effect; it has knocked out 

For instance, a few weeks ago the ICC ordered lbe Xew York Central to cancel 
a contract rate that if had put into effect nearly a year before. The rate was 
contingent on volume. Such rates are permitted in Canada, Britain, and 
France. No shipper had complained—only the motor carriers and the water 
carriers. The Commission, in what appeared to be a far-reaching decision, de- 
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dared that the rate constituted “a destructive competitive practice within the 
meaning of the national transit at ion i>olic\v” “The Inevitable effect of a 
contract rate,” it stated, was “to destroy competition for the duration of the 
contract." 

A sharply dissenting opinion pointed out the obvious—that “any competition 
tends to he destructive of <ompeting interests in some degree.” An attempt, 
“by means otherwise lawful," to stem diversions or to regain traffic, “can hardly 
l>e called unduly destructive." 

The Commission used its interpretation of the meaning of the national trans- 
portatinii policy in another recent and astounding decision to circumvent the 
1t>r»K act and raise a “rate umbrella" for the protection of a water carrier 
o|>cmting between the east coast and Texas. The Commission arbitrarily 
lagged railroad piggyback rates at 6 percent higher than rates for similar 
service by a water carrier. 

The )>eople of this country are firmly committed to fair competition. They 
recognize competition as the motivating force that pushes the economy of the 
l nited States, and the standard of living of its people, ever upward. 

\\ itness the antitrust laws of the Cnited States ami their vigorous enforce¬ 
ment by the Deiuirtmeut of Justice. 

Witness the fines recently imposed on 29 of the country’s largest manufac¬ 
turers of electrical equipment for <‘o)lusion in curtailing conijpetition through 
price fixing. 

Witness the jail sentences imjjosed on seven of their officers for participating 
in this (illusion to restrict competition. 

Witness the breaking up of some of the largest industrial empires in the 
Nation because they were found to have been engaged in practices that restricted 
competition. 

But look who is restraining competition in the transportation industry. Look 
who is doing the price fixing. It’s the same Government that is enforcing com¬ 
petition elsewhere. It’s the same Government that is hauling offenders into 
court, fining them, and sending some to jail. 

“But, wail the railroads* competitors, “the railroads are big fellows: they 
can put us ail out of business. They are monopolies and have to bo restrained.” 
And that may have Immmi true a long, long time ago. 

Half a century ago. practically all of the intercity travel in this country was 
by railroad train. Today, 90 jieroent of the intercity travel is by private*auto¬ 
mobile; 2% percent by bus; 4% l»erceiit by airplane: and 3 iiercent still travel 
by railroad. Times and conditions do change. 

Half a century ago. practically all of the Intercity freight movement in this 
country was by railway. Today, other forms of transDortation—motor car¬ 
riers, both regulated and unregulated, pii>elines and hargelines, ships and air¬ 
planes—account for more than half of this business; or 56 jiercent. The rail¬ 
roads’ i>ortion has dropi>ed to 44 percent. 

The regulated motor carriers* traffic volume last year, measured in ton-miles, 
was three times what it was in 1946. By contrast, railroad freight business 
last year, also measured in ton-miles, was 4 percent less than in 1946. 

Comparable figures for the transportation service performed bv unregulated 
motor vehicles are not available. It is estimated, however, to lie about twice 
that of the regulated motor carriers. This is the ty|>e of trausiiortation that 
is growing at a phenomenal pace. 

A recent Government study predicts that private and exempt carriage (by 
water, pipeline, and air. as well as by highway) can be exi>ected to account 
for half of the intercity freight not later than 1975. 

_The revenues of the regulated motor carriers alone in 1960 are estimated at 
$7*4 billion. The railroads’ revenues for the transportation of freight, mall, and 
express were about $9 billion. 

The railroads hauled most of the heavy, bulky and least valuable traffic— 
which, of course, moves at the lowest rates, and is the least profitable to handle. 
This is evidenced by the fact that the railroads, to collect the $9 billion that 
shipj»ers paid them, had to transport six times as many ton-miles of freight as 
the regulated motor carriers transimrted to earn $7Vj billion. 

Times and conditions do change, indeed. 

The situation today is a far cry from the mono]»o]istic bogeyman image of 
the railroads that their detractors are trying to convey to the public. 

The railroad industry, for its part, has no desire to detract from the images 
their com|>etitors have built for themselves—a spectacular rise from infancy, 
generated by initiative and enterprise, to the creditable positions thev have now 
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attained, where aon.e «f them In the motor carrier field good- 

and the general public from their varied services. insistent 

But if these images represent the whole story, "h> are t ry • 
tliat price rigging by government takes the place of fair competition. 

If aUforms ot transportation have an equal opportunity to eompete and are 
not .Permitted to engage In unfair competitive practices, then if one form of 
transportation succeeds in getting more patronage 

cause that form of tranaiK»rtatiou is giving shii>i»er8 the kind of sen ice tut> 

want at prices the shippers are willing to pay. lsu t *! lat | ,Ue |r ‘ofnn Uavi uk 
F rom the standpoint of the interests of the public, isu t that better than ha ug 
a liiidv of regulators deciding what business shall go to whom, rigging frtiglit 
rateif iKTonUngly','anti then justifying their decisions ^ o^inate^nterpr^ 
tat ions of the “meaning of the national transportation policy —decisions t lint 
wholly ignore the condemnation of price rigging written into the Interstate Com- 

"atwasr take issue with what Federal Judge J. Cullen Ganey said 
in imposing the fines and sentences on the electrical equipment maniifacturers. 

“What really is at stake here,” he declared, “is the survival of the kind of 
economy under which America inis grown to greatness—the free enterprise 

'“The conduct of those who had conspired to restrict competition by price 
fixing." lie continued, “had flagrantly mocked the image of that. eennoin c system 
of free enterprise which we profess to the country, and destroyed the model 
which we offer today as a free world alternative to State control, and eventual 

These*words are of historic significance. Their application to what has been 
going on in the regulation, by government, of the business of tran sportation in 
this country, and the two rate rigging bills now l>efore Congress, deserves the 
sober consideration of every Member of Congress Judge Oanev .' r^ nt 

similar respect by all those who are occupied with the administration of present 

regulation of transportation. . 

The Court’s observations should have a very special meaning to oerjone *tkO 
appreciates the American standards of living, which have their roots in in¬ 
dividual initiative, personal incentive, and private enterprise, and blossom 
only in the eliniate of fair competitive freedom. . 

Hotter goods and services and increased productivity are not the results f 
restraining competition and rigging prices. 


Statement of J. E. Gii.lii.and, Vice President, St. Louis-San Francisco 
Railway Co., St. Louis, Mo. 

My name is J. E. Gilliland. I am vice president in charge of traffic and in¬ 
dustrial development of the St. Louis-San Francisco Railway Co., whose offices 
are located at !MM; Olive Street. St. Ix>uis. Mo. In that capacity I have charge 
of the sales and service functions, the ratemaking functions, and the develop- 
ment of new industries along the lines of our company. 

St. Louis-San Francisco Railway company, which is popularly called the 
Frisco, is a common carrier by railroad operating approximately 5,000 miles of 
railroad in the States of Missouri. Arkansas. Kansas, Oklahoma, Texas. Ten¬ 
nessee. Mississippi Alabama, and Florida. Frisco’s principal lines extend south¬ 
westerly from St. Louis. Mo., through Springfield, Mo. f to Tulsa and Oklahoma 
City, Okla., and Fort Worth, Dallas, and Floydada, Tex., and from Kansas City, 
Mo., southeasterly through Springfield. Mo., and Memphis, Tenu., to Mobile and 
Birmingham. Ala., and Pensacola, Fla. 

My company has requested the pp|>ortunity to appear before your subcom¬ 
mittee for the* s|»ecific purpose of telling you about the development, in the past 
2 vears, of a uew technique of handling new automobiles by rail. Our company 
is proud to have taken a leading role in this new development because it is 
our feeling that the public interest has been served and that it represents a 
step forward in transiK»rtation techniques. 

The International Brotherhood of Teamsters has severely criticized this de¬ 
velopment in pamphlets circulated throughout the country, in its magazine and 
in the public press. As a result of this criticism many of its members have been 
exhorted to write to their Senators and Representatives seeking investigation 
of alleged illegalities and abuses in connection with the establishing of this 
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new method of handling automobiles and piggybacking of other commodities. 
In much of the teamster publicity. Frisco has been singled out for criticism be¬ 
cause of its active role in this field. Therefore, I would like to describe for 
you the development of the Frisco piggyback and special rack car rates on new 
automobiles. 

It is a matter of common knowledge that in the 25 years before 11)59 the rail¬ 
roads had been almost completely replaced as carriers of new automobiles. The 
extent to which other carriers replaced the railroads in this field is demonstrated 
by the figures set forth in np]>endix A which show that the railroads' share in 
the transiMirtation of new automobiles decreased from 75.fi percent in 1921 to 
35.3 percent in 19-40 and to 9.9 j>ereent in 1958. Frisco’s decline in automobile 
truffle followed the same general pattern. This decline in automobile traffic 
took place despite efforts by the railroads to remain competitive price wise. 
Needless to say it has, through the years, been a matter of serious concern to 
railroad management. 

The Frisco l>egan preliminary investigation of new methods for handling auto¬ 
mobiles in 1956. We took into consideration certain disadvantages associated 
with rail as compared with highway transportation of automobiles. Some of 
these were: slower total transit time, greater damage, no delivery to dealer's 
door, and higher rates in some instances. 

Although railroads generally maintained advantages over highway transports 
in lower costs, faster service from terminal to terminal, and all-weather, 24- 
hour service, these advantages were frequently offset by terminal delays. In 
addition, the loading and unloading of rail boxcars equipi>ed for handling auto¬ 
mobiles required more manipulation of automobiles than is needed to load and 
unhmd highway trailers. This is shown by the first picture which shows 
diagrammutically how automobiles (were and are) carried in conventional box¬ 
cars. Since few dealers are located on a rail siding, they must take team track 
delivery and make arrangements for deli'* ry of uutomobiles to their show¬ 
rooms if the automobiles are handled In rail lw»xcar service. This inconvenience 
and expense was eliminated when automobiles were transported by highway 
carriers. 

Our studies led us to the conclusion that piggybacking of automobiles would 
be a possible answer, and we approached the major automobile producers to 
determine whether they would be interested in this new service. They encour¬ 
aged us to progress the idea to the point of devising a plan that would offer 
transi»ortation from the end of the assemblyline to the dealer’s door at compar¬ 
able or faster transit times than the highway rarrles, insure minimum damage, 
and produce savings in total trans)M>rtation costs. 

We next approached a number of highway transporters with a proposal that 
we Jointly work out some arrangement which would achieve the foregoing basic 
objectives. By iuid-1958 the management of at least three highway carriers had 
offered their ready cooperation. We selected one of these in the Southwest 
which was more particularly suited to work with us in the territory we service. 
We borrowed some of their standard highway automobile trailers, loaded them 
with automobiles and placed the loaded trailers ui>on standard fiatcars being 
use for piggybacking other commodities. The second picture shows one of 
Frisco’s experimental automobile piggyback loads. These units were operated 
extensively over the Frisco system in standard o|>erating conditions and proved 
that the physical handling of automobiles in trailer-on-flatcar service by rail 
would meet all of the physical requirements stipuated by manufacturers and 
dealers. 

We had only one remaining problem to solve, namely, a set of rates to fit the 
proposed new joint rail-truck service. We arrived at these rates by simply 
asking our highway transporter what measure of rates he would require for that 
portion of the service he would perform. His answer was that he wanted the 
same revenue that he was presently receiving and had been*receiving for many 
years for similar hauls. Since this highway transporter was a common carrier, 
his rates were on file with the Interstate Commerce Commission. Stated other¬ 
wise, the motor carrier portion of the revenue was to be neither more nor less 
than he was then being paid by automobile shippers for similar hauls. With 
this information, we then determined what Frisco should get for its part of the 
complete transportation service. After extensive cost studies, we proposed, ns 
our proportion, a factor which would return to ns more than 100 jiercent of 
our fully distributed costs from St. Louis to Oklahoma and Texas. Fully dis¬ 
tributed costs include all items of cost and a return on investment. Thus, the 
joint through single factor rates finally decided upon were made up of the motor 
carrier's existing local rate and a fully compensatory rail factor. 
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Perhaps I should explain briefly how the motor carriers' rates had been pub¬ 
lished In order that you will understand how we were able to isolate the existing 
local motor carrier rate from the rail interchange point to float destination. Some 
automobile transporters have what are called initial rights. Tills means that 
they may haul from the point of manufacture to final destination or to another 
interchange point. The “initial” carriers generally published through rates all 
the way from origin to destination. The “secondary” carriers published rates 
from Intermediate points to various destinations. If an “initial’* carrier deliv¬ 
ered a shipment to a “secondary" carrier for delivery to final destination, the 
“secondary" carrier was in many cases given his local rate from the iiolnt of 
Interchange to IImil destination as his shore of the total revenue* Our joint rates 
were formed upon the same basis, i.e* r we were the initial carrier and the sec¬ 
ondary carrier got ins regular local rate from the point of interchange to final 
destination. 

The tariff providing for these joint rates was published to become effective 
May 15* 1959, So far as I am advised, it was the first tariff providing for a 
joint rail-truck service on setup automobiles* 

The Idea of such joint rail-truck service was not new or novel. Provisions 
for such joint rates and services were Included in the Motor Carrier Act of 
1985 and now appear ns section 210(c) of the Interstate Commerce Act, Many 
such rates are in effect on other commodities. 

I have gone through this explanation to demonstrate that the initial Frisco 
automobile piggyback tariff did not involve any new or significantly different 
principles. Every feature of this tariff except the amount of the rate had been 
approved either directly or indirectly by the Interstate Commerce Commission. 

Now may 1 explain briefly how the amount of the rale was computed* The 
initial rates provided for rail transportation from St* Louis, Mo., to two rail¬ 
heads: Tulsa, Okla*, where traffic destined to Oklahoma points would be inter¬ 
changed with the highway hauler, and Irving, Tex, (the site of Frisco's piggyback 
ramp facilities in the Dallas area) where traffic destined to Texas points were 
interchanged. For its services beyond these interchange points the truck line 
had asked for its regular published mileage rate from either Tulsa or Irving to 
the final destination. To this was added a rail factor of $50 per automobile front 
m. Louis to Tulsa and $fi<> per automobile from £U. Louis to Irving, Thus, the 
tariff published as a joint through single factor rate from St. Louis to Houston, 
Tex., $95*55 tier automobile made up of $ti0 for the railroad and $35*55 for the 
truckline which was its regular charge per automobile for 240-245 miles. 

A petition for suspension filed by the National Automobile Transporters Asso¬ 
ciation against our first automobile rates contained an extensive cost study which 
showed that the rail revenue to Tulsa was 115 percent of out-of-pocket costs and 
105 percent of fully distributed costs* In the case of Dallas ibis study showed 
that the rail revenue was 103 percent of out-of-pocket costs and 93 percent of fully 
distributed costs. 

Our reply to that cost study demonstrated that the National Automobile Trans¬ 
porters Association's cost study bad not only used incorrect mileages, but that 
it had also overstated certain other cost figures. The result of the Frisco's cor¬ 
rections was to demonstrate that the rail revenue from the rates to Texas 
amounted to 122 percent of fully distributed costs. 

Therefore, the Interstate Commerce Commission's Suspension Board, in con¬ 
sidering Frisco's original automobile rates* had before it an extensive petition 
for suspension including a cost study and an equally extensive reply including 
n cost study. Both of these cost studies showed that these rates produced com¬ 
pensatory revenues. Coupled with this fact was the fact that these rates In¬ 
volved no new principles and were a step in the direction of cooperation by two 
old competitors to coordinate their services so as to preserve the “Inherent ad¬ 
vantages" of each and to produce a lower rate for the shipper* I submit that the 
Commission very projieriy refused to suspend and that it thereby fostered a 
new development In transportation. 

These first rates been me effective on May 15, 1959, Initially only one motor 
carrier was a party to them* Subsenuently other motor carriers have asked to 
he included. In all cases we have allowed motor carriers to participate within 
the scope of the! r certifleate authority* 

After the original automobile piggyback tariff became effective, Frisco added 
other origins and destinations to that today joint rail-truck service utilizing 
piggyback is available from the St* Louis area to Alabama. Arizona* Georgia, 
Mississippi, New Mexico, Oklahoma, and Texas* and from Kansas City to points 
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in Texas. Then* were some important principles which directed the establish¬ 
ment of these rates: 

1. They were all joint rail-truck rates. In other words, a motor common car¬ 
rier of automobiles must transi>ort each shipment from the railhead to des- 

lin.itinii. 

2. There were no rates in which the Frisco participated within a circle a|>- 
proximately 300 miles in radius around each point of origin. We intentionally 
stayed out of this Held, believing that for the shorter distances up to approxi¬ 
mately 300 miles the highway hauler of automobiles could render a faster serv¬ 
ice than we could and at rates which would not be profitable to the railroad. 

3. We restricted rail participation to a limited number of interchanges. Thus, 
shipments destined to any point in Texas are delivered to the truckline at 
Irving (Dallas); to Oklahoma the truckline receives all shipments at Tulsa; 
shipments to New Mexico and Arizona are interchanged at Floydada, Tex.; and 
all shipments to the Southeastern States are delivered to the truckline at Bir¬ 
mingham, Ala. In this manner the trucks were given a maximum haul at the 
destination end. 

4. In setting the level of rates, we approached the matter by carefully (•on- 
sidering our cost for hauls 400 miles and beyond. Kxj>erience had proven that 
for such longer rail hauls we could |»erform n>ad haul service at lower cost than 
the highway haulers, and after adding profit to our costs and coupling them 
with the already profitable highway hauler’s rates, the two in combination re¬ 
sulted in a total overall lower rate. Manifestly, this t.vj>e of ratemaking is en¬ 
tirely proi>er and the fact that it does happen to result in lower rates than the 
highway hauler’s rates for long hauls is not destructive rate cutting. To the 
contrary, it is simply passing along the inherent advantages of both types of 
transportation to the shipping public, which is sound economics and in line with 
the national transportation policy. 

During the time that Frisco was experimenting with the handling of auto¬ 
mobiles loaded in trailers on flatcars, our engineers were also working ui»on the 
design of a railroad car which would handle more automobiles. They had felt 
for some time that a railroad car upon which three levels of automobiles could 
be loaded was practical. In January of 1960 Frisco, in cooj>eration with Pull¬ 
man Standard, produced a prototype trilevel car and began using it to trans¬ 
port experimental loads of automobiles over various parts of our system. From 
then until June of 1960 this car was tested extensively both by Frisco and other 
railroads. These tests had proved so satisfactory that in June Frisco placed 
an order to purchase 100 of these* cars. The third picture shows one of these 
cars loaded with 12 standard-size automobiles and the fourth picture shows a 
load of 15 compact cars. One needs only compare these pictures with the 
first picture to which I referred to see the obvious economies in using this type 
of car. Not only does it carry three times the number of automobiles, but the 
automobiles can be driven onto the railroad, car using their own power. The 
next picture shows the loading operation. Frisco’s trilevel car weighs approxi¬ 
mately 103,000 |m muds. This means that the railroad must haul approximately 
8.500 pounds of tare weight i>er automobile. In boxcar service the railroads 
generally had to haul not less than 15,000 pounds of tare weight ;>er automobile. 

We were again faced with the necessity of developing suitable rates to apply 
upon automobiles moved in the new trilevel car. Our exj»erience with the joint 
rail-motor rates in the handling of automobiles in trailers-on-flatcars had proved 
so satisfactory that the initial trilevel tariff, which became effective ou August 
20. 1000. followed the same pattern. 

The economies which are apparent from the pictures I have shown enabled 
us to further reduce the railroad revenue i>er automobile and at the same time 
realize substantially more revenue ]>er carload. This meant that the trilevel 
rates were lower than the piggyback rales had been. In addition, the use of this 
new car enabled our connecting trucklines to increase their efficiency in the 
handling of the automobiles. For example, upon receiving the automobiles at 
the interchange point they were able to use five and six automobile trailers for 
their haul, whereas only four automobiles were generally loaded upon the trailers 
which had to be carried on the flatcars. In addition, there was another basic 
difference. In the trilevel tariff a slightly lower rate ]>er automobile was pub¬ 
lished to apply on automobiles weighing under 3,150 pounds than applied on 
automobiles weighing 3.150 inmnds or more. 

This first tariff published rates from Frisco’s automobile loading terminal at 
Valley Park, Mo., to points in Oklahoma and Texas. Subsequently, we have 
added destinations in Arizona and New Mexico and in the Southeastern States. 
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We have also joined with the trucklines in publishing truck-rail-trnck rates from 
the automobile manufacturing points in Michigan, Wisconsin, and Indiana to 
the Southwestern States and we have joined with other rail lines in publishing 
joint rail-truck rates from Detroit, Mich., to these States. There are also pub¬ 
lished. both by Frisco and other lines, all rail rates which apply on the trilevel 
car. Some of these rates are published in a stated amount |hm* carload and 
require the shipper to load the trilevel car. Others are published on a per 
vehicle basis and the railroad loads and unloads the ear. 

While the trilevel car was being deveUq>ed and the shippers were lieginning 
to use it, a bilevel car was developed to handle loads which for various reasons 
are not adaptable to the trilevel car and rates have Ihhmi published to apply 
upon loads handled in this car. 

It would hardly Ik* possible to describe in detail all of the rates which have 
been published within the past year to apply on automobiles handled In trailer- 
on-flatcar service or on the bilevel and trilevel cars. Suffice it to say that 
a ship|H*r of automobiles can now obtain, or will be able to obtain in the near 
future, transportation of automobiles in all three kinds of service to virtually 
every place in the West. 

The principles which I have described, which dictated the establishment of 
Frisco’s joint rail-truck rates on automobiles in TOFC service, have been ad¬ 
hered to in the establishment of our trilevel rates. We feed that these rates 
have been published so as to give the public the benclit of the improved tech¬ 
niques of handling automobiles on multilevel equipment and to combine those 
benefits with the flexibility of the motortruck. 

There has not l>een a single petition for suspension filed against any of the 
Frisco trilevel or bilevel rates. While it is of course im]>ossible to state exactly 
why no such [tetitions were tiled, we feel that their absence is at least indicative 
that there was no unlawfulness and that the rates were fully comijennatory to 
the railroad. In developing these rates we again gave the trucklines their 
regularly published local rate for the portion of the service which they per¬ 
formed and we set the railroad division of the joint rates at a |H»int believed 
to Ik* fully coiiqiensatory to the railroad. In all cases the railroad receives sub¬ 
stantially more revenue iK*r carload for handling a trilevel car than it did for 
handling a flatcar loaded with two trailers of automobiles. Because of the 
greater efficiency of the trilevel car and the increased efficiency of the motor 
carriers, we were still able to reduce the charges tier vehicle to the shipper. 
This reduction undoubtedly accounts for the dramatic shift which occurred In 
Frisco’s method of handling automobiles. 

In the first 0 months of UMtO we handled approximately 53,000 automobiles in 
traller-on-flatcar service and approximately 3,000 bad been moved in trilevel 
service. During October of liKKi we handled 0,675 automobiles in trilevel service 
and only 1,140 in TOFF service. In November only 600 automobiles moved in 
TOFC service while 10,820 moved in trilevel service. In December automobiles 
in TOFC service had declined to 156 while 8,240 moved in trilevel service. So 
far this year Frisco has not handled any automobiles in trailer-on-flatcar serv¬ 
ice. Thus, it can Ik* said that at least as far as Frisco is concerned the piggy¬ 
backing of automobiles has given way to the handling of automobiles in the 
sj»ecially designed bilevel and trilevel rail cars. 

In some of the Teamster publicity there have been charges that the railroads 
were handling automobiles for less than they are handling some low-grade 
commodities. In one of the Teamster pamphlets entitled “A Dangerous Combi¬ 
nation." it is stated. “This is dramatically proved by the fact that in many in¬ 
stances the railroads are piggybacking the extensive Cadillac automobiles at 
rates clieajier than those they charge on sand and gravel." Nothing could he 
further from the? truth. 

On a carload of automobiles Hhip|H*d piggyback via Frisco from St. Louis to 
Dallas (Irving), Tex., the railroad received $480 [>er car. This is at the nite of 
3.48 cents i>er ton-mile and 67.5 cents per loaded car-mile. On a carload of sand 
and gravel between the same two iK>ints, the railroad receives only $167.30 i>er 
car. which is at the rate of 6.7 mills i>er ton-mile and 23.5 cents i>er loaded 
car-mile. 
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As shown in the following table* the difference is even more pronounced when 
the automobiles move on the new trilevel railroad cars: 

Railroad rates p St. Lou is-Dallas 



Automobiles (trHtfvel) 

Sand and gravel 

Bituminous 

coal 

Cadillacs (12) 

Small autos (15) 

Carload rate.-.___ 

tais..... 

$fi]9.... 

$167.30.. 

*401.10. 

18.8 mills, 
mA cents. 

Rate per ton-mile.___ 

S OE>(itS.__ .. 

4.5 cents.__ 

fl,7 mills.*,___ 

Rato per loaded car-mile.... 

87.0*1 cents...... 

87.06 cents._ 

23.ft cents. *. 


To demonstrate graphically Frisco’s average earnings on automobiles as com¬ 
pared with other commodities* I have had prepared two charts. The first (ap¬ 
pendix B) shows that during I960 our average lier carload revenue from sand 
and gravel was only $62,56 us compared with our average revenue on passenger 
automobiles of $436.34 per carload. This automobile figure includes some boxcar 
traffic. If boxcar traffic is eliminated and Frisco's earnings on traller-oh-fiatcar 
and multilevel automobile cars are taken alone, our average per carload revenue 
during I960 on automobiles handled in those services was $010.35. During the 
first 2 months of 1961 our average revenue on automobiles in multilevel equip* 
meat was $014,64 per carload. These average earnings from automobiles in 
multilevel equipment were higher than all other commodities handled by the 
Frisco, 

if average earnings per ton are considered* the next chart (appendix C) 
graphically demonstrates that Frisco’s average earnings |>er ton from sand 
and gravel in HMSfi were $1.01 while automobiles (including those handled in 
boxcars, in TOFC* and in multilevel equipment) produced $27.35 per ton. While 
I have not made a specific study Of the figures of other railroads, I feel quite sure 
that their experience i« substantially the same as ours. This would particularly 
be so for railroads operating in the same territory because* in general, we charge 
approximately the same rates for the same type of service. It is abundantly 
clear from these figures that the charge made by Hie Teamsters that excessive 
earnings from low-grade commodities arc enabling us to make ''cheap rates’" on 
automobiles is absolutely without foundation. The truth of the matter is that, if 
it were not for the high revenue which we receive from comm(xllties such as au¬ 
tomobiles, we would not be able to survive on the low-grade commodities. 

In summary, 1 submit to your subcommittee (hat the Frisco’s automobile 
piggyback ratew represented a step forward in the transportation of new auto¬ 
mobiles. It was a step which was made by the Frisco in cooperation with estab¬ 
lished motor common carriers of automobiles. Our experience proved that the 
shippers found this new service satisfactory and used It for a portion of their 
shipments. It by no means replaced the over-the*road movement of automobiles 
and there was little prosiw*?t that it could ever be able to completely replace 
such movements. The trilevel or bilevel cars and the rates applicable thereto 
represent a further step forward in the transportation of new automobiles. As 
far as my company is concerned* our progress in this field has been materially 
aided by the close cooperation of some well-established motor common carriers 
of automobiles. Together we have produced a new transportation service which 
is proving to lie highly attractive to the shippers. That service* I submit t clearly 
preserves the Inherent, advantages of each form of transportation and Is in all 
respects fully In accord with the national transportation policy. 

My comiwmy appreciates very much the opportunity to have presented our 
side of this story to your subcommittee. We think that It shows that within the 
framework of the present Interstate Commerce Act new methods of transporta¬ 
tion can be devekqied and put into operation. 

Thank you. 

(A ppend i xes follow.) 
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f APPENDIX C 

ST LOUS-SAN FflANCtSCO RAILWAY CO 
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Page 2 


METMOOl IV Si: IF?DIG MOTCT VEHICLES m<M F/hTCrtlSS 


Year 

highway 

RAILROAD 

BOAT 

Total 

Mat or 
Vehicles 
Shipped 

Number 

Per- 

Cent 

Number 

Per- 

Cent 

Number 

Per- 

Cent 

1921 

372,764 

23.0 

1-221,045 

75.6 

22,310 

1.4 

1,616,119 ‘ 

1922 

751,347 

29.5 

1,734,609 

68.2 

58,220 

£.3 

2,544,176 

1923 

1,142.315 

28* 3 

2,810,110 

69,7 

81,587 

2.0 

4,034,012 

1924 

894,825 

24*6 

2,652.216 

73.6 

55,499 

1*6 

3,602,540 

1925 

1,120,780 

26*3 

3,041‘, 092 

71.3 

103,158 

2.4 

4.265,830 

1926 

1,066,819 

£4,0 

3,123,345 

72,6 

lift i w 

2*6 

4,300,934 

1927 

730,639 

21*7 

2,538,110 

74.6 

124,369 

3*7 

3*401,326 

1988 

1,222.992 

28.1 

2,956,594 

67.8 

179,173 

4*1 

4*358,759 

1929 

1.958.736 

36,7 

3,178.773 

59.6 

199,576 

3.7 

5,337,007 

1930 

1,412.450 

42.0 

1,050,956 

55.0 

99,414 

3.0 

3,362,820 

“1531- 

1,050,545 ' 

44 n 

1,244.272 

52-3 

83,60s 

3-6 

2,awJ7<l*» 

1932 

706,977 

53*1 

573,780 

43*1 

51,103 

3.8 

1,331,860 

1933 

930.303 

49*2 

833,256' 

44*1 

126,256 

6*7 

1,889,817 

1934 

1,209,291 

44*2 

1,373,239 

50-2 

154,540 

5,6 

2,737,070 

1935 

1,899,974 

47*8 

1,798,909 

45.3 

272,458 

6.9 

3,971,241 

1936 

2,237.432 

50.1 

1,912,594 

42*9 

311,436 

7-0 

4,<61,462 

1937 

2 ,452,300 

50.9 

2,027,146 

42*1 

340,773 

7-1 

4,820,219 

1938 

1,330,334 

53.0 

1,026,441 

40*9 

151,632 

6-1 

2,508,407 

1939 

1,993,629 

55.6 

1,383,711 

30*6 

200, 549 

5.8 

3,508,889 

1940 

2,610.484 

58.6 

1,579,371 

35.3 

274,431 

6*1 

4,472.286 

1941 

2,756,974 

57*0 

1.795,025 

37* 1 

£87,703 

5* 9 

4,340,502 

1942-19' 

■15 Uar years 

not available- 





194G 

1,651*637 

53*6 

1 258,264 

40*7 

169,664 

5*5 

3.089,565 

1947 

2,022,773 

58*8 

1 # 6S0,66O 

35- 2 

206,106 

6-0 

4,797.621 

1948 

3,289,641 

62*2 

1,664,088 

31*5 

331,815 

6-3 

5,205,544 


" >.! 167,269 

66*6 

1,596,109 

25* 5 

490,273 

7*9 


1950 

5,776,706 

72*2 

1,640,994 

20*5 

585,356 

7*3 

0,003,056 

1951 

4,966,709 

73.4 

1,329,830 

19.7 

468,716 

6*9 

6,765,263 

1952 

4.321,273 

70*0 

840,262 

15- 2 

, 377*424 

6-8 

5,538,959 

1953 

5.712.360 

70*0 

1,114,479 

15-2 

496,375 

6.0 

7,323,214 

1954 * 

5,314,842 

00*5 

916,135 

13.9 

370,044 

5-6 

6,601,071 

1955 

7,549,286 

02.4 

1,141,095 

1£* 4 

470/911 

5-2 

9,169,292 

1956 

5,859,768 

84*7 

760,019 

11*0 

300,605 

4-3 

6,920,592 

1957 

6,159.743 

85*3 

661*387 

9-2 

399,390 

5*5 

7,220,520 

1958 

4,414,131 

06*9 

502,542 

9*9 

164,649 

3*2 

5,061,322 


S0UECE: Automobile Facta A Figured - Automobile Manufacturers 
Association. 
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Senator McGee, Mr. Showalter, 

STATEMENT OF C. 0. SHOWALTER, UNION PACIFIC RAILROAD CO., 

OMAHA, NEBR. 

Mr, Show alter. My name is 0. O. Showalter. My office address 
is 1416 Dodge Street, Omaha, Nebr. I am freight traffic manager, 
of the Union Pacific Railroad Co, I have l>een employed by the 
Union Pacific Railroad in various capacities for over 37 years, of 
which more tlmn 81 years have been in the freight traffic department. 
The purpose of my appearance here today is to give the committee 
the view of the Union Pacific Railroad Co. on trailer-on-flatcar serv¬ 
ice. The statement I am about to make is presented on behalf of the 
Union Pacific Railroad Co. 

The Union Pacific Railroad Co, serves 13 States and operates 
9,741 miles of railroad. In the year 1960, the company’s payroll in 
Wyoming was over $28 million, second only to Nebraska, in which 
the general headquarters are located. 

I would digress a moment. There was something mentioned this 
morning about the taxes that entered the treasury of the State of 
Wyoming as a result of the motor carriers’ patronage. 1 heard a 
couple of figures of around $2,000 or something. During 1959 the 
Union Pacific in Wyoming paid $2,262,000 in taxes. 

Trailer-on-flatcar traffic, commonly known as piggyback service, 
constitutes an increasingly important segment of our business and 
it is our position that the public should not be deprived of this service 
by artificial barriers. It is also our position that neither the motor 
carriers nor their employees have a proprietary right to traffic which 
can be handled more economically and efficiently by the railroads 
under a fair and competitive rate system. 

Senator McGee. Again I must ask the same question we asked the 
truckers and some of the railroad labor witnesses, do you allow, in 
your statement, an ingredient in your formula for the maintenance 
and sound operation of all of the transportation facilities, or do you 
insistj if it is a matter of lower costs completely, that the person who 
submits the absolute lower cost is the one who should stay in business 
and let the other one go to pot ? 

Mr. Showalter. Well, I think there is enough traffic for all of us, 
Senator, and I think there are certain needs of industry that we can 
each one service perhaps a little tetter than the other. Rut I think 
where it is open traffic that either industry can handle, that is, either 
mode, motor carriers or the railroads, that the low-cost agency ought 
to have it, and when I refer to low costs I mean all of the costs, those 
costs that the transportation industry itself pays as well as those 
that we pay out of the Public Treasury, 

Senator McGee. That’s all I have there. 

Mr. Showalter. At this point I think it might he well to clarify 
for the record, too, that the Reed-Rulwinkle bill that was mentioned 
this morning as granting immunity under the antitrust laws to the 
railroad, that applies with equal force to the motor carriers. So to the 
extent that we are exempt from ihe antitrust laws in rate negotia¬ 
tions, the motor carriers are likewise, under agreements approved by 
the regulatory bodies. 
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Mr. Barton, Mr. Sho waiter, it even goes farther, it applies to all 
carriers subject to the Interstate Commerce Act, doesn't it ? 

Mr, S 11 ow alter. That’s right. 

Much has been said about the alleged unlawfulness of railroad rates 
for piggyback service, but nothing of substance has been offered to 
support such allegations. 

Senator McGee, May I correct that ? At least in my interrogation 
this morning, there was no charge of unlawfulness, I think the charge 
was unfairness in the existing rate pat tern. 

Mr. Sjiow alter. That is right, so far as the hearing here. 

Senator McGee. I put the question specifically, are you charging 
unlawfulness ? There was no charge addressed in those terms. 

Mr. Si low alter. That is not the case, however, with the literature 
that lias been handed out by t he Teamsters’ Union. There were three 
words, if I recall, that t he rates were noncompensatory, they were dis¬ 
criminatory, and they were confiscatory in the literature passed out 
by the motor carrier employees, and that is what I hope to answer 
in part. 

Now, for the sake of saving time, I am going to hurry over some 
parts of my statement It is on file. 

Senator McGee. Yes, the full statement will appear. 

Mr. Show alter. Of course, the principal targe of Hie attack of the 
motor carriers is on the carriage of new automobiles, and at one time, 
as you have been so well shown this morning by the charts, the auto¬ 
mobiles all moved in railroad boxcars and you know the history of 
that from Mr. Roddewig’s presentation. I would like to point out, 
however, that in the year 1929 the Union Pacific handled over 65,000 
carloads of automobiles* passenger automobiles only. As late at 1946, 
which was the second full post-war year, we still had 34,000 cars of 
automobiles on our railroad, but by 1958 that traffic had dwindled to 
9,235 carloads, a loss of 72 percent. And 1 would like to point out 
here that the Transportation Act as it read prior to 1958 did not pre¬ 
vent the motor carriers from taking that automobile traffic away 
from us. So it isn’t necessarily the change that was made in the law 
in 1958, at least the law. the way it read prior to 1958, did not protect 
us from the motor carriers’ rate on the automobile traffic. 

In 1948 the Union Pacific hud an average of 5L712 employees on its 
payroll. By 1958 that figure had shrunk to 41,780, a loss of nearly 
10,000 jobs. In Wyoming alone in 1947 we had 8,600 employees and 
we now have about 4,200, 4,278, a loss of over 50 percent right here in 
t he State of Wyoming alone. 

While we deplored the loss of traffic and the loss of jobs by our em¬ 
ployees, we did not ask the Congress to legislate artificial inflation of 
the motor carriers' rates to force the traffic back to the railroads, nor 
did we accuse the Interstate Commerce Commission of conspiring with 
the motor carriers. We said, to be sure, that the motor carriers should 
pay a proper amount for use of the public highways, and we still say 
it. So does the President of t he United States. 

Mr. Boddewig Inis pointed out the technological engineering ad¬ 
vances that have made the low-cost rail transportation possible, so I 
am going to skip over that for the sake of brevity. 

The loss of jobs by motor-carrier employees has l>een advanced as a 
reason why some sort of artificial barrier ought to be erected against 
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the transporting of highway trailers on flatcars. Aside from being 
unsound economically and unfair to the public, whose interest is para¬ 
mount, that kind of reasoning assumes that all of the teamster unem¬ 
ployment is due to a shift of traffic from motor camera to railroads. 
That, of course, is not the fact. According to Ward’s automotive 
reports, t lie production of passenger automobiles by American manu¬ 
facturers amounted to 778,^85 units in January and hebruary of this 
year as compared to 1,347,988 units in the same 2 months of I960* I his 
is a curtailment in excess of 12 percent. 11 hen a group"of workers is 
entirely dependent on a single industry for employment, and that in¬ 
dustry, by reason of reduced demand, cuts its production 12 percent, 
unemployment is inevitable. I do not know what percent of the total 
number of auto transport drivers were unemployed as of March 1, but 
loss of traffic to railroads was certainly only a secondary reason at best. 
The railroads also have some unemployment by reason of the reduced 
volume of traffic brought about by the general economic situation. 

At this point I should like to offer for the committees inspection 
three tariffs published by the motor carriers in which the Union Pa¬ 
cific and other railroads participate, and you can have them for the 
record, if you like. 

Senator McGee. Yes, they will be received for the record. 

Mr. Snow alter. Under the terms of two of the tariffs, the rail¬ 
roads handle motor carrier trailer loads of automobiles between spec¬ 
ified points, with the motor carriers performing terminal and over- 
the-road hauls on both the origin and the destination ends. 

The third tariff authorizes rates for combination service under 
which automobiles are hauled over the road in trailers by motor car¬ 
riers approximately 250 miles, are then loaded on railroad trilevel 
cars for a haul of about 1,000 miles, and are finally turned over to still 
another motor carrier for handling to destinations ranging from local 
distribution to hauls of several hundred miles. 

May I repeat, these are tariffs published by the motor carriers, not 
the railroads, in which we, the railroads, have joined with the motor 
carriers in providing an efficient, all-inclusive service to the shipper 
at a lower relative cost than heretofore available to him. 

Senator McGee. Are these tariffs plan 1 tariffs? 

Mr. Snow alter. One of them is Senator, one is plan I. The other 
two are plan V, and one of the plan V tariffs we employ the trailer 
on flatcar, and the other plan V tariff we use the trilevel car, 

Mr. Barton. Explain the difference between plan I and plan V, 
Mr. Showalter, please. 

Mr. Showalter. Plan 1 is where the railroad becomes the party to 
the motor carrier’s tariff and the motor carrier at liis option and in 
the absence of any objection by the shipper may substitute rail serv¬ 
ice for bis own for a certain part of the haul. The plan V tariff is 
purely a joint rate where the rail carriers and the motor curriers both 
join in a rate over a route involving both carriers and the option of 
routing is with the shipper and not the motor carrier. 

Mr. Barton. Go ahead, 

Mr. Showalter. We respect our motor carrier associates in the joint 
venture represented by those tariffs. We respect them as far-sighted 
businessmen. They are conscious of their duties as common carriers, 

E ublic servants, and their obligations as public utilities, and we are 
appy to work with them on it. 

721SJ& O—62—7 
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Senator McGee. May I interrupt there for just t\ moment, Mr* 
Showaiter? It is necessary for KFBO to go oil' the air in just a few 
seconds and I think a small break here is in order. We have tried to 
represent during the TV interval of these hearings as many cross 
section witnesses of all interested groups as we could possibly get in. 
We will continue this pattern following the TV portion of this. 

I think it has heroine clear in the course of the testimony how com¬ 
plicated, how involved, the matter at hand really is because it includes 
people and jobs. The purpose of the Congress in soliciting this in¬ 
formation tiiis morning, in its quest for the facts, is only to try to 
maintain fairness and balance in the transportation industry, keep¬ 
ing healthy and alive both the trucking industry and the railroads and 
other parts of the country, the water carriers as well, I think that 
we have to bear in mind ultimately the effect of it all on the national 
interest, on the public m general, not just the shippers alone but the 
public in general. This is a factor that is of deep concern to the 
Congress. 

The question has been raised here this morning about the propriety 
of looking into the circumstances of passing along the savings of the 
genius of technology to the people w ho should benefit at the other end. 
This is not within the scope of this hearing. It raises an interesting 
area that may require inquiry by the proper authorities. 

I want to thank those who have participated thus far. I particu¬ 
larly want to thank KFBC for making its facilities available to this 
hearing and to the public in order to disseminate the w idest possible 
information in the public interest. 

Now we will return to Mr. Showalfer* I am sorry for the interrup¬ 
tion, 

Mr, Snow alter* That is quite all right. 

In the propaganda campaign our opponents have accused the rail¬ 
roads of hauling automobiles for less than we charge for hauling 
sand. So far as the Union Pacific is concerned, that is not true, and 
as you have seen also is the case with the Frisco Railroad by the charts. 
Ordinarily, sand does not move distances comparable to that of auto¬ 
mobiles because it is available in natural deposits locally in all parts 
of the country. Bate comparisons between sand and automobiles are 
therefore few. However, there are some types of sand which, because 
of peculiar characteristics, are required for certain uses and which, 
therefore, move fairly long distances. 

T have prepared, and there is attached hereto, an exhibit which sets 
forth the rail rates and rail proportion of joint truck-rail-truck 
rates on automobiles in piggyback service and on bilevel and trilevel 
cars* The rates and rail proportions are broken down to show mathe¬ 
matically what the railroads earn for the entire haul of the carload 
and for each n i He t he car is hauled. 

On the same exhibit there are shown the rail rates per 100 pounds, 
the revenue per car, and the earnings per car per mile on sand be* ween 
points of actual movement. It will lie noted that the railroads re¬ 
ceive 43.2 cents per car per mile for hauling sand from Ottawa, 
Ill., to Oakland, Calif. : 53,4 cents per car per mile for hauling sand 
from Ottawa to Denver, Colo.; and 44 cents per car per mile for haul¬ 
ing sand from Boise, Idaho to New Orleans, La* And, incidentally, 
that sand is of the same characteristic as the sand or rock that moves 
from Wyoming to the same territory. 
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Now, compare those figures with our earnings cm carloads of auto¬ 
mobiles, ranging from 62.5 to 70*6 cents per car-mile for piggyback; 
from 70,9 to 76.5 cents per car per mile on bilevel cars; and from 82*7 
to88.f> cents per ear mile cm trilevel cars. 

Senator McGee* Can you stop right there for a minute? Mr. 
Barton has a question. 

Mr, Barton, Mr. Shown Iter, on these figures for sand, what per¬ 
centage of empty haul for the cars involved is taken into account? 

Mr. Snow alter. Well, we have varying percentages of empty hauls 
on the different types of cars. On these' particular cars that handle 
this particular traffic, 1 wouldn’t be able to say, MrT Barton, but I 
would say this, that we would have a fair chance, I would think, on 
the sand cars, of going to Louisiana to haul oil well supplies, gondola 
cars, perhaps, in the return movement. 

Mr. Barton. In other words, there would 1 h? a substantial return 
movement in this equipment ? 

Mr. S how alter. Yes, I think there would lie some. 

Mr. Barton. What about the case of the cars used to piggyback 
automobiles; are they ordinarily moved back loaded or do they move 
back empty with no extra charge to the shipper? 

Mr, S i to Walter. Well, we try, where we can, to have return loads for 
trailers. 

Mr. Barton. What usually happens, what is the usual experience ? 

Mr. S howai/ter. Beg pardon ? 

Mr. Barton. What is the usual experience in the case of those cars ? 

Mr, S ho Walter, Well, of course, the automobile rack cars move 
back. They have to fake the racks back to the point of origin. 

Mr. Barton. It makes some difference, then, in the comparison, does 
it not, where you show 70.6 cents per car per mile for piggyback, when 
you know you are going to have almost 100-percent empty return haul ? 

Mr. Show alter. That would be true on the automobile piggyback 
but not on the piggyback as a whole, generally. 

Mr. Barton. Yes. Well, you are talking about automobile piggy¬ 
back. The figures are for that. Ait not these figures misleading in 
making the comparisons. They are not quite comparable, are they ? 

Mr. Showalter. They a it only misleading to the extent we would 
have a higher percentage of empty return haul on the automobile 
racked ears, which would be 100 percent, than we would have on the 
other cars, which might vary from a very low percentage to a very 
high percentage. 

Mr. Barton. In other words, they are not entirely comparable. 
That is my point. Circumstances surrounding moving the traffic puts 
these on a nonconiparable basis, 

Mr, Showalter, Well, that isn't the only way that they are not 
entirely comparable, Mr. Barton, The sand and the gravel will range 
from 60 to 70 tons for the 42 or 43 cents a car-mile, where the automo¬ 
biles would never exceed 30 tons. So if we wanted to l>e exact in all 
respects I think that the lower weight of the automobile cars as an 
operating expense would certainly offset the return or the difference 
between their percentage of return empty loading and that of the 
other cars. 

Mr. Barton. Mr. Showalter, Just roughly, what is the comparison in 
the value of a carload of sand and a carload of automobiles? 
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Mr. Snow alter. Well, I don't know, because we never tip any of 
them over. We never lose either one. 

Mr. Barton. But yon must have some idea what the two are worth 
approximately, per pound or per ton. 

Mr. Showalter. I really don't, but 1 know it would vary accord¬ 
ingly to the type of sand. 

Mr. Barton. Sand is very cheap, isn't, it ? 

Mr. Showalter. Tlie silica sands are not so cheap. 

Mr. Barton. But t bey don’t compare with the value of automobiles? 

Mr. Showalter. I shouldn't think so. 

Mr. Barton. Thank you, sir. 

Mr. Showalter. 1 would also like to call attention to these low 
rates again that Mr. Roddewig showed you on the chart of the wood 
chips and the pulpwood. They are also much heavier loading com¬ 
modities than automobiles are. 

Mr. Barton. Mr. Showalter, just a question on that. If you were 
just filing your rates on new automobiles with the ICC, would you 
make these rate comparisons as being on comparable traffic! Do you 
think you would offer them to the Commission in making your case 
on automobile rates? 

Mr. Showalter, I don’t think I would have to, 

Mr. Barton, I say, would you offer them? 

Mr. Showalter, My opponents would do that, 

Mr. Barton. But would you offer those rates on wool and soda 
ash, wood chips, pulpwood, and crushed stone? Are these comparable 
traffic; do they have characteristics compnnible with new automobiles? 

Mr, Showalter. Well, I am not sure that I understand what you 
mean by comparable characteristics, Mr, Barton. 

Mr. Barton. Would you say these commodities were similar in 
loading characteristics, in value, or most any other basis? 

Mr. Showalter. I would think not; no. Of course, the value would 
be a factor only to the extent that we would have a claim hazard, 

Mr. Barton. Yes: or the cost of handling, including the chance of 
loss, would be much higher for automobiles? 

Mr. Showalter, That’s right. 

Mr. Barton. Thank you, 

Mr. Showalter. You will note, also, from the exhibit that on car¬ 
loads of lettuce from California to Detroit the railroads earned 86.5 
cents for each mile as compared to our earnings on the automobiles 
ranging in the 68- to 88-eent range, and a car of lettuce I think would 
be more comparable in value to the automobile. 

Mr. Barton, Let's see. Lettuce in my supermarket in Washington 
last Saturday was worth about 19 cents a pound. What kind of an 
automobile can you buy for 19 cents a pound, do you think? 

Mr. Showalter, 1 didn't say they would lie entirely comparable, 
Mr. Barton. I think they would be more nearly than sand, more 
nea rl y coin pa rah] e. 

Senator McGee. Still a good spread. 

Mr. Showalter. Oh, I think so. 

My presentation here this morning has dealt largely with the move¬ 
ment of automobiles, but other piggyback traffic is involved. The 
Union Pacific first inaugurated trailer-on-flat-car service on its lines 
in August 1953. That it has made no serious inroads into the motor 
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carriers' traffic is clearly demonstrated by the growth of their reve¬ 
nues in the period since 1954. The following table lists eight of the 
principal motor carriers operating in the territory served by the 
Union Pacific and shows their revenues from truckload traffic in the 
years 1954 to 1959, and I want to emphasize that these figures cover 
truckload t raffic only, the equivalent of carloads on the railroad. This 
is the traffic on which the railroad is the low-operating-cosf agency— 
the traffic which ought to lie allowed the benefit of that low cost with¬ 
out legislative interference or allocation. The table shows the per¬ 
centage ratio. 1959 versus 1954, and similar revenue figures for car¬ 
load traffic of the Union Pacific are included for comparison. 

I am not going to read all the figures, hut of the eight motor 
common carriers operating in the territory served by the 1 nion 
Pacific, from their 1959 revenues on truckload traffic, they showed a 
ratio 1959 to 1954 of 205 percent, an increase of 105 percent. 

During the same years the revenue on the Union Pacific Railroad 
from carload traffic increased only 9 percent. 

Tt was mentioned a while ago whose ox was being gored. I don t 
think it is very difficult from these figures to see whose ox is being 
gored. 

One other thing I would like to correct, too, that this morning it 
was mentioned, I believe, a comparison between the freight charges 
on automobile parts and the setup automobiles. According to the 
best information that we can get and from our own rates in the tariff 
we understand that the parts to assemble one automobile, the freight 
charges from the I>etroit area to the Los Angejes area, is somewhere 
around $130 to $150 per car, per automobile. Under the new rates, 
the combination of rail and motor carrier rates, on an automobile 
of average weight, the freight charges would lie $321, more than 200 
percent of the transportation charges on the parts necessary to as¬ 
semble an automobile. 

Another impression that might have been left in some of the earlier 
testimony and that 1 would like to correct is that the TOM service 
of the railroads, the piggyback service, reaches only the metropolitan 
areas and it is of no value to the small towns. Nothing could he 
further from the truth. As a matter of fact, by use of the trailer- 
on-flat-car service to a railhead and then the use of these very motor 
carriers or other motor carriers that were here this morning, the 
trailer can then be transported to the small towns that are not able 
to take a large carload of, sav, automobiles, for example, on the multi- 
deck racks. So the trailer-on-flat-car service has as one of its very 
objectives the servicing of the smaller towns. 

Senator McGee. May 1 ask at this point whether you have some 
other materials there that you would like to correct the record on, 
whether you have many more of them? The reason I ask, we have 
an 11:45 dateline that Ve are trying to meet here on another matter 
just Ixpfore we recess and then reassemble after lunch. 

Mr. Show" alter. The only thing I have left to do. Senator, is to 
thank you for the opportunity of appearing here. That just hap¬ 
pened to complete my statement at this point. 

Senator McGee. This was a happy coincidence both ways. 
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(Mr. Showalter’s complete statement and appendixes as filect with 
the subcommittee is ns follows:) 

My name is CL O, Showalter, My office address Is 1416 Dodge Street, Omaha, 
Nebr. I am freight traffic manager, rates, of the Union Pacific Railroad Co. 
I have iieen employed by the Union Pacific Railroad in various capacities for 
over 37 years, of which more than El years have been in the freight traffic 
department. The purpose of my appearance here today is to give the com¬ 
mittee the view of Union Pacific Railroad Co, on truller-on-Hut-rar service. 
The statement 1 am about to make is presented on behalf of Union Pacific 
Railroad Co, 

Union Pacific Railroad Co, serves 13 States and operates 9,741 miles of rail¬ 
road, In the year I960, tlie company's payroll in Wyoming was over $27 mil¬ 
lion, second only to Nebraska, in which the general headquarters are located. 

Trailer-on-flat-ear traffic, commonly known as piggyback service, constitutes 
an increasingly important segment of our business and it is our position that 
the public should not he deprived of this service by artificial barriers. It is also 
our position that neither the motor carriers nor their employees have a pro¬ 
prietary right to traffic which can be handled more economically and efficiently 
by the railroads under a fair and competitive rate system. 

Much has been said about the alleged unlawfulness of railroad rates for 
piggyback service* hut nothing of substance has been offered to support such 
allegations. It does not constitute a violation of either the law of llie land or 
the law of economics for any type of carrier to attract traffic by doing a better 
job at a lower cost that still results in a profit. 

The principal target of the attack by motor carrier employees appears to be 
the traffic of new automobiles moving from assembly plants to consuming areas, 
and their objective, presumably, is the enactment of legislation which will divert 
alt of this traffic to the mol or carriers without regard to cost or public interest. 
It is claimed that the rail rates are noncompensatory, discriminatory and con¬ 
fiscatory merely because they have enabled the railroads to recapture—and 1 
use the word recapture advisedly—a imrtlon of the traffic which, for some years 
past, has been handled almost exclusively by motor carriers. But If priority in 
handling the traffic establishes an inherent right to continue to handle it to the 
exclusion of other modes of transportation, then the records will show' that a 
clear and unencumbered title to it rests with the railroads In contrast to the 
claims of the motor carriers. We had it before they did. 

At one time practically alt new automobiles were handled in boxcars equipped 
with special loading racks. Delivery was taken by ear dealers at freight house 
platforms or ramps. Then came the trailer, operating over the public highways 
from the end of the assembly line in the automotive centers direct to the deal¬ 
ers' show rooms, and our automobile traffic' began to dwindle. So did tlie* num¬ 
ber of railroad jobs. In the year 1929, the Union pacific System lines handled 
over 64,000 carloads of passenger automobiles. With the coining of assembly 
plants to the Midwest and west coast, accompanied by shorter hauls for local 
transportation and convenient drive-a ways, we lost a considerable portion of 
the traffic. By 1947, the second complete j*ost-World War II year, vve trans¬ 
ported 34,069 carloads of passenger automobiles, and by 1008 tlml traffic had 
dwindled to 9,323 carloads, u loss of 72 percent. In 1947, Union Pacific bad an 
average of o!*712 employees on its payroll. By 1958 that figure had shrunk to 
41,780, a loss of nearly 10,000 jobs, While we deplore the loss of traffic and the 
loss of jobs by our employees, we did not ask the Congress to legislate artificial 
inflation of the motor carriers’ rates to force the traffic back to the railroads, 
nor did we accuse the Interstate Commerce Commission of conspiring with our 
competitors. To he sure, we said that the motor carriers should jiay a proper 
amount for use of the public highways, and we still say it. So does the President 
of the United States. 

Through technological and engineering advances, we can now operate heavier 
trains, run faster schedules, minimize or eliminate terminal delays and carry 
heavier toads per ear. Ail of this has created a tier feet climate for extensive 
development of piggyback, the ramping or power-lifting of loaded trailers onto 
flat cars at locations either In or adjacent to train yards and, after a fast and 
continuous run to destination, the immediate roll-off or lift-off and delivery to 
consignee, Tim multirack car is n product of the same era of advanced engi¬ 
neering In railroad equipment and thereby qualifies for a location in the target 
area under attack by our opponents. 
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At this point I should Hke to distinguish between piggyback and multideck 
cars. Although placed in a common category in the propaganda campaign which 
condemns the use of todli* mnltideck cars are not piggyback anymore than varb 
oub other types of cars which are loaded direct without use of a highway trailer 
or other detachable container as a super structure. Multideck racks are a 
permanent part of the car to which they are attached. But in making the dis¬ 
tinction, l want to emphasize that we admit no lesser right to the use of the one 
than the other In our efforts to tailor our service to the needs of the shipping 
public. 

Also, I want to emphasize that if high-speed Diesel locomotives and high- 
capacity flat earn and their mnltideck racks are to be condemned because they 
are superior to rail equipment of the past and because they enable us to offer the 
public a better service at a lower cost, then the same “ctmdeinuation-of-progress” 
rule would have prevented the motor carriers from replacing or remodeling t heir 
trailers of four-auto capacity to handle live or six or even seven autos. Likewise, 
it would have forbid their acquisition and use of faster, more powerful and more 
efficient tractors as they became available. In short, it would have prevented the 
motor carriers from taking the traffic from us in the first place. We believe 
progress and technological improvement is essential to efficient operation in the 
transportation field, and it is our position that the public is entitled to the best 
service that like railroads or motor carriers, or both, can offer. Thjit is exactly 
what piggyback does and exactly what we have been trying to do with mnltideck 
cars. 

The national transportation policy, declared by Congress in the Interstate Com¬ 
merce Act, provides: 

"It is hereby declared to he the national transportation policy of the Congress 
to provide for fair and impartial regulation of all modes of transportation subject 
to the provisions of this act, so administered as to recognize and preserve the 
inherent advantages of each; * * •" 

A rail car that will carry from H to IS autos instead of 4 or 5 autos, and a 
Diesel locomotive that will move trains of 8,500 tons at high speeds with a regu¬ 
lar crew of five men, are Inherent advantages in the railroad industry*. It is in¬ 
comprehensible to suggest that the public is not entitled to whatever benefits 
may flow from full exploitation of these inherent advantages. 

A frequent repeated allegation of the teamsters is that there is some sort of 
unholy alliance between the railroads and the Interstate Commerce Commission, 
only because the Commission has refused to suspend, postjxme, or otherwise pre¬ 
vent the piggyback or mnltideck rates from becoming effective* Such charges are 
no more true than those with respect to the level of the rates themselves. In 
1952, In a proceeding in which the railroads protested the rates of competing 
motor carriers on Iron and steel in containers* and in which the mot or carriers 
offered a more complete service, the Commission said that they considered it their 
duty under the law to encourage improvement in shipping methods which brings 
substantial benefits to the carriers, inaugurating such improvements, the ship- 
tiers and the public 154 MCC 130. 153). Again, in lWi«, dealing with a motor 
carrier’s application for authority to transport automobiles, which was opposed 
by other motor carriers and the railroads, the Commission granted the applica¬ 
tion, saying: 

“We do not conceive our function in proceedings such as this to preserve the 
status quo at all costs, denying improvements or augmentations in trnusp>rtn- 
tion service. The transportation industry should i>e dynamic, rather than 
static; and we would be remiss in our duty, if we hampered, rattier than 
promoted* the free flow of commerce** (AT MCC 410, 413)* 

Surely, those who I relieve in regulation in the public interest will agree with 
this ns well as the refusal of the ICC to interfere with rati or joint rates by rail 
and motor carriers which are fully compensatory and lawful in alt respects. 

Loss of jobs by motor carrier employees has been advanced as a reason why 
some sort of artificial harrier ought to be erected against the transporting of 
highway trailers on flatcars. Aside from being unsound economically and un¬ 
fair to the public, whose interest is paramount, that kind of reasoning assumes 
that all of the teamster unemployment is due to the shift of traffic from motor 
carriers to railroads. That* of course, is not true. According to Ward’s auto¬ 
motive reports, production of passenger automobiles by American manufacturers 
amounted to 778,885 units in January and February of this year as compared 
to 1,347,988 units in the same two months of I960. This is a curtailment in ex¬ 
cess of 42 iiercent. When a group of workers is entirely dependent on a single 
industry for employment, and that industry, by reason of reduced demand, cuts 
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it« production 42 percent, unemployment is Inevitable. 1 do not know what 
percent of the total number of auto transiiort drivers were unemployed as of 
March 1, but loss of traffic to railroads was certainly only a secondary reason 
at best. The railroads also have some unemployment by reason of reduced 
volume of traffic brought about by slack business conditions. 

At this point, I should like to offer, for the committee's Inspection and the 
record, three tariffs published by the motor carriers in which the Union pacific 
and other railroads participate. Under the terms of two of the tariffs, the rail¬ 
roads handle motor carrier trailer loads of automobiles between specified iioints, 
with the motor carriers performing terminal and over-the-road hauls on both 
the origin and destination ends. The third tariff authorize* rales for combina¬ 
tion service under which automobiles are hauled over the road in trailers by 
motor carriers approximately 250 miles, are then loaded on railroad trllevel cars 
for a haul of about 1,000 miles, and are finally turned over to still another motor 
carrier for handling to destinations ranging from local distribution to hauls of 
several hundred miles. May 1 repent, these are tariffs published by the motor 
carriers, not the railroads, in which we, the railroads, have Joined with the 
motor carriers in providing an efficient* all-inclusive service to the shipper at 
a lower relative cost than heretofore available to him. In two of these tariffs 
we are using the motor carriers' trailers, for which they are properly compen¬ 
sated by their share of the rate, and in the third tariff we are contributing to 
the joint venture the use of our trilevel cars. 

We respect our motor carrier associates in this joint venture as farsighted 
businessmen* conscious of lheir duties as common carriers and their obliga¬ 
tions as public utilities, and we are happy to work with them. 

In their propaganda campaign, onr opponents have accused the railroads of 
hauling automobiles for less than we charge for hauling sand. Ho far as the 
Union Pacific is concerned* that is not true. Ordinarily, sand does not move 
distances comparable to that of automobiles because it is available In natural 
deposits locally in all parts of the country. Rate comparisons between sand and 
automobiles are therefore few. However, there are some types of sand which, 
because of peculiar characteristics* are required for certain uses and which* 
therefore* move fairly long distances. I have prepared* and there is attached 
hereto, an exhibit which sets forth the rail rates and the rail proportion of joint 
truck-rail-truck rates on automobiles In piggyback service, and on bilevel and 
tri level cars. The rates and rail proportions are broken down to show inn the¬ 
matically what the railroads earn for the entire haul of the carload and for 
each mile the car is hauled. On the same exhibit, are shown the rail rates per 
100 pounds, the revenue (>er car and the earnings i»er car per mile on sand be¬ 
tween points of actual movement. It will Ik 1 noted that the railroads receive 
43-2 cents per car per mile for hauling sand from Ottawa* III** to Oakland. Calif.* 
53,4 cents per car j>er mile for hauling sand from Ottawa to Denver* Colo,, and 
44 cents per car \m mile for hauling sand from Boise* Idaho* to New Orleans, 
La. Now compare those figures with onr earnings or carloads of automobiles* 
ranging from 52*5 cents to 70.fi cents per car i>er mile for piggyback; from 70.!) 
cents to 70.5 cents per car per mile on bilevel cars; and from 32,7 cents to 83*5 
cents jier car |ier mile on trllevel cars* This clearly disproves the false claims 
with respect to “lower rates on Cadillacs than on sand and gravel." Snob 
allegations liecome even more ridiculous when we consider that the earnings i>or 
car per mile on sand are for loads weighing from 53 to 75 tons* while even the 
heaviest load of automobiles would not exceed 30 tons. 

Note also from the exhibit that on carloads of lettuce from California to 
Detroit the railroads earn 36,5 cents for each mile as compared to our earnings 
jM*r car per tnile in the 03 cents to S3 cents range on automobiles. Also shown 
are some rates which open up distant markets for some of the raw materials ancl 
products of Wyoming* For these hauls our compensation ranges from 28 cents 
to 42.11 cents for each mile a car is hauled* and this is offered as further com¬ 
parison to demonstrate that our earnings on automobiles are ^compensatory," 
that they are not “discriminatory" to the motor carriers* their employees or the 
public* and they are not “confiscatory" of teamsters' jobs or motor carriers' 
business* Incidentally, the motor carriers have given the railroads no competi¬ 
tion whatever for the traffic in these raw products on which the rates are neces¬ 
sarily low and the movement of which Is so essential to the development of 
Wyoming and other Western areas. But I ean say to you that if, in res|>nnse 
to the teamsters' pleas, we are deprived of the more lucrative traffic* such as 
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trailers on flat cars and automobiles on multi deck cars, our ability to make or 
maintain such low rates on these raw materials will he greatly impaired. This 
should lie evident from the fact that our earnings on automobiles, which are 
about the same as on mixed carloads of highly manufactured articles, listed on 
the exhibit as “Alt freight/’ tWl cents io 73 cents jier cur (>er mile, are nearly 
double our average compensation of 37.6 cents per car per mile on nil loaded 
freight car movements handled by the Union Pacific in the year IJKJO, ami from 
two to three times our earnings cm wood chips* pulpwood and soda ash. 

There is one more thought l would like to leave with you on the subject of rate 
levels. We hear much these days aliout the “cost-of-service" and “viihie-of- 
service” concepts in nitemaking, I have been making freight rates for many 
years and to me these terms pose the simple question: “What rate can you make 
that will still show a profit and at the same time attract the traffic’*? I em¬ 
phasise the profit factor. We don’t want any traffic that, will not net *ts » profit. 
We don't want to handle any business at a loss. Rates are not established on 
the basis of the effect they may have on employment In any industry. They ©re 
made on a level which will attract the traffic and produce a reasons Vile profit. 
If, in order to attract the traffic, the rate must lie so low as to produce no profit, 
we do not want the traffic. Without belaboring the subject of Cadillacs versus 
sand and gravel, I would like to say Hint we would be glad to haul many, many 
tra inion ds of sand and gravel at I lie same compensation that we receive for 
hauling automobiles on flatcars. But if we had to haul automobiles at lower 
rates than wand In order to get the traffic', and if we could still make a reasonable 
profit in wo doing* I think Hint we should lie permitted to do m —and that we 
should do so. 1 would find no fault with the motor carriers for managing their 
business in the same manner. 

Although my presentation has dealt largely with the movement of automobiles, 
other piggyback traffic Is also involved. Union Pacific first inaugurated trailer- 
oit-flatcar service on its lines in August 11)53. That it has made ao serious 
inroads into the motor carriers* traffic is clearly demonstrated by the growth of 
their revenues in the period since 1954. The following table lists eight of the 
principal motor carriers operating In the territory served by the Union Pacific 
and shows their revenues from truckload traffic in the years 1954 and 1959. I 
want to emphasize that these figures cover truckload traffic only* the equivalent 
of carloads on the railroad. This is the traffic on which the malroad la the low- 
opera ting-cost agency—the traffic which ought to lie allowed the benefit of that 
low cost without legislative interference or allocation. The table shows the 
percentage ratio, 1959 versus 1954, and similar revenue figures for carload traffic 
of the Union Pacific are included for comparison. 

It isn't very difficult to see whose ox is lieing gored. 

On behalf of the Union Pacific and its thousands of employees* I appreciate 
the opportunity to appear here today and I hope that my presentation will be of 
help to your committee. 

Thank you. 
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M. * 


COUUCftCIAL CARRIERS, INC. 

C«rtlfl<»l4 ■*. «e-4»3* 

(r?»r Liu tf FirLicipAtlftg Carrier** im tm* *> 


FREIGHT TAR Jf F 1*0- 6 


HAINI M 

JOINT, SPECIFIC CONMOOl TV RATES 
F©» T»t TH*n3PWIT*fIOH 0^ 

^jTowoeiuts 

as Of son t it o m luit IS or Tariff 
FROM 

DETROIT, III CM r GM 

A«0 

CH fCAGD* ILLINOIS, WfO VICINITY 

Ai Ocrin«o 
to 

P0IHT1 AHO PLAOtl in THi SlATlt OF 

COLORADO, iOANO l mCVAOA, UTAH ah* MOM*MG 
AM 

JOtnT DISTANCE OR MILEAGE OQMIOOrTY RATES 

frp ptrflt, HliMpB m* OIUi|i, UllMlA AM fltllllft M «*H<N AMU. » ■ 

r lHt> hi yrttlHi *lii |ilM w • * 1111 i«MIO ntii ii m iUi« *f CUlImlA 
«***, IffUl, HU IM 


MOTOMAiL (TOFC) - MOTOR SERVICE 


Ftr nlirwi w pviniii fibLittupi, «* Up I H twin. 


ISSUED: $trri«M« 15, 1060 


EFFECTIVE: OtTOitn 1 ft, I 960 


iii 4 ii ir 

t. wn. mini 

MAIM * aillllMI 
W INI MMMU 1 

•tmll u. AhMp 


r mai 
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PIGGYBACK TRANSPORTATION 


I'JPPJPftT m, X TC *Hl»T TAMM t,. J 



1 U«t cr iipttciFitlw cuo:m 

fli bpi or Mruilnilti Corn era u n ***** ia tori: 

: an: a* fallout 


MOM 

■*i *i ca**j m 

1 Ktirt? 

**Ch**4aCl 

PCI **. 


Chicago* .i.»m U 4 Pacific aaiirooa Chmdi 

J Chicago, til. 

* 

Bofar to mi f »t tariff *na caul all Iimr r*UtU« to *Rouiiot*Caluorv l - t&o 

■houtinc- 


MUTtM - COLMt l 


Mu to Oi Caoaortlol Ctrrlin, roc.* Chit ago. tlliMU. Chicago uvj aorta ifaaior* Aanaop Compact 
b r Chita*, Bur Unite* I QuLoct >iilnii Coop an t or Cm tags. mica (alarm ml Htltll Railroad 
:oape*j, Council Blu r fa, io»a. Uaioa Pacino MUrsu, Chapeau*, »T0Plfti* Cowardii ctrritn, 
lot*. or 

nowco »H cwordaL .*rmn, lac,. Chic ago, Itiioei*, Cnlei§o, hurl it* toe o Miiroao 

cii^w. Otf i— . WT<PHft(, CoMuorutl Ctrrim, Inc. 


WXJT1M0 - ttUPM z 

Mot* cm Chicago trig Porta tioatom lulu; Co* pan; or Chicago. 'ufitr,*un * ^ulnrp fcaiiroad 
CtapMi. or Chicago, Rota faiiao *r.s pacific P*lir»ad C**paAp. Council »iujr«. 1o*a* Unioc Piclfu 
Aallroea, CbifHM, vjaBlng, C^Atf dil Carrier). Inc, * or 

Boat* 111 CbWagt. BurUaitoo B Qulhcv Railroad Co*p*AP. Cuapear.*. coutreiai Carrier** 

In. 
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I C C NO 1 


coMMiiuci \l <:\umi;Ks. i\c. 


« .rim. lit Ni mi itniN 

i I* irli* i|MiiMt • irr*rr V, (* •«« ‘ 


FREIGHT TARIFF NO. 5 

\ %V* M. 

JOINT, SPECIFIC COMMODITY RATES 

I- !*• |l <1 rill'M" 

AUTOMOBILES 

\ |*f.» • l'« llrtW I* 

I KiiM 

DETROIT, MICHIGAN 

\mi 

CHICAGO, ILLINOIS, AND VICINITY 

iMmul III rrm 
111 

PmiUh \ nil Haees In I hr nf 

COLORADO, IDAHO, NEVADA, UTAH AND WYOMING 

%I.M» 

JOINT DISTANCE OR MILEAGE COMMODITY RATES 

nun omuiiT. mh hk.in \ni> rimiso u i incus to 

Points 4 nd Hates \o| Prutidnl Mill* Joint S pet • fir f *m modi It 
R ales in the holes of ( alifornia. ( olorado Idaho Nevada. I lah and Wyoming 

VIA 

MOTOR RAII. iTOm-MOTOR SIRVKT 


lor reference to governing pabllraiionv ire Item S 




ISSUED JUNE 21, 1960 EFFECTIVE JULY 25, 1960 


. 

ISM I D BY 

H. E. BAKER, TroHic Manager 

Eaten— Dtvkdaaia 
JIM Bast MeNkhola Raad 
Detroit IS. Mkfclfa" 


«»!*»'• *• 


iNaur in UIA i 
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rum.! m ciiwns 

f-eU ( ) ■<*«■« L. WM'Tt. 1 'jD 


anjxt.- 

r- * ^r' 1 ' * 

" Synbola ki^ |*na l lu« * . 

| Awndfcnilk to UcM tif 
Application rilef. ...... 

\ Cirritn Llatn Hlv. 

I C.O.D.fhlFhoU . .. 

I CuihxJkiY dvlcrlpftuft ...... 

0* f IJUl lOW*.. . . 

D“Uy*d *nd **11 log i i*-, . . . . 

t> 1 apo* i % i on of T nt 1 iuh. 

j («Tf[Micy SiTYtrf I; SlHjk Di 1 *t 
E itri Driver.ch*m Tut . . r . . 
lair* «r upcc La) t-quipai-nt . . . 
G 1 **■ r r, i n*t jikiblitll LOBt. . . . 

H»ld-b.'nn Cl*vt«Ai. 

Hf'Ldlnp: 7* rhinal*. 

Ll'SA 1 bun M'lntaut VnlRhl Sfvlp*<ftta 

Load i nii and «n 1 end inn. 

Method of cancel Jin* Ilr«M. . 


nm 


115 

70 

15 


35 

I JO 
105 
60 
$5 
J 
IW 

Si 

v> 

U5 i 


i«-H«i 


*\ R/ICt 

*•' t *r > , t -ij b ** 

in S.Jtf ivKuU . . T 
On* r (fill '4 idL'lint Sht 
Pis tup ,1 1 I HT) . . , , . 

Prol.i tt-ji / } Ci'-Siv. Si*l<-* 

JUto,. .br.nt 

Culfir*«i ...... 

Idaho. 

Ni'IT*l.l ... 

(ft ah . . 

«¥-.*[ n, ...... 

J Nt On.t.iAi'1' -II H;i< •«. 

&<•* atliii , ... . 

A>! in* ! of,r n.r 01 vorm-hA. 

Ritueed and Lodt'i Lv<-r'-4 &r> ■! *»'M-* 
■uji— in bn Hue* Ffojtfhl CU^IIl' 

tit Imt V*-1 Applicable.. 

Storage tfLUlK+V.. 

lined Vnliir Iy* ... ...... 

riMhinn $rr*|ri' ....... 


tin 

75 

JO 


Wi 2*1 

JftO Xd) 

, 375-5*5 

, 17 3.510 


« 

h-9 

9 


uti or iAMTvcmtiw ciurtits 



MAKE 07 CANFmn 


..1Chicago. . .HUn-Jit 

CblCA|t‘* Biif I ItUfUin ft Chi I nty Mi l (f. >.i4 C .araq j ......... ,iCMcfl«(»', . flllnm* 

Cewrdil C»rrH*r-( Ini', .. .lOr-nm Michigan 

inlvn fjnfli Hr I 1 road ...... ....Omaha. , . .Vhraaka 


EXPUMfJljAi (if UHRmiTtM iEn.HI.!»Cl MRUS ASD SY** 0 L 3 


PCI NO. 


3 

3 

IVSuiit* 

JR 


ASUKYlATIOtf 


EXPLANATION 


.Hour# bAlam t*»Hn O'cluck Mid 

1 *l*M And O f WR NlMl/ 

Carrier .... P*it nrip*limg Carrier herein. 
C.O.O.. . . . Collect on . 

1..(AM. 

Id’jipwnt , . . Motor Carriers Truck* Tractor*. 

i Trailer* or Setl-lr* l Irn, 
fi * . * , . „ . fort. 

MiClRih - . . . luiRht* 

I.C.C..Intfrml' C«w<i«1da, 

Imr.. ..... IlKiirpOTiled. 

Ml IK.On* l**th of * rent (I.OOi). 


1 AriMRFYIATION 
RXIT.REVCK '■IRA 
OR SlXUX 


T~ 


5. . 
St . 

Tore 
¥., 
i . 
s . 


ran m ions. 




SxPlanat im 


■ourii tM4«^*0 t *►?!»* 0 c 
■ od 0 >im'i MiiJfl 

South. 

Saint, 

triltrr ># 1 1 .it car , 

Hvrnl . 

C*m ot rnti. 

Dollar or pillars. 


*rk Midday 

uibt . 


CHICWULLIMOIS AMD HCJMITY 

ClltCMO. IlUoo*,aa appl ied *« >q* point* and yilair* tn ChIcajjn. | H innU and thonr f U hta 

Ihj* are* buuodrd nn the Rorth ToUliif Awenue .<-n the tHrat an.] Sun! h b* 111 1 .ib> WiRlniy N4 and i^n 15* 

Cast by Uhr HichiRin and tht- 11) ittoia-Indiana Siam Lla<-. 


DESTINATION 

TTw l*T« Urntioatiun M appl ied ht-min m^arn i** p+unl »f dOlMTv 

The l*r* ShlEnrnl ai art I li-d hrfeln, a-nm a nHdofnwnl nl cua*odlt lira dnrrilwd ht*rr i n vn one 
bill c*< ladin* UT Ft'Cripl to oftr r-ifiiiaiHt.tii one dfftiniUnn mi on* day. 


TRUCELOMI 

Tho ter* Truckload a* applied fvrrotn Beann a trurt and trailer.or tractor and >r*i^traIU-r or 
trailer, loaded t« iti* lull »l*iblc r*MC1tt.or to the viaivu* arlRkt nr quantity ap! t ttied ihnSever t* 
tftc l*na*r (ana 1 Irr) quini i i y ,suTi j-.t! to trurkliftf aiilkui aright «>f q^aniltv ijii-rr *p*-rjti.‘d. 

THUmMl OR ritl'CtAifAV SENT ICR' 

Til* t*FB Trui kavay" .or Trw Uu> Sdr*lc*",«n Applied fw-reie feiM tin 1 1 inaporu t i-hp uf ,.rn* nr 
•or* of th* I'uwiciii i*a (frsrrtbrd herein *kcft loaded into or upin carrier a «iuk *nnt • mairwcied t'»r 
nt tranaporttn* iwch inaadii ie* over the hlghtarm. 


3 I*;l 1 DMIVLXvAf SERVICS 

The ler« ’’Stifle ttn^itu SL*rle>~,u applied hot*in anaan the Uii>^.rt«ii<>n ot a mntle *ui»r 
trhicl* *nwn driyea under it* inn piner t»y an iutborlud hfrwatti if* <4 itu 1 carrier. 


for crpUoattofi uf kbbr**lailnnn.refi.renc* mrtrn and ay*l>N]a.*e* P*(* 2 (above). 


3 
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ntiiOT TAiirr 


I CAT 1 OP Of UTU 




goyi&slj*; m4.jciti«b 

Gr.tr r lil L Akl > iTin^'rtfri AUoCiatioa.Ag*al ,*utIty Clmlv loJ-O KT-J ( C,C, 

A .134 SuftpleKDtl There!u or successive issues Ihfref. 


Governed X-uechold Goods Camera Burtlu, Ap nl. *Uf»g* Guide Jio.ft. MF-1 .C ,C .Mb .7J *upp trwDTi 

Thereto >JT N'JI'ftl 


. *■ *pt n cithers i*c pro*|divd hcri lb>> L'mfufB Classification Mo.5.W**l*ra CIbuJ f lealioo 
. IU.I .C.C.Ai. 


Ciittrnm >F"f> 

C>M*il t*. A*J' m. I ,C .C,i-i. 

sixes in mroim mi;icNt cussirtCATioa »m am-icAni* 

TIh foil rule* Jd Unitor* freight C|u«!lrMl<« Mo.S Xi-stern £!«***Ii«i ion CmII t*e.Ages!. 

SX.C,* <SV h-.Y app 1 inb] -- in mho'-ct l-ft ellh rale*, rule* or n-gglai io*a bleed la ihti lsrlff H 
1*1 twl >1 Uk In Othrnlic i|<H ill^ 1ft r*HMH*rlloB elth individual ll***; 
l» 11 H ,14 I IS, 33,21 37 . 29 .*i 3 J , 31 , 34 . 35,43 .44 ,17 add IX. 


COXlKIlJTTf piseiimiGhS 

'IUti» 1R>J CMftf>-v Mat’d in Tbi* t*nH Sill t^S) lu Ihr fullusing 

Sotc'lifc»feIl*-v J'■ i‘pa.Ch*»ai h. afi>i pari* and nrrv*iurlr* Sovmg in CuAnortIon »ith uhipe+nt ri thereof. 
Truck I. >i*ri PiniHuo aright li.lKXI pounds in **r h of > slaisus of t*i. T ruekIoeds,aubjret to R 
■ Hum* •t'lghl of 3JM pound* pf r Vi'hlrlc.ricrpt II elStnlie provided ,im riotett 1 and 2- 
PK7TS 1-Th.- ,vl*M applicable to tOOSodllt*S used in I hi* lltf shall be the IlCtory shipping 
eo if hi ii ip iihuti on ill I l> f Lading or Krci‘lpt lutjffl to correction. 

PWTi i-dlrl nan«r herein include the tf jf.ppurtit ion 0 f ol 1,eater. 1*1011oe or tsU-frem 
solution necessary for the opera!Ion of each vehicle. 


Liss ham m mufti vnotfr swiPiawTs 

! Leas Than IIRHul Might Sbipsenft ell I be accreted for transport at ton Subject to the foltoting 

i condlI loner 

CM loch sbipsents elU be held at the terminal of the currier for eoveeent silk other ahip- 
■ehl* •« hereinafter provided ,*u h jet t to I lee O, 

(i> Such ah|p**Dt>.Uclodini those l unsigned to interned Lite lb.or via holding lerslnala u 

provided la tlel 25.sill hoi Jh- triaapnrled until shipsenTs aggregate the tlmui quanti¬ 
ty Ipec 1 i led Id the tariff for aovaM&tl under the provision* of this lien or unless 
shipper has lnatructed nrru-t to tranapnrl such ehlpeent* an * sinlouseetght shipsent. 

( C) Such BhlpMflt* that aggregate the pinlan* quantity specified ts the tariff el U be Irut- 
purted it the rates here Ilia I Ter provided. 

U) When nhlpwDte In either of the teo truckload* are cuftSlghedr 
(a) to the nas* destination.^: 

(b> To dmtlnatlori ehowc distance fro* firm dest i Pit loo .through each nucceeglve 
dee t thatlon,does not caceed Hvent y-f1ve (T j) •t Lei or; 

(c> far carriers convenience only .mingle vehicle* »i}f be coMblUed Into truckloads 
elti other vehicle that aggregate The iprcHlrd atnlsu* eeight .or actual 
•eight if grealor. provided the destination of each a ingle vehicle IS 
Interned late to the defttlnatlona of the trucDiufed. 

(2) Vhen the list tat too* pmcntird In sub-par agraph <1J shove are exceeded the rales 

hereinafter provided *ill be applied plu* *a additional charge of suty rents (60^) 
per tile for osch truckload , for I hr distance In eatuns of such 1 lsltst j uit* .Such 
add)tional charge *1)1 apply onlr to the shipSenla consigned to the destination or 
destinations lb races* of the Unit at tan, 

NOT!--Where there are teo or *ore payors of freight charges.the charges for Such 
excess mileage shall be divided equally bet*»n all vehicles La sace*s of such U*l- 
taiibb, 

(3) The rale applicable sill be the irurkluad rate fro* aria Is to each deal Inal ion plus 

■n additional charge of |2,23 per destlnation,except shipSeat* coshtned into truck- 
loads for on# drat illation or sbtpsents consigned to bolding trrel&als. 

The charge for a less than sinI sue eelght shlpsent shall,in so ease.sicsed the charge on the 
aasr ship seal at the truckload > Lit leu* eetght and rate. 


SULDIM; TERMIIULS 

Shlpsestl destined to points Lntererdlate to.to or routed via the carriers' holdlog tsrstnal 
Spec If ted for delivery to points and place* indicated.till be farnarded froe point of origin In 
truckload quantities m 4 shlpsents routed beyond such holding teraiaals *111 be held sham neces¬ 
sary.by the carrier,!1 Lie holding terminal spec 1fled,for additional ahlpsents ffn* the ease or 
other shlppere.at The sane or other pointa of oriels.and *111 be coeblaed into truck loads a* 
provided in tariff, for the purpose of apply ins tl» provision* of the lea* Than slalsua eelght 
shipeent lies 30 tkw bolding Eersinal specified aha 11 be considered a destination on shlp**nts COB- 
signed fro* point of origin to. interned Ute to or via such bold tog lersinal. 


C4Mitt 

HOLD)MS TKKKttfAL 

QltTlNETltW Of Sd 1PKEUT 

Cosperctal Carriers.lac** * . ] 

Cheyenne ,Vy t is lag ...... f 

Chicago.|LIisois , . 

f'rovtso.n 1 linn* ...... 1 

9*H Lake CUy.Mah. 

J______ 

Col or ado. Id a ho Nevada, tit ah and 

Vytpsing 

Sevada and Utah 


For eipl anal too of abbrevtat ion* , reference sarta and ayabold.see P*gt 3. 


1 
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id 

BtCKBP tm HtlVBT 

hl« published ID ibis Thrift .except tl other* t a* provided, include ;Hku[> ind deiiifr; ml 
points directly mad cooveoleatly accessible io carrier’a equipment, Tbs earner *ay drive each 
vehicle fro* point offered tor ehipseat to tbe carrier's umul or iioriif yard located sltbla 
tb* iunicipL Italia of point of origin or adjacent theretn.aod,in the event carrier's equifmeat 
cmaoot conviaitaUr a*** deliver7 dlnctl; to the consignee,vehicle* na r be drives ml destlMtloo 
fros carrier'a isrsiul to cocaine*** place of business.altar preparing such vehicles for aura 

Ml bod of dal inry . 

U 

urmp mjiu mum wntnwra 

All mbipMata refused or undelivered for map mao* tsyoed tb* carrier ‘a control,etll ba 
placed la a public licensed varrhous* or prifv {after leader of dgltvmry to consign** or after 
iDtice of arrival Ua bee* liven consignee) at lb* coal of the oensr aad subject to a lie* fear all 
traseportatlca aad olber liflul charges including the charge for atprsie aad tra ns par (alios charges 
computed at four uilla (l.CXH) per 160 pound* per silt fra the billed destination to the armrest 
storage pout. If smell refused med/or undelivered vehiclea art rrcaaifhed by the other to bob* 
other point F transport* 1 jo* cb»r«i.u computed at four ail la {§.004} per 100 pounds pet *lle fra 
drill**! destination to flaal dealinstlos.mIll apply .subject to the specif ied ainiaua wight pro- 
vision* aad atoragt chargee. 

40 

ucoHJiGwnrr on diyimicb 

iKenaifiMit dr divsrmio* of mfripmeDta aadr subject to this Thrift till ba pent tied.ela : 

i ebaage la mm of cone ifivec. deal last loa or route, hlptatt say be recon* *gn#d e it haul 
charge at any tlsa baton ships*at Leaves tbe terminal of orlgiBating carrier *t potal of origin. 
Aiptiti after leaving origin terms* 1 any be r+coaatmtd at a charge of S3 -DO per Bbipaeal. In 
addition to charges provided be 1 oe r under the folloving cocditiooa 

la) It the through rat* fm origin to fltllL destination published herein If n*v destination 
la beyond first destination and remits in no deviation la rout*. 

(b> Wen a datlntioa In route in caused by the reconalgomest,additional charges sill ba 
aaaraaed on tb* basis of four nil La («.004> ear 100 pounds per nils for each all* or fraction 
thereof is excess of aileage fra- origin io final drstination via the shortest practicable route. 

ic> then recooslgOMaf rsaulla la a back-haul fro* point stopped for recooalgnmenf or A lv*r- 
bis* ia tranelt. toSgrd tb* saint of origla.charges sill l* maaemssd on the banin 0/ rat* rr* pout 
of origin to puM* itapped far rfCMii|W4t or diversion plus four mils per 10G pound* 

ear site for the additional allcage In excess of the mirage froa point of origin to point stopped 
for meansigmneeit or diversU» that tbe abiMeat van carried in stating the diversion, CULT cm 

cubi ]■ pCTTiviTio bill n pmiTTm front mi itm nn ucarsuJnafT ut&nmc-n«9 um 
ucwtvm umi mimirr us Lett thhinal *t poiwt or gbigu. n*cocmgn*snt at through rate fro* 
point of origin to final destination *111 not be protected shea sbipBast he* been unloaded tra 
Imeaportntios vehicle at first desuoatloo Concept as others lee provided}, la nucb lostuces 
rate published ft* origin »iat to first destlaalloa plus charges computed at four mils Cf.ffM) 
per 100 pounds per alls sill be aeemacd, subject to through rate to final destination >a all Inn , 
ill rv^urata for divtniw or reccmaigwet aunt he *ad* Tn eritlag aad addreveed to the origin* 1- 
iag carrier at tbs address shorn tn ibis Thrift. 

K 

rrouct cuo8 

[ mcujoui nnum 'J. 

At point of arigih nuid in thin tariff, rates published hers it sill include (3) thrss Jys* 
free etonfv Ins lha first T OO A.ii. foUoslag receipt or coMOditia* la tmcklond guantltlag,*ad 
therseflar.e&ea tbs act or failure to *cl by lb* cDuipur and/or eoa*lg*e* reaulia in ntor*ge P tb* 
charge* alii be at the rite of 33* per vehicle per day or fraction thereof.Sundays and Legal Boli- 
dhys .national .itate and Ihialclpat .but sot hair-holidays .sill b* excluded and eben a legal holiday 
fs 11a 0* iuadhy.tha f cl losing Monday sill be excluded la datefiUO* IlM. 

USS TlAJf TlUCtUMD BKPURTt 

At point of origin oaaed in this tariff .lees tbaa trucbload ahlp**ata *tU ba acctptad for 
traaaporut ion, subject to tbe folioetng atonge pmvisioM: 

U) Bn lea uard in this Tariff include storage of such shipseota for a period of fifteen 
days fre* tb* first 7 00 jI.H. after receipt of tbe sbLp**at by the carrier. 

<B) At tb* axpiratloo of tb* fifteen days grace period. If it le found that the carrier 
cannot perform tbe tram*portatioa service a* provided la !t«* 30.the carrier elll 
aotifv lb* shipper end tbs shipper mil have tb* option ofi 

(1> lamovinf tbe *h ifHvnt froa tbs tarmloal of tl* carrier aitbia taelve hour* free 
receipt of nolle*.or 

(3) instructing tb* carrier to bold tbe ebipMat for an additional period of tie*. 

<C) la tb« event tb* shipper do** sot remove tbe abipaent from tb* t«ralaal of tbe carrier 

eitbin tb* prescribed tselv* hour period.or if the shipper instruct* tbe carrier tn cae- 
tlhue to bold lb* sblpMot for as additloaal period of tie* .a aibrage cbsrge of tsenty- 
fiv* cent* per vebicle till ba asn*ss«d for racb ivtpty-fisr hours or fraction, thereof; 

(1) storage chargee *tll be Cnpuled fro* tb* first 7 O0 |,M.,«blCb IS ISelr* boar* or 
sor* after tb* t*** tb* shipper received the notice fro* tbe carrier that option* 

(1) or {3} of paragraph <B> above aunt be *ureived 

' » 

LOAD IK ID tflLOUUD C1ADS3 

Except as otberms* specif ltd, rat#* published ta this Tariff iscisd* tb* expeaac of baadiiag. 
load lag asd uploading, at point of origia end deslios t lon.etcepi that coMlgsor or couigh*# sill 
perform tb* lauding and unloading of C«odttlss tbst cauot b* loaded Or ualnded under their on 
pCMT. 

for txplssetio* of abftr*vlaUomKr*f*r*sc* arka tad symbols .*** f%t* J. 
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nuicttf Titirr *>.* 


affucatic* or um 


,-£52- 


Hum um'o YiiTiB Tna 

DetaveC jwd/or «1U^ tl«r rao—d **» the art or failure Id it I if tuawlgAOr OT ruBil(irr 
nh.il i* oitfird it the rale at S3.5l> pet hour prr a*n CiM»l eftr Hour ift*r arrival It Ottftl 
point,latermrdlate eoim P Md/ur point* of drlivery. _ _ 


charges to* irm driver 

Vflrn nflgMlfd by iftipptf * nd/or *heu requ > r*d by Slate or Federal rrp lit itin* or olbrnrlif _ 
«ln drive* .ill b- turn label it th* applicable rale f«* the ■("Mtcnl plot 11*) Mull per 

• Hr I nm puiitl «f Willi Id deal Id* Hm Vhcb not relocated by shipper.and ritra Hrlrrr I* neew*, 
mn ,ji<ii in 'f »urh rt^urrieni till ie given «hi[.r*r in advance of aovcagni of wf iniptsi - 


USED VEHICLES ^ , ltl ^ 

Tin rwlww on iwoitlt ten,■ * na-w it in lie* 11 wbch both cdWrtdi 11C* <*rt> u*fd new).will b* 

gut* jp 11 1 o in oddHluP*! handling i-tuige i>| Two Dollar* t|3.'0Ol per veh.clc. _ 


C.O.D. SHI WEFTS 

C.0.1?, |ro| lift tm drJilveryl shn*rn(* will fee handled at a Charge of $1 » fler phip^nt in 
addition to in.* ntm nurd herein. Hie iitAihl Id be collated ousil hr lilliciled in bold ft surra 
up<*n the face n| the bill of Lading or Shipping receipt 

Earn carrier *halt rmt each C.(LD.collection dlrteUy to th* coonignor or other person 
deft Ignited hr the conaignor in payee priwipUy and ■Uhtii Leo (ID) daya after del leery of the C.O,D, 
■htpoent to the coneignee. 


ORDER HILL OT LADING SHI WESTS 

SbipernU tendered on an Order Hill of Lading mill adl fe- accepted on lew prior apetific 
' arrihgewrnta have been •*<* between the ihtpper and the carrier. _ 

VASHIP*, 3E1V 1CE 

Vben requested by the consignor and/r>r coaaigne*.vehicle* »)11 t* w*«h«d reroute or at 
deal lutton before delivery at a charge of four dol lam m.QO> per vehicle. _ 

CAM I LR S LI ABILITY 

Earect a* otherwise provided .camera till not he liable for d*«agr* r*u*rd by leaking brake 
fiiiidaHubricariU. battery at Ids and/pr rod mt *jr*l*-» intl-lrwit solution. __ 


WIOTBCTlQb W COOLtB STSTIH 

During the season -hen cooling svsten retire* pruti-cl ion fn« I ruling. auch protect In -ill 
be turn]abed by,and at th- em pr awr <i1.the shipper. 


EXTRA Oft SWCm ECJt 1 WERT 

Carrier mil not be reafMjnmbie lor apeciai or mn rquifwni not *i inched lo the vehicle 
unlew aperinceHy 1 tiled un the full of Lading or Shipping btcipi. 

HOLD DOkH CLEVistS 

Ratea provided herein include the return of Hold down clevis* s furmahed by tie erTisignur io 
gOilt of origin Of shipment* lr*naported with *ucb hold do- ft clrviwe*. _ 

EMERGENCY SERVICE H SlBLE EHtlTO 

Single dnseaway **mee at rate- provided herein *HI fee wbali luted in order IP complete 
delivery when carrier “a truck* aod/cr trailer* ire diaabled en route or because of i*p*a**bir redd 
or in ibe event of any other emergency, _ _ 


DiSKBITIQH OT TRACTtOh5 


Vhea the l ran* portal I on rate* and/or ChaCgea .-.•ruled by Ihe ralm naeed herein r*pu It |n 
ion■ of Iran than one-half uf a eeni.aa»e ill! hr reduced id tb. neat lort?r rtqle omi and 
re* (waiting is frmrlldf« of dht-baif Of a crnl or greater »Ll be iwrraied to the deal 


110 jfractldPL 

charge* reaulling 
higher wfeolr cent,. 


Hrmoo or caktellib itdis 

A. this tariff l» ■upplefc-nted.noihered ite-s «ith letter HurfiAea cancel correapondiigly 
red UCM ii lie original tariff or in a prior *M»J*nerl La I t*r aufflae* *111 be u*ed in 
alphibeuciil *equ**c* starting *itb A. Eanaple-rie* 400-A cancel* lira 400 and Its* 410-1 cancel* 
110-h la a prior auppledeot .which in turn cancelled lie* 410. __ 


Mmdo tw oghoriiiG reissuhj ratter jh sippusiEirrs 

Hatter brought forward without Change Itm. onr *upp1e*ent to another will be design*ted .» 

"Reiwaued" by > referwoc* nark la the fora Of * square ehelowing a nu-t*r.lbe nu-ber being that of 
the aupplraeat 119 Which the mantled natter firat appeared in H» currently wfftctiwe iorw, Tu 
detentne ita original effective d^e,conanIt the auppledent in which the reissued natter firat 
beca» wf feet i«. _ 


Hheciever reference 1 * wi 
therefore mtiud* aucceaftvw 


AHEKQHTHTS TO iTTMS PACES 

ide to aflf Hew or Page li tfei* Tanll.wuch reference i» CO 
taauea thereof. 


Tat eiplanatlaa of abfere v la 11 a*, t*f ere ace darh* and *ybol*.*ew hp f- 


TI199 O -62 -S 
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J01KT DISTANCE CP "ll-IAGl CCWRDin MTTS 

COtSS i'-ApplM? MprSjirilaii!l C riR» fr** CMw.llliaota.Aa* v», iniiy.u a*nn.n herein..* 

t**11 1 • iiriKiMlini at u. fc»t »*c.Richlican 

Diataice .»r Nii.ip t —Olt, rata* am-., herein aa> be u*mJ ..nljr vhe« no apceillc through 
rate* f».«a and to ik aaar point* have N>« n provided 

APPI SCAT ION 

To deteraine c^andUr rate* to point* and rUcr. not provKhd • ■«?. Joint Sp- tfic fuaaod.tt rate*.Uret 
deterain. ! he alira** froa Cheyenn.-bn-tmt.tr the ™aaidered ! JJl" ablJ^rla'or !fln 

• i lease HiitMt «M»i) h#reio and the rate »t*i«n for Q.luan I —III r " ,al * applicable frt* lh troll 
Mirhtcan.and for Coluan 2 «lll be the rat. applicable Iron Proi i*»». I io©»* 

louTiPC - caiw i _ . . 

toote via Cuaa. rcial Can iera. Inc. .Chicago, IIIinola.Chicaao and Rorth ??|!L 

Chicago, Purl logton b fjutney Railroad Coapany, Couwc 1 1 Rluf fa. It—a. tfcioa lh. tlu Rail road. Cheyenae. 

Iout* 1 v?a C Oaia| , rc**l C Carr*#f«!l®c'..2iraito. Illltioig.Chirafo.Rurlingtoa b Quincy Railroad Coapaay, 
Cheyeane ,*yuaing,C«aaercUl Carrier*. lac 


Roirrntc - cauw i 
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683! 

582 

3*4 ’ 

443 * b95 

824 

50 ! 

84 ft 

b*4 

r 56 3 

MB 

144 699 

623 

104 

852 

885 

564 


443 6 ft 1 

626 

505 

855 

6*6 

565 

i*7 

446 694 

*27 

506 

*57 

68 ?! 

56A 

Mrt 

447 6 ft* 

62* 

M7 

MAO 

6*8 

567 

589 

448'6ft9 

b 2 V 

M* 

663 

6*9 

568 

570 

44ft 7ft 2 

b !0 

fiOV 

865 

6 M 

56ft 

371 

450 7*5 

631 

51o 

86 * 

Aft I 

570 

572 

451 7tl7 

*32 

5U 

*71 

6 ft 2 

571 

*73 

132 7 Hi 

*03 

512- *74 69J 572 

tit 1 

*53^ 71! 

! *34 

513 

[ *76 

694 1 

573 


lf.4 715 

633 

514 

; *79 

Aft5 

374 

>ro 

453 7l« 

63* 

515 

j 8 tt 2 

b96 

S75 

577 

136 721 

9*17 

SI * 1 

1 885 

6 ft? 

376 

a79 

437 724 

6 !N 

517 

887 

69* 

377 

579 

1 : 4 ' 72* 

*Jft 

518 

8 ftO Oftft 

57* 

:mo 

459 729 

640 

519 

«VJ 

TOO 

579 

:,m 

469 7J2 

*41 

530 

895 

701 

380 

3«2 

161 ns 

642 

521 

as* 

702 

Be i 

583 

4*2 737 

64! 

522 

90! 

703] 

M 2 






. -I 


394 

46! 1 740 

044 

52! 

. 904 

704 i 

583 

595 

464 74! 

645 

534 

' 90* 

703 

384 

596 

465 745 

64». 

515 

909 

708 

5*5 

597 

488 748 

647 

528 

via 

707 

58* 

369 

467 , 751 

846 

527 

915 

706 

5*7 








3ftft’ 

466^ 754 

64 V 

526 

917 

709 

36* 

5V0 

469 75* 

650 

529 

920 

710 

589 

391 

470 719 

651 

530 

923 

1 711 

590 

592 

471 I 762 

652 

531 

925 

711 

591 

393 

477 785 

853 

532 

928 

713 

592 

394' 

473T 767 

, 

' 654 

533 

931 

"mi 

h 593 

5ftB 

474 ' 770 

65S 

534 

934 

7131 394 

5ft6 

473 ; 773 

656 

535 

938 

716, 

395 

397 

476 [ 775 

657 

536 

939 

717' 

398 

598 

477 778 

65* 

i- +- 

537 

942 

I ,,t i 

397 

5ft» 

479* 781 

65ft 

53* 

945 

, 718 

39S 

boo 

479 7*4 

660 

539 

947 ; 

; 720 

599 

*vl 

480 78* 

6*1 

540 

930 

: 731 

600 

1-02 

481 769 

6*2 

541 

95! 

722 

601 


182 792 

6*3. M2 

935 

723 

802 

i*>4 

48-. 7ftS 

*64 

MJ 

65* 

[ 724' 

603 

603 

484 7ft7 

665 

544 

m 

735 

804 

bl »8 

495 AW 

66 * 

545 

984 

, 726 

603 

U07 

4*6 BO! 

667 

546 

966 

1 727 

606 

809 

487 *05 

* 6 * 

S47 

969 

728 

807 

i*Uft 

188 809 

!”«»■ 

54* 

972 

f r» 

608 

610 

499 .811 

*70 

54V 

975 

; 730 

809 

611 

490 -834 

671 

550 

977 

7!i 

610 

612 

491 916 

1 672 

351 

980 

73! 

All 

613 

492 |U9 

673 552 

9S3 

1 ™ 

612 

.*w 

I*f* 2, 
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Supplement No. 3 
contains all changes. 


SUPPLE. WT HO. 3 
TO 

I. C. C. VO. 5 
(Cancels Supplement \o.2) 


NATIONAL AUTQ.OBILE TRANSPORTERS ,*SS0CIATIGR, AGENT 


SUPPLEMENT NO. 3 
TO 

TARIFF NO. 50li 


Naming 

JOINT SPECIFIC AND MILEAGE CQUMCDITY RATES 


For 

The Transportation of 


AU1CLCBIIES AND OTHER CCHL'CEITIES 
(As described herein) 


FROM 


TO POINTS IN IKE STATES OT 


Flint, Lansing and Pontiac,Michigan 


CALIFORNIA 1 LOTAH* UTAH 
COLORADO NEVaDA UASHDfOTGN 

IDAHO OREGON './TCkilMG 


VIA 


MOTOR (TRUCXAUAT)*RAIL (TRI-IEVEL RAIL CAR SERVICE)-UCTGR (TRUCKAWJ) 


Distance or Hileage Cccmodity Rates naned herein nay be used only when n 

Commodity Rates (other than Distance or Hileage Ccroodity Rates) have been 
(Mb 11 shed to apply from and to the saae points over the sane route. 


For reference to Governing Publications, See Itea 10, 


ISSUED FEHtOART 10, 1961 EFFECT IV3 MARCH 16, 1961 

(except as otherwise noted) 
Departure fro* the terns of Rule 9 (e) of Tariff Circular 20 is authorised 
under permission of the Interstate Commerce Commission No. 90999, dated 
February 10, 1961 


Issued fcy: 

T. V. BREUZNBBCK, Traffic Manager 
2356 First National Building 
-Patrol! 26. lilchlgin 
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- HL- 


lbt <y purridmTD* .vtm cu«w 

tartlolpating 0»rrt(rt Li u tfiown 


\M/ 




Tariff 



A1CND 

NIK <T CUW3B 

ADDRESS 

Add 

Hcrthsm Pacific Railway Co*g>aitf 

St .Paulj ytnn. 


LIST CF BUlTiaPATIMQ RAIL CARRIERS 
Tli* List af Participating Rail Carrier* ia u *ho*n on F*g* ? of Tariff 


POUEH CF ATTOWEI 


FA 1 Ko* 13 


TABLE CF CqTQJTS 


SUBJECT 

item 

PAGE 


204 

2-3 


500-860 

2 

w 


508o-5oi*o 

10-11 


CtEJJLATIVE BffiEI CF OIRREM ITE1C 

In w Ite»" added in iuppl*o#nt* and. “Itcne" in the original tariff which 
hm been mmrvUd in aupplenenta an llited below with reference to the 


rmi 1 

SUPP. 

ITEM 

SUPP- 

ITEL 

SUPP. 

ITCH 

SUPP* 

ITEM 

204 

3 

570 

3 

650 

3 

730 

3 

810 

l 500 

3 

500 

3 

660 

3 

7ii0 

3 

820 

1 510 

3 

590 

3 

670 

3 

750 

3 

8J0 

I 520 

3 

600 

3 

600 , 

3 

760 

3 

8LO 

' 530 

3 

610 

3 

690 

3 

770 

3 

850 

suo 

3 

620 

3 

700 

3 

700 

3 

5020 

550 

3 

630 

3 

710 

3 

790 

3 

5030 

560 

3 

m 

3 

720 

3 

000 

1 , 

Souo 


SUPP. 


APPLICATION cr RATES 


ITEM 


CD 

20-4 

canoala 

20 


SUBJECT 


(XMICOITT DeCRJPTICII 

Bata* e nd charge* na^wd in th.li tariff apply 0(1 th# following 
ocaamdltl#* (Sa* WOITS 1 and !)* 

(a) Automobiles,new,pa*a*ng*r,co^l#ta or not ecmpl#tSpfinltfi#d or 

not f tnirfi*d,ch*i#l» f e#t up, and 

(b) Automata tlaajuaedppaseangar, complete or not collate ,finirfiad or 

not finl#i*d,a*t up,u**d automobile* passenger will b* subject 
to id additional har*Hing charts of two dollar* (12*00) per 
tabic!** 

MOTE 1 - Rat#* includ* the diaries for th* transportation of oil, 

**t#r,gaeoliro,anl/0r anti-frees* n*c**saiy for th# operation 
cf each fdiiele. 

KOTE 2 - Tb« wai#it applicable on th* wotor tahiolea shall b* the 
factory tfiigpinf waig&ta a* ah own on th# bill of lading or 
MiippU* receipt eubjwct to correction. t 

(continued) 


For 

cf-tariff 


it ion i# 

AM 


Lbajiln. 


jgnri>oLtvr*f #r to fefi IT 
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i-jM*. 3 \i am: hb. Sol 


APTUOlTIai <r RATES 


L 


SUBJECT 


'XI 

20-A 
cancels 
20 

\ 

tconel) 

I 

1 


>*. d Jtled 

'15G pounds or leas 


cofcjr ;n Docmrscti - 

JAnlaia Truckload, 7ihul« weitfing 
*ii (6) vehicle* * 

ItUlnnfli Truckload, Vehicles neighing over 3150 pound® 

4 five (5) vehicles, 

* Doe# not apply for the account of Contract Cartsge Company, 

Pontiac ,1b, chi gen or Motorcar Transport Ccnpary, Pontiac, liich i gen. 
The ainlaia truckload for Contract Cartage vOcspaqy, Pontiac, 
Michigan, or uotorear Transport Company, Pontiac, Michigan, is 
five (5) vahiclaa* 


JL [ Refer to Title Page of Section No, 1 on Pkf?* ? of Tariff and cancel 
matter ahonm thereon and in lieu thereof substitute the following * 
SECTION NO, 1 


all 


- - - —r.rv" 

FRCtl 

TO POSITS IK TVE STATES CF 

Baaing Feints - Ch ays run* t ity<xJjig 
on traffic from Flint, Lansing 
and Pontiac, Michigan 

California Nevada Washington 

Colorado Oregon Wyoming 

Idaho Utah 


Motor (Truck* way 1 {Tri-Level Hail Car Service)-ibtor (Tnickawsy) 
BASUg PCBBT - Cheyenne, Tfifing 


For application of joint rating, »*e Itea 5000* $010, 50?0 and g03O« 



joint specific cai cd nr rates 



FRCU 

TO POETS III THE STATES CF 

Flint, Lansing and Pt>b tlac, 
Michigan 

Idaho Montana 


BASIHQ POUfT - MILES CUT, ^QJTAMA 


V Via 

Uotor(TruckMiig)r) - Rail (TTi-Level Rail Car Service )-Jotor(True kmmy } 

Rates na—d in thia aectlon are specific commodity re tee and do not alternate 
with rates named in other sections of this tariff* 


For application of Joint Routing, See Iters SObO* 


INr e^lmUai S rifev*r*aiteaj f v*r**«no* wte W **f *r ** fm if 

fit Tariff infl iMfl mm lwulM - - - - - _ 

-3- 
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sipciiw* •». J a i km: .!.■« ^—--- 

SECTION MO. 1-A I 

j >r: sucitk cavor.:' . > ■ 

n. t on? FBI -,i 


itu: 

TO 

IDAHC 


— 

Rates A 

,pply From 



Flint, Michigan 

Lansing. Michigan 

Pontiac, filch Iran 

I (A) 

I IB; 

l (A) 

t IB) 

1 (A) .1 (B) 


Aberdeen 

187.17 

221.09 

179.82, 

211.81* 

168.57 1 

222.81 


Albion 

195.57 

230.09 

188.22 | 

1 220.81 

196.97 I 

231.81 

500 

American Falls 

188.17 

222.39 

.81.02 1 

| 213.11* 

189.77 1 

221*.1L 


Arco 

187.17 

221.09 

179.82 

211.81* 

188.57 I 

| 222.81* 


Ashton 

173.17 

206.01 

165.82 | 

[ 196.79 

171*.57 

207.79 

— 

-— 

Bancroft 

191.37 

225.59 

181..02 

1 216.31* 

192.77 | 

|227.36 


Blackfoot 

182.62 

215.99' 

175.07 

1 206.71* 

183.82 

217.76 

510 

Bliss 

200.27 

235.19 

192.92 

1 225.91* 

201.67 

236.96 


Bolss 

211.57 

21.7.29 

201..22 

1 238.01* 

212.97 

269.06 


Bonners Ferry 

202.07 

237.09 

191.. 72 

| .27.81* 

203.1*7 

238.86 


Buhl 

201.52 

236.1*9 

196.17 

1 227.21* 

202.92 

1238.26 


Burley 

196.92 

229.39* 

187.57 i 220.11* | 

196.32 

1231.16 

520 

Caldwell 

211.. 52 

250.19 

207.17 

' 21*1.21* 

215.92 

1252.21* 


Carey 

192.57 

226.89! 

185.22 

217.61, | 

193.97 

228.66 


Cascade 

220.1.7 

256.69; 

213.12 

21*7.61, t 

221.87 

1268.66 


Couer d'Alans 

200.27 

235 . 19 ' 

192.97 

225.91* 

201.67 

1236.96 


Council 

227 .07 

263.99 

219.72 

251*.71* ! 

228.1*7 I 

1265.76 

530 

Craigeont 

219.92 

256.29' 

212.571 

I 21*7.01* ■ 

221.32 1 

1258.06 


Declo 

191..92 

229.39 

187.57 ! 

! 220.11, , 

196.32 

231.16 


Donnelly 

222.87 

259.1.9 

215.52 

250.21* ; 

221*.27 

261.26 


Downey 

189.62 

223.69 

182.27 

2U*.I*1* | 

191.02 

225.U* 


Drigge 

177.72 

211.9U 

170.37 

201.69 1 

179.12 

212.69 

560 

Dubois 

183.02 

216.59' 

175.67 

207.3li ' 

186.62 

228.31 


East port 

205.02 

260.29’ 

197.67 

231.01* 

206.1*2 

21*2.04* 


Oeaett 

215.17 

251.19, 

207.82 

21 * 1.22 ; 

216.57 

252.91 


Fairfield 

203.27 

238.39 

195.92 

229.11* ! 

206.67 

260.16 


Fort Hall 

183.67 

217.291 

176.32 

208.01, 1 

185.07 

219.06 

550 

Oenessee 

212.22 

267.99 

206.87 

238.71* ' 

213.62 

269.76 


Glenns Ferry 

203.27 

238.39) 

195.92 

229.11* 1 

206.67 

260.16 


Gooding 

199.07 

233.89 1 

191.72 

221, .61. 
_* 

200.67 

235.66 


Grace 

193.12 

271.1? 

185.77 

218.21* 1 

196.52 

229.21* 


Orangeville 

223.1.7 

260.09’ 

216.12 

250.81, 1 

226.87 

261.81* 

560 

Halley 

196.12 

230.69; 

186.77 

221.1*1* 

197.52 

232.1*1* 


HoMdale 

216.37 

252 .M 

209.02 

21*3.21* 

217.77 

251* .21* 


Idaho Falla 

179.1.7 

212.791 

172.12 

203.59 

180.87 

211*.51* 


Jercne 

199.07 

233.89* 

191.72 1 

221*. 61* ' 

200.67 

235.66 


Kellogg 

196.12 

230.69 

186.77 I 

221.1*1* 

;197.52 

232.66 

570 

Ketch ua 

197.32 

231.99 

189.97 

222.71* 

198.72 

233.76 


Lewiston 

21ii.S2 

250.1.9 

207.17 

21*1.21* I 215.92 

252.26 


McCall 

221.,12 

260.79 

1 216.77' 

251.51* '(22S.5? 

262.51* 


OOUJ.II A - Rates apply on vahiclaa welding 3l5t) pounds or last. 

^^^g ^g^g s Hagse pu a. ws - g ign r 
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3ECT1T. HO. 1-A 
IcJHT SPECIFIC CdL\ I.ITT * 
If ,oL*AJT- Ff* *HKL 


?£* - 


m* 

TO 



K*tes j* 

Jy Free 



l 


Flint.^ichi«an 

UnairiG 

, t Ui chi^an 

Prmtiac 

jtliehigar 

j 

IDAHO 

i i*) 

’ 1 (8) 

1 U>) 

U (B) 

t M ,i t3) 


KacKay 

190.77 

226.96 ‘ 

183.62 

C'15.69 

If?. 1? 

226 69 

i 

IftUd City 

191.92 

226.19 

186.j7 

■216.96 

W.}2 

2?7*9L 

, sac 

iftiririaa 

212.77 

268.59 

205.62 

i239.36 
213.16 

211.17 

2S0.3U 


Itoor* 

l6o 37 

222.39 

181.02 

iay.77 

22hAh 


kontpelier 

196.72 

231.36 

189.37 

222.09 

1^6*12 

231-09 


Moreland 

183-02 

216.59 

175.17 

207.36 

186.62 

216, Ji* 


Moscow 

210.62 

266.09 t 

203.07 

2Jf .36 

211.82 

2hl^h 

590 

LountcLd Kotie 

20'.. 27 

261.59 

198.92 

132.36 

207.67 

2fJ *31 j 


Hullan 

193.72 

228.16 

166.37 

218,89 1 

195.12 

229 *09 


H*«pa 

213.97 

269.89 ' 

206.62 

260.66 

215.37 

251.61* 


Nndile 

176.62 

209.76 ! 

169.27 

200,69 

176.02 

211.69 


Mew Headova 

225.87 

262.69 

218.52 

253.66 

227.27 

266.66 

600 

Ifciperee 

221,67 

256.19 

216.32 

268.96 

223.07 

259.96 


Oraftno 

219.92 

256.29 

212.57 

267.06 

221.32 

258.06 


Paris 

197.87 

232.59 j 

190.52 

223.36 

199.27 

236.36 


Fiyatta 

216.17 

256.39 f 

210.82 

265.16 

219.57 

256.16 


Plmver 

206.67 

239.69 

197.12 

230.66 

205.67 

261.66 

610 

Pocatello 

165.62 

219.19 ! 

178.07 

209.96 

186.82 

220.96 


Potlatch 

208.57 

266.09 

201.22 

236.86 

209.97 

265.86 


Preston 

193.12 

227.69 

185.77 

216.26 

196.52 

229.26 


Priat «v*r 

205.02 

260.29 j 

197.67 

-- f 

231.06 ! 

206.62 

262.06 


Rasburt 

176.02 

209.09 1 

168.67 

199.86 

177.62 

210.86 

620 


177.72 

210.96 i 

170.37 

201.69 

179.12 

212.69 


Rirl* 

178.87 

212.16 

171.52 

202.89 

180.27 

213.89 


Ruport 

196.32 

228.79 

186.97 

219.56 

195.72 

230.56 


BtJtathoTqr 

176.97 

1 207.96 ' 

167.62 

198.69 

176.37 

209.69 


St.lUrles 

205.02 

260.29 | 

197.67 

231.06 

206.62 

262.06 

630 

Sain on 

196.72 

231.36 , 

189.37 

222.0? 

198.12 

233.09 


Sandpoint 

202.62 

237.69 

231.36 

195.27 

226.66 

206.02 

239.66 


Shoshone 

196.72 

189.37 

222.09 

198.12 

233.09 


S*elterriUa 

196.12 

230.69 1 

180.77 

221.66 : 

197.52 

232.66 


Soda Springs 

193.13 

227.69 ! 

185.77 

218.26 

196.S2 

229.26 

&i*o 

Spirit Lake 

203.82 

238.99 I 

196.67 

229.76 * 

205.22 

260.76 


Su^erCity 

175.67 

208.69 i 

168.12 

199.26 : 

176.87 

210.26 


Sun Valley 

197.32 

231.99 l 

189.97 

222.76 | 

198.72 

233.76 


Talonla 

176.62 

209.76 1 

169.27 

200,69 ' 

178.02 

211.69 

650 

Twin Falla 

!8:8 

236.56 1 

192.32 

225.29 ' 

201.07 

236.29 

Victor 

211.56 i 

\mi i 

170.97 

202.29 | 

179.72 

213.29 


Wallaoa 

«alaar 

m-.n 

fflJil 

220.16 

267.06 

& 

m 

j **r*ell 

200 *27 

235.19 ! 

192.921 

225.96 ! 

201.6? 

236.96 


ODUMI A 


or lass* 


--flBTiff P - "t*v * n ? 1 I.°" —**f"» vaz »5» p ~y 1 « 

for ajeeLanatlon of rtrUi lone, raf »r*noe narks or synkola, r«f«r tTSj* 17 ] 

* Ju2l_llAJdM\ kUt bOTiH. _,_1_'____ J 
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Svupclwn t no, J to T»rUT ™ .- -— 

.>tCTlCM 1-* 

jorrr . hcwic cat arm j». r?,* 
n' : 'l^ars flu 


ITU 

T 1 

F 1-^n i. hi chiisan 

u4 V L i r <1 

. Lens at. d, Fi cl". , »;nn 

; r-jnti. c 

^.Uchigan 

— - 

660 

uaiTrtiiA ■ 

M 

(B 3 '1 (A* 

vi>> 

f i*T % - 

I I87*5b 
► 16.',% 
i1? .79 
17% lb 

i GO 
i70,W 
:iu5,97 

It*} *02 

1157,82 
157,2? 

(a) 

Anaconda 

Augusta 

Bainville 

Belgrade 

Balt 

169.2? 
1&I.57 
1L1 .£>3 
I56.lt? 
155 8? 

, 201.79 
196.79 
172.09 
188.06 
ie?.39 

Tiai.fi; 

1 157,.£ 

t ljL-2'f 
lb* ,07 
IbS,b7 

! 203-56 
, 198 56 
i 173.66 
189.79 
189.16 


Bigf ork 

1S5.97 

219.79 

178.62 

210.56 

137.37 

221,5b 


Big 5aj^ 

167,1*7 

199.89 

160.12 

190.66 

168.87 

201-6b 

670 

Big Timber 

167.57 

178.69 

160.22 

169.26 

168.97 

180.2b 


Billings 

137.97 

168.19 

130.62 

156.96 

139.37 

169.9b 


Black Eagle 

158-77 

190.56 

151.62 

181.29 

160.17 

192,29 


Boulder 

170,37 

202.99 

163.02 

193.76 

171,77 

206.76 


Boaeman 

156.62 

106.09 

167.27 

176.86 

156,02 

187.86 

680 

Bridger 

161.37 

113*99 

136.02 

166.76 

lbb - 77 

175.76 


Browning 

173.17 

2G2 ,0b , 

16S.82 

196.79 

17b,57 

207.79 


Butte 

166.37 

198-69 ! 

159.02 

189.66 

167,77 

200.66 


' Cascade 

161.72 

193.69 1 

1S1.37 

186.66 

163.12 

195-66 


dies ter 

173.17 

206.06 ; 

165.8? 

196.79 

1/6.57 

207.79 

690 

Chinook 

163.67 

195.59 • 

156.12 

186.16 

166.87 

197.36 


Chateau 

166.57 

196.79 ! 

157.2? 

187.56 

165.97 

198.56 


: Circle 

136.57 

166.96 

127.62 1 

15'. .69 

136.37 

166.69 


Columbia Falls 

183.02 

216.59 1 

175.67 

207.36 

10b mill 

218.3b 


Columbus 

182.82 

173.39 - 

j 135.67 

156.16 

lbb ,22 

175,1b 

700 

Conrad 

165.72 

198.06 j 

158.37 

180.75 

167.12 

199,79 


Corrallis 

185.62 

219.19 | 

178.07 

209.96 

186,82 

220,9b 


Crow Agency 

165.82 

176.59 

136.67 

167.36 

lb?.22 

178,1b 


Culbertson 

139*82 

170,1b 

132.U7 

160.89 

161.22 

171.89 


Cut Bank 

171 *1*7 

2Gb,19 

l6b.l2 P 

196.96 

172.87 

205.96 

710 

Derty 

187.77 

221,71 

160.L2 

212.69 

189.17 

223.69 


Deer Lodge 

170,37 

202.99 

163.02 

193.76 

171.77 

206.76 


Dillon 

173*77 

206.69 

166,b2 

197.66 

175.17 

200.66 


Dodson 

157.67 

189.36 

150.3? 

180,09 

159.07 

191,09 


Drummond 

176.32 

207.26 

166.97 

197,99 

175.72 

208,99 

720 

Dutton 

162.B3 

196.96 

155.5? 

105,69 

166.27 

196.69 


Ekalska 

13J.77 

163.66 

126.62 

lSb-39 

135.17 

165,39 


Ennis 

166.02 

196,19 j 

156.67 

186,9b 

165.6? 

197.9b 


Eureka 

190.17 

22L.29 

182.82 

215,0b 

191. S7 

226.06 


Fairfield 

162.87 

19l*9fc 

155.52 

105,69 , 

166.27 

196.69 

730 i 

Fairview 

136.77 

166,69 i 

1 129.62 

157.6b 

138.17 

168.66 

\ 

Fort Benton 

163.67 

195*59 j, 

, 156.12 

106,3b ) 

166.87 

197.36 


Fort Peck 

166.J7 

177,6b : 

, 139.62 

168.59 1 

166.37 

179.59 


CQLlMi A - kit*a apply on vehicles weighing )l$0 poinds or less, 
COUTH B - hate* apply an vehicle* wiping over 3150 pounds. 


For explanation of abbreviation*, referent* s*rk* or *r*boli* ■** P*i* 17 
of Tariff *nrt 1 1*1 pm* htnlfl. _______^ ._ 
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Mcnm no. 

W 




* 

f 

jam sncrtc ccutcitt ji.tis 





m wjig rat nxicn 







.___ 

____ 

iiUi tJ\- 





tdTTAkK 

Jlint^chxgm 

1 Un5ii.r».*icJu«jn 

hsn* lac 

JK l!cr)ijt«n 


1 _ L_ 

(A) 

<B) 

(A) , (B) 

<*-) . (1} 


1 

Fr^id 

T 111,62 

172.09 

r 1X27 

j 162 El* 

JhKM 

i 17311 



Oormldih* 

iS5-e? 

187.39 

| la! 1 

; 178. lli 

M?,22 

| 169.11* 



Qljogpiv 

146-97 

177.84 

ny.6i 

| ;68.‘9 

1 iifl * J 7 

179.69 


TIjO 

| Gr**t Folio 

158 IT 

169.By 

150.62 

160 t 

1SV.5? 

!179.59 



Hull ton 

165 .42 

719.19 

176.37 

! 209 9i 

1: I *>. 82 

220.96 



Hortln 

11*3.97 

UhM 

1J6.6? 

,165 39 

H [1/6.39 







7 

r- 

!—;- 



Korloft 

161.07 

193.06 

i;j.7? 

] 163 7? 

!■ 162.1*7 

;156 79 


| 

Hirlowton 

152.3? 

163.59 

t 11*1 -9' 

* 171* 3l* 

J155.72 

,165 36 

j 


|750 

H*rrl»an 

161.07 

193.01* 

I 153.12 

1183 79 

E16? .1*7 

196.79 




fltrro 

166.37 

196.69 

| 159.02 

| 169 1*6 

j167.77 

200 .44 




001mm 

166.97 

199.29 

fl 159.57 

1 190.01* 

J168.32 

201.01* 




Wort aprlnr* 

191 92 

226U? 

181*. S7 

t”216. pi*. 

E1*3.3? 

227.91* 




bliapall 

181*. 77 

216.69 

177.1*2 

209,21* 

<156.17 

220.26 



760 

Urln 

170.9® 

203.59 

163.57 

191*. 31* 

172.3? 

205.31* 




Kloln 

11*2.6? 

173*39 

135.1*7 

161* 11* 

1U,?2 

175 ll* 




Lourol 

U9.62 

170.11* 

132.1*7 

160.89 

1*1.22 

171.89 




iMrlrtoe 

rAs.ir 

175.91. 

137.62 

166.69 

11*6.57" 

177 69 




LLbfcy 

195.ST 

230.09 

me. 22 

220 81* 

196.97 

231.61* 



T70 

Lin 

179-1*7 

212.79 

172.12 

203.51* 

180.87 

216.51* 




Li* Jn^aton 

151.77 

182.99 

11*1* .1*2 

173.71* 

l5j .17 

! 181*.76 



— 

Lodga Ormja 

11*7. S7 

178.1*9 

11*0.22 

169.21* 

11*6.97 , 

160.21* 




mu 

155.67 

167.39 

148.47 

178.1a 

(157.22 | 

1189*11* 



UutiatUn 

157.67 

169.31* 

150.32 

180.09 

; 159.07 , 

, 191-09 


790 

M11m City 

121.77 

11*9.69 

113.87 

140.1*1* 

122.62 1 

151. Uj 




Ullttn 

179.1*7 

212.79 

172.12 

203.51* 

180.87 

2lh,SU 




ULaaoitl. 

160.02 

213.39 

172.67 

201*. lit 

|lBl.t*2 

215.11* 




iaatiua 

11*5.62 

176.59 

136.1*7 

167.31* 

11*7.22 1 

176.34 




Qphmlm 

157.92 

181*.21* 

lLS.57 

171*.99 

154.32 

185.99 



T90 

Ifalllij»biirg 

172.07 

201* .61* 

161*.72 

195.59 

173.1*7 

206.S9 




Wtiif 

169.67 

223.69 

182,27 

21it.l*ll 

191.02 

225.1*4 




Flonl^iPood 

11*5.62 

176.59 

1360.7 

167.31* 

11*7.22 

178.34 




FIowm 

126.57 

157.01* 

121.22 

31*7*79 

129.97 

158.79 




PoIaoci 

186.37 

222.39 

161.02 

nj.ll* 

189.77 

224.14 



aoo 

ftjplar 

11*2.62 

173.39 

135.1*7 1 

16A.11* 

144.22 . 

175.14 




Rod Lodp 

11*5.17 

175.96 

137,62 1 

166.69 

11*6.57 

177.69 




ftonon 

186.62 

220.69 

179.27| 

£11 *2if 

186.02 | 

222.24 




Roundup 

11*3.37 

173.99 

136.02! 

161*. 71* 

11*1..77 | 

175.74 




itrocou 

11*9.32 

160.39 

Ill .97 | 

171.11* J 

150.72 ' 

182.14 



aio 

3* co 

152.32 

183.59 

Hi*.97 

171.31* 

153.72 

165.34 




St . IgFMtlOU 

161*.77 

218.1*9 

1 11 ,L?: 

209.21* 

186.17 ] 

220.24 




Seotxy * 

11*6.37 

177.19 

139.02 1 

167.96 ! 

11*7.77 

178.94 




OQUSM A - RiUa appljr on vvhtclea wairtvijif 1150 pounds 

or laaa 





OOLUW B - RaUi ojply on w'tfclelii woi^ilng ewr 3lS0 pounds * 




For of *14 pat! a t% ona, 

rafAmici aarkv 

OT glioll 

, wfir to Hm* 


17 of Tariff iM-1mLm 











-7- 
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Sunpltgient .‘lo, i to la r il ; 


SECTICW IIC, 1-A 

joirrr sfycifjc cotSADm hates 

III DOLLARS PSIL VUUCLL 


26? 



HtKTANA 

ninteUichigan 

La nsinc, Michigan 

Font lac t tli shi e&n 

(A) 

(B) 

(A) 

CD) 

(A) 

(B) 

202 8iT 

203,25 
167 3i* | 
221 *5ii 
i0A,O9 ' 

620 

Shelby 

Sheridan 

Sidney 

Soa»ers 

Stanford 

168.57 
168.07 
135-57 
185 97 
l5i 17 

201,09 

700.51* 

165.59 
219,79 
182.31* 1 

161.22 

luO. /i 
128.27 
178.62 

163.77 

^191 61 

191‘29 
156 JL 

210*51* 
17J-09 

169*97 1 

lo9.u7 

136,97 

1*7,37 

X52.52 

830 

Sievensville 

Sunburst 

Superior 

Sweetprass 

Thompson Falls 

183 67 
170 07 

187 17 
177.67 
197.S7 

217.75 
701*.86 
221.09 
205.U 
226.89 

| 178. 2 
166.-2 
r 9.8? 
165.27 
185.77 

208.06 
195.59 • 
211.26 
196.19 ; 
217.66 

185.0? 119.06 
171.67 206.59 j 
118.57 [272.86 
176.02 '207.19 1 
193.97 ,228.66 , 

---4--- 

m 

Three Forks 

Townsend 

Trey 

Valier 

Virginia City 

158.77 
167.87 ! 
197 8/ 1 
163 07 

165.77 

190.51* 
196.96 
2?7,59 
200.56 
198.06 

i!>X,A2 

15S*5>2 

190^3 

fan 

i?a,j7 

181.29 
10S.6v 

?2J 36 

191.29 
188.75 

16C.17 192.79 

166.27 ! 196.69 

199.27 [236.36 
l6y.67 j202.29 
167.12 199.79 

6Sb 

T-TalkerviHe 

Warn Springs 

VftjsUy 

Vihitef lsh 

Whitehall 

166.37 

16B.S7 

11*8.17 

ieii.27 

167.3? 

198.69 

201.09 

179.16 

217.89 

196.36 

159.02 
ICl.22 
160.3? 

1 •: .■■■ 
156.97 

18?.66 
191.86 
169.89 
208.66 
165.09 

167.77 [200 66 
169.97 .202.86 
169.57 ,*80.89 
185.62 [219.66 
163.72 '196.09 

060 

Whit*? Sulphur 
Springs 

Wibaux 
! Winnett 
! Wolf Point 

159.97 ! 
137.57 j 
139.17 
161.02 

191.86 
j 162.29 
169.69 
171.66 

152.62 

125.17 

131.82 

133.67 

182.59 
153.06 1 
I 160.26 ; 

1 162.19 i 

161.37 \ 193.59 
133.92 j166.06 
160.57 1171.26 
162.62 173.19 

COLOitfi A * Rates apply on vehicles weitfung JlSO pounds or less, 

COLlMi B “ Rates apply on vehicles weighing over >if^0 pounds. 


For explanation of abbreviate reference narks or W^bols, refer to Page 
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PIGGYBACK TRANSPORTATION 


Suprlnaenl No, 3 ta Tariff V » X-i 


11 1 [ Refer it Title P&re of Section !ic, 2 jt fag* M l yf Tarii; ifid cancel all 
matter shewn thereon and ,n lieu thereof substitute the 1 niluwingt 


~ 268 


sect: * no, 

JOINT HILEACE COL^Pinf RATES 


FRET 


to points in toe states of 


Flint(Lansing or Pontiac, 
Mich lean 


California 

Colorado 

Idaho 


Nevada 

Oregon 

Jtah 


T^as Kington 
7,yoclng 


(Basing Point - Qipyenne, .tyordnr) 


Via 

rioter. Trockaway J-Roil {V. i-Uvel Rail ra.‘ S. rv * 1 


To tor Jr„ckaray) 


Distance or Tileape Coor.cdity Hat* s r.antd . r« *n r^ - br used when no 

i Con\odity Kates (other than Distance or dl* age Gttnoddy uitvs) have been 
published to apply frcir. and to the sane points cv^r the rare route* 


Joint through rates named in this section apply fi on Flint, Lansm^ or 
Pontiac, Lichi pan via routing provided in Item 5G0C, 50X0, 5020, and 50>0, 
and are determined ty applying to the oileace scale of rates the arbitrary 
mileages shown m Section No, 1 or the highway distance flora the basing point 
of Qieyenne, uyooing to points of destination in the states of California, 
t Colorado, Idaho, Nevada, Oregon, Utah, mailing ton and Ironing as determined 
: in accordance with the provisions of Item 10.• 

2 | Refer to Section No, £ on Page 16 of Tariff and cancel the rates shown 
thereon for the mileages indicated lx lor and in lieu thereof apply the 
rollciT-iiig, and also add the follor'ing: 

sect 3a; NO* 2 

JOINT ;ai£A0L COEICDITY hates 
TSi DOLLARS PER VrJllCLE 

■ OK UILEAChS FROM BA5IHG POINT - QILTETOiE, ^YOtilNG _ , 


itll£$ 

RATES APPUf FROL 

FLINT, 

laCHIGAN 

IANS INS, 
UIQIIGAN 

PCtfTlAC, 

KlCKIGkN 


k 

s 


B 

A 

B 

liijo 

266.75 

378.77 

279.W 

369.53 

288.15 

300.52 

11(33 

287.07 

379.21 

279.72 

369.97 

280.1*7 

300.96 

liiJS 

287.3? 

379.65 

200.01* 

370.1*1 

288.79 

301.60 

11*38 

287.71 

300.09 

200.36 

370.85 

289.11 

381.01* 

11*1*1 

288.03 

380.53 

260.68 

371.29 

289.63 

302.28 

U*1*J* 

288.35 

380.97 

281.00 

371.73 

289.75 

382.72 

ll*U6 

288.67 

301.1*1 

261.32 

372.17 

290.07 

303.16 

11*1*9 

288.9? 

301.85 

201.61* 

372.61 

290.3 9 

383.60 

11*53 

289.31 

382.29 

281.?6 

373.05 

290.71 

381* .01* 

ua 

289.63 

3vZ.*3 

262.28 

373.1*9 

291.03 

386.1.8 

11*57 

289.95 

363.17 

282.60 

373.93 

291.35 

361*. 92 

11*60 

290.27 

383.61 

262.92 

! 376.37 

291.67 

385.36 


For explanation of abbreviation*, reference marks or symbols, refer to Page 

17 Of Tariff JM k3t..»CP.fegrfilPi 
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Supplement Tariff Uo. SOL 


SECTION NO, I* 

Hour IMP, irSTRL’CTICWS FOR P^TE SECTIGHS V-S, I AND g. 


;69 




aorruo 


' Rates named in C ls tariff .pply via the rol’rwing routings to the 
States of California, Idaho, Oregon And Washington; 


from flint, ihcheu; 

VIA: Automobile Carriers, Inc,, to the O.icago and North Western 
Railway Company Aotor Vehicle Terminallocated at Proviso, 
Illinois, thence via the Chicago and North western Railway 
Company to Council Bluffs, Iowa or Fremont, Nebraska, thence 
Union Pacific Railroad Company to Cheyenne, LyccAng, thence 
— - | Convey Coctpany, beyond, 

1 —- FRCJ: LsfiSlKa, UICHlGiK 

VIA: C, b J, Cormert-ial Uriveawoy, Inc,, Industrial Transport,Inc., 
or Howard Sober, Inc,, to the Chicago and :!orth western 
Railway Company i otor Vehicle Terminal located at Proviso, 
Illinois, thence via the Chicago and Forth astern Railway 
Company to Council Bluffs, Iowa or Fremont, Nebraska, thence 
via the Union Pacific Railroad Company to Cheyenne, iycoing, 
thence via Convoy Compaq, beyond, 

FROi PCNTUiC, UICHJGAK 

VIA; Contract Cartage Company or tlotorcar Transport Ccnpary to the 
Chicago and North Western Railway Compary Uotor Vehicle 
Terminal located at Proviso, Illinois, thence via the Oicaeo 
and North -extern Railway Company to Council Bluffs, Iowa or 
Fremont, Nebraska, thence via the Union Pacific Railroad 


Company to Cheyenne, learning, thence via Convoy Company beyond 


CO 

5030 

Rates naxied in this tariff apply via the following routes to the 

States of California, Idaho, Oregon, and Washington? 

FRQH FLIRT, MICHIGAN 

VIA: Automobile Carriers, Inc*, to the Chicago, Burlington and 
Quinqy Railroad Compare Hotor Vehicle Terminal located at 
Chicago (Cicero),Illinoio, thence via the Chicaro Burlington 
and Quincy Railroad Company to Cheyenne, '..y oming or via 
Chicago Burlington and Quincy Railroad Company to Council 
Bluffs, Iowa or Grand Island, Nebraska, thence Union Pacific 
Railroad to Ch^eiuneQi-yaminr,thence via Convey Company beyond 

FROi LANSING, MICHIGAN 

VIA: C. & J. Commercial Drive away, Inc ., Industrial Transport, Inc.,or 
Howard Sober,Inc.,to the Chicago Burlington and Quincy Hail- 
road Company -otor Vehicle Terminal located at Chi capo (Cicero] 
Illinois,thence via the Chicago Burlington and Quinsy Rail¬ 
road Company to Cheyenne,Wyoming or via the Chicago Burling¬ 
ton and Quir.qy Railroad Cocpary to Council Bluffs,Iowa or 
Grand Island, Nebraska, thence Union Pacific Railroad Company 
to Cheyenne, <yoming, thence via Convey Company beyond. 

FROJ PGHTL. C,!UCK£Gi'tlf 

VIA: Contract Cartage Company or * Motorcar Transport Compary to the 
Chicago,Burlington and ^uincy Railroad Company wotor Vehicle 
terminal at fhicaFoi^cero) Illinois, thence via the Chicago, 
Burlington and Quincy Railroad Company to Gi^yenne/.-yomingjOr 
via the Chicago Burlington and Quin^ Railroad Co.,to Council 
BluffSilowa or Grand 1sland,itebraska,thence Union Pacif ic Rail 
good^janpary 9 Cheyenrre, Zoning,thence via Convey Compa/y 

22i 

.nation or abbreviations,reference narks or symbols,refer to Pipe if 

f atrl last tape, herein,..----- 


o - 6Z - 9 
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PIGGYBACK TRANSPORTATION 


Sug$lc r.f nt * .'> ■ 3 tc Tariff XL . _ _ 27P 

rr CriCB UG. l 

_ ROUTING 'AiSTkim U3 FOR A.T =; SECT l L i-j_ 

170 ! ! :>anac 


Rates named in this tariff apply Ha the fcllt*lr.f routines to the 

States of California, Colorado, Idaho, and Montana: 

FRa: fumt> uickigaii 

VIA* Automobile Carriers, Inc., t t the Chicago and North Vestern 
Railway Compary . otor tfchicl* Teni jiial located at Proviso, 
Illinois, theree via the TjI ..-,d 'JflTJi .-eriflv.n Railway 
C-r.nany to St Paul, Lir,:.,, -Kc..c vU S*?, to Piles City, 
Lent •, Lhenc via Cuhvov t "tr/i* 

Ff.wt. LJisiHG* i:ic;:g. :: 

VTA* C, £ J. CodkTfrrciol Drivearc.y, isio,, .niustriil Trifi^r art,Inc., 
or Howard Sober,Inc., to the Chicago n*d North intern Rail- 
way Conpa J, tor Vehicle Terminal lo. *tcd at PiwHo, 

Hit not. , thence via the C.i ;tfO ni h ti.i berv-rn livi %-r* 
Coups ry tc S’,. Paul, Jinn., thtt-'j via N.I . to Lilt: sty, 
Lont., theno- via Convey Company bqrosJ* 

FHGLi POJTKC, MICHIM 

VlAi Contract Cartafe Company or Uotorcar Transport Cecspany to the 
Oiieago and Nerth Cetera Railway lompary Uotor Vehicle 
Terminal locat'd at Proviso,Illinois,thence via the Chicago 
and North 1 eat.cm Sailr;^ Compary to St. mil, Linn., thence 
via H*P* to -lias City, -tent., thence via Convey Company 
beyond. 


5oi & 

I 


Explanation of abbreviations, Reference Larks or ^mbols. 


■ 1 I Reissued from Supplcent No. 1, effective January 9, 1961. 

I 2 I Reissued frem Supplement ..c, 2 f effective February 13, 1961* 

I Denotes reduction. 

Tinn.-rinnesota. 

I tent.-Lun tana. 

K.P, -Northern Pacific Railway Cosipaiiy, 


- 11 - 
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SUPPLEMENT Nv . 2 
TO 

I# C# C« N0« 5 
Cancel* 

Supplement ho, 1 

NATIONAL AUTUHL,aiIE TOUWOftTERS ASJCCLJ XGN, AGENT 

oUPPLEMOu lit, 2 
TO 

tariff ik-. &u 


Warning 


Supplement No, 2 
contain* all chan* ee» 


m 


JOliv; SiLCIF 1C AND MILEAGE COrt-jCDIX* RnTLS 


For 

The Transportation of 
AUTOrfDRILLS AHB OTHER COMMODITIES 
(As described herein) 


mn 

TO POUTS W THI. STATES » 

flint. Lansing and Pontiac, iHchigan 

CALlEQnNlA NEVADA WASHINGTON 

COLORADO OREGON DOMING 

IDAHO UTAH 


VIA 

MOTOR (TRUCKAWA i)-filXL (TRI-LEVEL RAIL CAR ®ftVIC£)- HCffuR (TFJJCKAWAT) 

Distance or itileage Commodity Rates narsed herein may be used only idien no 
Commodity Kates (other than Distance or Mileage Commodity Rates) have been 
published to apply frees and to the same points over tne same route. 

For reference to Govern! Publications, See Item 10, 

ISSUED JANUARY 11, 1961 

EFFECTIVE FE3RUART 13, 1961 
(Except as otherwise provided) 


Issued Byt 

T. V. RREITEH 9ECK, Traffic Manager 
23^6 First National Buildifg 
Detroit 36, Michigan 
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ugf or farti&mtm Mb* caiouim 

toe lilt of fartletpetLftg fetctr Ciirliri U u ehown on pi|t 2 of Tariff 




NAME, CT CAFROT 


cihtificate 

OR OTOKR 
NO, PC- 


pow cr 
ATTOWI 
FA 1 No, 


(Uaaj 


Ccneoy 


Seattle, irfaehlngton 


52650 


LIST or particxpat mo rail carriers 

The Litt of Participating R *H Carrier* it ta shown on page 2 of Tariff* 


AFFLlCAirOf or RATES 


rroi 


SUBJECT 


20-A 
Cancel* 
20 


COWIODITT ffSCRIPTICH 

HtUs md char®** naned in till* tariff Mpply on the follow In® 
oownltlN (See NOTES 1 and 2): 

(a) Automobile*, new, Peaeeng*r, collets or not collet*, finlehed 
<*■ not finlehed, ohaatlt, eel up, and 
<t) Automobile*, Owed, paeewnger, collet* or not co^>l*t«, flnUbed 
or not fIrtiahed ( set ^ ueed automobiles passenger will b* 
•object to an eddlUcmel handling diarga of taro dollar* (fe.OO) 
par vehicle. 

NOTS 1 - Rato* include M» chargee for the transportation of oil, 
water, gasoline, tm&Jor anti-frees* neoesaary for the 
operation of eesto leMok. 

I OTt 2 - The weight applicable on the Motor re File la* ehell be the 
factory shipping weight* as shown on the bill of lading *r 
shipping receipt subject to correction* 

Minim** Truckload* Vehicle* weighing 3150 pound* or less 
•lx (6) vehicle** 

Minim* Treokload* Vehicles weighing prer 3150 pounds 
flee (5) vehicle*, 

| *€be* cot apply for the aocount of Contract Cartage Company, 

Pontiac, Michigan or Motorcar Transport Company,Pontiac, Michigan. 
The *tMan tract load tw Contrast Cartage Co^ag, Pontiac, 
Michigan, cr Mbtoroar Transport Ccag>*ny, Pontiac, Michigan i* 
ft** 75) rehioles* 


m 


_ Rsfer to Title Page of Section No. 1 a* pegs 7 of Tariff and otnoel all 
Hitir stare thereon sod in lieu thereof *efcsltuto the foll^lrgi 

3#CTlCi 10, 1 

__ _ MXUAfllS 

rum 


POUTS IN rm STATES OP 


toeing Points - Cheyenne, Wyoming 
on traffto fro* Flint, Lmlig and 
Poetise, 


California 

Colorado 


Oregon 

Utah 


Washington 

Wyaeing 


Tie 


fetor (Tnu*mmy)Jl*il {Tri-iml Rail Car Service)- fetor (Ttwckeway) 
BASIKO POINT > Chtatta, Wycmlng 

TSSrtTSItiiJ^ESrisrSooTsSSJT^^ 


For application of 


5030, 


For MqilitoUon of abbrvrrl*ttone t re] 

■ u ausaa «* isai tsc *gzi£± 


or e y ehole, refer to 


- f - 
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hefer t .( 1 on ; L, of Tinlf ,v i -till ihe follc-vinf 

JLCTKH NO, 1 
aRBITNART KlLFAGLS 

'_ FBl* fllSINC ppplT - rHBlEHOi, Wf„MIK f j 



TEST 

WYOMING 


Cheyenne..... 

* h 

[Tl Refer to Title Page of Section No, 2 on page 11 of Tariff and cancel all 
setter shown thereon and in lieu thereof substitute the following 

SECTION NO, 2 

JOINT MllfAGE CCWCDin RATES 

FROM 

TO POINTS IN THE STATED OF 

flint, Lansing or Pontiac, Michigan 

UJalifomia Nevada Washington 

Colorado Oregon Wyoming 

Ida h Q Ut*h . 

(Basing Point - 

Cheyem.e, Wyoming) 


Vli 

Motor fTruck*way)-Rail (Tri-Level Rail Car Service)- Motor (Truckaway) 

Distance or Mileage Cosnodlty Rates named herein may be used then no 
Cormodity Rates (other than Distance or Mileage Cormodity Rates) have been 
published to apply from and to the seem point# over the same route. 


Joint through rate* named in thi* «»cUon apply from flint. Lansing or 
Pontiac, Michigan via routing provided in Item 5w0, S010* $Q&0 and >0j0, 
and are determined bj applying to the mileage scale of rales the arbitrary 
alia age* ahovn in Section llo, 1 or the highway die tar oe froai the baeinK point 
of Cheyenne. Wyoming to points of destination in the etatoe of California, 
Colorado, Idaho, Nevada, Ore £ cm , Utah. Washing ton and Vtycmlr^ a* determined 
in accordance with the provisions of Item 10 t ___ _ 

Refer to Section No, 2 on page 16 of Tariff and cancel the rate* shewn 
Lheraoa for tha mile ages indicated below and in lieu thereof apply the 
following, and also add tha following; 

SECTION NO, 2 

JOINT MILEAGE COMHDTHTY RATLS 
IK DOLLARS PER VEHIC1£ 

CM KU1AGE5 FROM BAS IMG POINT - GHEYtfltE, WYQHINC 


RATES APPLT FROM 


MILES 

FLINT, ' 

LANSING j 

HMTIAC, 


MICHIGAN 

MICHIGAN 

ttICHIQAM 


6A 

6 0 

6 A 

6 B 

6A 

61 

Ui3Q 

286.75 

0378.77 

0279.60 

0369.S3 

0288.15 

0380.52 

mi 

0287.07 

0379.21 

0279.72 

0369.97 

0288.67 

0380.96 

1435 

287.39 

379.65 

280.06 

370.61 

288.79 

381.60 

1430 

287.71 

380.09 

290.36 

370.85 

209.11 

381.86 

mi 

288.03 

380.53 

290.68 

371.29 

299.63 

382.28 

mk 

298.35 

380.97 

281.00 

371.73 

289.75 

382,72 

urn 

288.67 

381. U 

281.32 

372.17 

29C.07 

383.16 

1449 

288.99 

391.85 

261.66 

372.61 

290.39 

383.60 

14# 

299.31 

382.29 

281.96 

373.05 

290.71 

386.06 

1454 

299.63 

382.73 

282.29 

373,69 

291.03 

386.68 

1457 

299.95 

393.17 

282.60 

373.93 

29U3S 

386.92 

1460 

290.27 

383.61 

292.92 

376.37 

291.67 

385.36 


For explanation of abbreviation#, refereoe# mark* cr symbols, refer to 
page 17 of Tariff «evd last page herein. 


- 3 - 
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iJj 


$020 


Raise .3 in Uill Tarif: afply via the follow IV rating# to U* 

Statai of California, Jdsno, Oregon end *a*ningtom 
FROM FLINT, MICHIGAN 

VIAi Automobile Carriers, inc,, to the Chicago and Nor Ui Wtalern 
ftalbmy CaMny Motor Vehicle Terrene 1 loci ted at prcviao, 
Illinois. thence via the Qtleago a*_d North -astirn Railway 
Company to Council Bluff*, Iowa or Fremont, Nebraska, thence 
Union Pacific Railroad Company to Cheyenne, Lysming, iiience 
Convqy Company, beyond, 

FROM LANSING, MICHIGAN 

VIAi C* A J, Comnerciil Qrivem^, Iik., Industrial iranaport, lne* f 
or Howard Sober, Inc*, to the Chicago and north eatern 
Railway Company Motor Vehicle Terminal located at Proviso, 
Illinois, thence via the Chicago and north tvestern Hailway 
Company to council Bluffa. lew® or Fremont, Neoras*a. thence 
via the Union Pacific Railroad Company to Cnayenne, Wyoming, 
thence via Convoy Company, beyond, 

FROM PONTIAC, MICHIGAN 

VlAi Contract Cartage Conpany or ao lorcar transport Company to the 
Chicago and North Western hallway Loi^any Motor ValUc 1# 
Terminal located at Proviso, Illinois, thence via the Chicago 
and North Western Railway Conjjeny to Council Bluffs. Iowa or 
Fremont, Nebraska, thanes via the Union Pseific Railroad 
Company to Cheyenne, Wyoming, thence via Convoy Crap Ary, beyond, 

Ratea named in thia tariff ^ply via th« foil owing rtwtes to tha 
Statea of California, Idaho, Oregon and ' ashing tons 
FRQt FLIRT, HICK I GAN 

VIA* Automobile Carriers, Inc*, to the Chicago, Dir ling ton and 
Quincy Railroad Company Motor Vehicle Terminal located at 
Chicago (Cicero), Illinois, thanes via the Chicago Burlington 
and Quincy Railroad Co»any to CJieyenne* Wyoming or via 
Chicago Burlington and Quincy Railroad Company to Council 
Bluffs, lows or Grand Island, Nebraska, thence Union Pacific 
Railroad to Cheyenne,Wyoming, thence via Convoy Corgany, beyond. 
FROM LANSING, MICHIGAN* 

VIAi C. A J* Gctvimrcial Driveavay. Inc,, Industrial Transport* Inc*, 
or Howard Sober, Inc*, to tne Chicago Burlington and Quincy 
Railroad C<wany Motor Vehicle Terminal located at Chicago 
(Cicero),Illinois,thence via the Chicago Burlington and Quincy 
Railroad Gcn^any to Cheyenne ,WjrcniJig or via the Chicago Darl¬ 
ington and Quincy Railroad Ca*>tiw to Council Bluffs, I<w or 
Grand Island, Nebraska, thane* Union Pacific Railroad Company 
to Cheyenne, Wyoming, thane# via Convoy Company beyond* 

FROM PONTIAC, MICHIGAN 

VIA t 


UJ 

sox 


Burlington and QuL. 9 Railroad C<^any to CheyennsiWycmiing or 
via tha Chicago Burlington aid Quincy Railroad Co., to Council 
Bluffs, Iowa or Grand Island, Nebraska, thence Union Pacific 
Railroad Co^any, to Cheyenne, Wyoming, thmioe via Convoy 
i _ I _ Cci^aoy, beyond, __ 

r O - Denotes increase, 

i - Denote* reduetlon. 

o » Denotes no ohange in rat*. 

m - Reissued from Supplement No. 1, effective January 9 , 1961. 

For explanation of abbreviation*, re fa ranee narks or aymtoole, rafer to 
8page 17 of Tariff and above* 


- k - 
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3UPHi.iwr* ? . 

TC 

1...C. N-. 5 




MAT I CM AL AUTjMUeiLf TRANSPORTER^ ASSOCUIlJN, AGENT 

SUPPLEMENT NO. 1 
TO 

TAJUJT NO. 50U 


Nam in*' 


JclNT SPECIE IC AND MILEAGE C^HKcniTY hATLJ 


For 

The Transportation of 

kUTohobhes and other coddities 


(As described herein) 


FROM 


TO POINTS IN THE STATES CT 


Flint, Lansing and Pontiac, Michigan 


CALIFORNIA 

COLORADO 

IDAHO 


NEVADA 

OREGON 

UTAH 


WASHINGTON 

WYOKENO 


VIA 


MOTOR (THUCKAWAT)-RAIL (TRI-LEVEL RAll CAR SERVICE)- MOTOR (TRUCKAWAT) 


Distance or Mileage Commodity Rates named herein nay be used only when no 
Comodity Rates (other than Distance or Mileage Commodity Rates) have been 
published to apply fro* and to the sane points over the ea mm route. 


For reference to Governing Publications, See I ten 10. 


ISSUED DKD®R 30, I960 


EFFECTIVE JANUARY 9, 1961 


Ieeued upon Fire (5) days notice under Special Permission of the 
Interstate Connerce Cremission No. 90531*, dated Deoseber 30, I960. 


Ieeued Byi 

T. V. ERE ITEM B&, Traffic Manager 
2356 First National Build in g 
Detroit 26, Michigan 
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IIJT OF » ;CP C *hf ILFS 

Thm List of Participating Hr tor Carriers \ s u ar.own on ;.*ge 2 of l-rvff 
and belowt 


AMEND 



-u- 

CERT IF I CATE 

POWER J* 

NAME CF CARRIER 

address 

OR ORDER 

ATTtHNEY 



NO. HC- 

FA 1 No. 

Convoy Caapany 

Seattle, Washington 

52858 

2 


LIST OF PARTICIPATING RAIL CARRIERS 

The List of Participating Rail Carriers la as shown on page 2 of Tariff. 


Rafer to Tltla Pag# of Sactlor Ho. 1 on page 7 of Tariff and caicel all 
rattar shown thereon and In lieu thereof substitute the followli^t 

SECTION NC. 1 
ARMTRART MILEAGES 


FROM 


TO POINTS Hi Tit STATES CF 


Basing Points - Cheyenne, Wyoming 
on traffic from Flint, Lansing and 
Pontiac, Michigan 


California 

Colorado 

Idaho 


Nevada 

Oregon 

Ut*> 


Washington 

Wyoming 


Via 

Motor (Tru c k a aay )-Rall (Tri-Level Rail Car Service)- Motor (Truckaway) 
BASING POINT - Cheyenne, Wyoming 


For application of Joint routing, see I tan 5000, 5010, &5020 «d<*5030. 


Refer to Title Page of Section Ho. 2 on page 11 of Tariff and cancel all 
•attar shown thereon and in lieu thereof substitute the followix*: 

GCf^rTnn uti o 

JOINT MILEAGE COHKCWTT HATES 


FROM 


TO POINTS IN THE STATES if 


Flint, Lansing or Pontiac, Michigan 


California 

Colorado 

-teh.o 


Nevada 

Oregon 


Washington 

Wyoming 


(Baaing Point - Cheyenne, Wyoming) 


Via 


Motor (Truckaway)-Rail (Tri-Level Rail Car Service)- Motor (Truckaway) 


Distance or Mileage Coamodity Rates nmted herein aay be used tdien no 
Commodity Rates (other then Dletanoe or Mileage Comaodlty Rates) have been 
published to qpply fr<m and to the ease points over the same route. 


Joint through rates rvaeed in this section qpply from Flint, Lansing or 
Pontiac, Michigan via routing provided in Item 5000, 5010, 65020 «d65030, 
and are determined by applying to the ■lleage scale of rates tha arbitrary 
mileages shown in Section No. 1 or the highway dletanoe tram the basing point 
of Cheyenne, Wyoming to points of destination in the states of California, 
Colorado, Idaho, Nevada, Oregon, Utah, Washington and Wyoming as determined 
in accordance with tha provisions of I tea 10. 


For explanation of abbreviations, reference aarfcs or symbols, refer to 
page 17 of Tariff and last page herein. 
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aXTIUN W. ti ? 77 

*>jtuc ayiwciiats r> mn n^a. mm;. 

‘ 

rna 

BovriK/ 

* 

• 5oeo 

Re tee nwd In tfili Tariff epply vis tha following routine* to W» 
state* of California, Idaho, Oregon and Washington: 

FTOt FLINT , MICHIGAN 

VIAi Automobile Carrisre, Inc., to the Chicago and North Wsstero 
Railway Colony Rotor Vehicle Terminal located at Proviso, 
Illinois, then c* via the Chicago *nd North Wee tern Railu^r 
Cosqpany to Council Bluff* , low* or Fremont , Nebraska, theno# 
Union pacific Railroad Company to Cheyenne, Wyoming, thence 
Convey Ootpmj, beyond* 

FROM LANSING, MICHIGAN 

VIA: C* 4 J* Comdrclal Drivsswqy, Inc., industrial Transport, Inc*, 
or Howard Sober, Inc., to the Chicago and North Western 

Railway Cosgiany Rotor Vehicle Terminal located at Provieo, 
Illinois, thence via the Chicago and North eatern Reilway 
Company to Council Bluffs, Iowa or Fremont, Nebraska, thenoe 
via the Union Pacific Railroad Company to Cheyenne, Wyoming, 
thence via Ccnvoy Ca^any, Beyond* 
mm POITIAC, MICHIGAN 

VIAt Contract Cartage Cc*g>«y or Motorcar Transport Company to ttia 
Chicago and North Western Railway Coi^nny Rotor Vehicle 
Terminal located at Proviso, Illinois, the nee via the Chicago 
and North We*tern Railway Company to Council Bluffs, I«« or 
Fremont, Nebraska, thence via the Union pacific Railroad 
Co^ay to Cheyenne, Wyoming, thence via Convey Company,beyond, 

5030 

Rates named in this tariff ^piy via the following routes to tha 
states of California, Idaho, Oregon and Washington! 

FRCH FLINT, MICHIGAN 

VIA: Autonoblie Carrier*, Inc., to the Chicago, Burlington ard 

Quincy Railroad Company Rotor Vehicle Terminal located at 
Chicago (Cicero),Illinois, theno* via the Chicago, Burlington 
and Quincy Railroad Company to Cheyenne, Wyoming or via 
Chicago, Burling ton ard Quincy Railroad Coagsany to Council 
Bluffs, Iowa or Grand Island, Nebraska, thence Uruon Pacific 
Railroad to Cheyenne, Wyoming, thence via Convoy Cosg>ar<y,b^ciid 
n LK 1ANSD#C, MJCHIGANi 

VlAi C» 4 J* Gossnercial Driveaw ay, Inc* , Industrial Tranaport,Inc* p 
or Howard Sober, Inc.,to th* Chicago Burlington end CXiiney 
Railroad Cc^auy *>tor Vtfiicl* Terminal located at Chicago 
{Cloerc),niliu>i*, thenoe via tha Chioego,ft*rlington and Quinty 
Railroad Company to Chmymmnm,W7owing or via the Qiioag e,ltarl- 
ington and Quincy Railroad Cc<^>*ny to Ccamcil Bluffs, lowe or 
Grand Island, Nebraska, th truce Union Pacific Railroad Co^any 
to Cheyenne, Wyoming f thence vie Convoy Coa^aiiy beyond, 

FROM PGMTIAC, HICK EGAN 

VlA i Contract Cartage Cowarty or Motcr oar Trajwport Company to the 
Qumo, Bur lire ton and Quincy Railroad Ccacanv HcUr Vehicle 
terminal at ChlcagofCioerc).Illinoia,thence via the Chicago, 
Burling ton 4 Quincy Railroad Ct»aiw to Ch#y*nn*, Wyoming or via 
th* Qiloago Burlington it QuincyRailroad Co,, to Goxsicil Bluffs, 
Iowa or Grand la land, Nebraska,thence Union Pacific Railroad Co., 
to Cheyenne, Wyoming, the no# via Convoy Gc^arcy, beyond. 

6 - Denotes retfeetUsi, 

For explaoetlon of abbreviations, refarmnoe amrk# or symbols, refer to 

Bitf 33 of Tariff and 


* 3 - 




















r 


All ku. .rota 

are Rod on • 

I. C. C. NO 5 


NATIONAL AlIMMOBILE TRANSPORTERS ASSOllAIION, AGENT 


TARIFF NO. 504 


NAMING 

JOINT SPECIFIC AND MILEAGE COMMODITY RATES 

nut 

Till TRANSPORT VTION <»> 

AUTOMOBILES AND OTHER COMMODITIES 

iA* 4m rlbrd Iwwlm 


FROM TO POINTS IN THE AT ATE OF 

I Al IIORNIA Nl\\l»% R ASHINGTON 

Fllal. |4 Hmd| m4 Ponlin. Miibinn I Ol.ORADO OREGON WVORINli 

IDAHO I TAM 


VIA 


MOTOR (TRUCKAWAY) RAIL (TRI-LEVEL RAIL CAR SERVICE)- MOTOR TRUCKAWAY] 


DUUnrr or Milo|f Commodity Rj(n named herein miv he u*ed onl* » hen no ( ommndll* Rate* 'other 
than Dlatanre or Mileage Commodity Aitei I have hern published In ippl« from and In the tame point* 
over Ihe same route 

1 


For reference to Governing Publir aliuov See Item 19 


ISSUED NOVEMBER 15, 1960 EFFECTIVE DECEMBER 17, 1960 


1*8110 BY 

T. V. BREITENBECK, Traffic Monagtr 

1154 Ftnt National Butidtag 
Doiroit H, WcAlgao 

m W m—iniam .tvtet. u 'PrttM h Dill 


• 13T.| 
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J2L2J 





I I HI»*H 


imp 


•nlimiM at raiea *td 
Ca.rrl.ere liability. 

Ctrritff hrl It ipif 1 o« 
tfcwcripc :1a* 

CifltML 11H lot Ii ceplablr 
Cufm nlo* at cMirfu 
CMitr1iU»» H*farri 

Def laliluAC. 

DrLayrd ir aa Hina l*M 

L* 1 l*cr» **d Fit * up Service 

Diveratoa 

!■#rtf™ r Dr lvravi * Service 
FrMtM riliH* and or undelivered. 
Coverb Im PubtlfiLl^qi 
Boidlqy Ttraluli 
Ii™ 1 ■ iul« i* am for* freinht 
CliMlUntliiA h'Jt eppii itlr 
11 rii l' nxj yf CanreHlit* 


10 

1* 

330 


tu 

3it 

i ni . 
itm 
14N | 

10 

I | 

24u \ 

iJ" 


IHOlCT 


L^m imp ■ I ■ i mm **«blUy Mlp***t* 
tlbl *F far* IrIp*t1*f ftrruri 
Loedl** aad Ubloadm* 

Lcadl** Trl-Uvrl Car* to Capacity 
Urn hod of Cade*! i la#. I ini 
Hr t hod of denoi lo*. rrlttuad aalt*r. 
Order Hot If jr kl I 1* of Led la* 

Fart lclp*T 1H| Carrier*. 
fltk-uii *pa Delivery Service 
PfvtF< Uoa of Cwllnt 9)ritm 
Pub i It, *l ion* .Governing . 

Ir* onitinlrh! 

Irlrr^ntt to Tiillfi Hot 
Hole* add fco forth 

Irf iiftFtS and unde I it rrfd Jtilpkfni* 

Rr1t*m-d Hi Ur *ithud if denoting 

litu* Inc iutrartirtfia 


Jloraii t-l 
friniln twlavrn ■ oniwti inf ^iKlrn 


ft* nv* 


UfT t* PUT ICIFAT 3 Kj HCTTC* CMJU US 


1 TO 
IlCt 
230 
130 

30 

40 

1(1 

120 

14ft 

Mu 

2m 

MHRJL 
SO to 
1» 
HO 


oTh 


ijua or run i e 


lu itwb11* Carrier*, lac 
C.b J Ctiwercitl Dri*et*ay. 
Ctaarrcltl Carrier*. lac 
Coalrat t CartHfe CoMputy 
Induai rlal Tra**por1 , In 
ft'tnrnr Traa*fhjr 1 Cn*paay 
“ ” “ ward H tic. . , 


riUi.Wch 
Uni If* .Ktrh 
Detroit.Hick 
Pooll*f„Mirk. 
Lana In*. Hie k 
Knftl l*t Hlch 
UbSth* .Klefc, 


CUTlFICiTI « PCiEi Of 

mom to 1C 


113434 
10343 
43031 
41*24 
7231 ■ 
40470 


LtfT Of PAiniClMTI4& MR CMklMS 


Hit* OF CAM lit 


umativ ihjrntifttm and ftnact fttHmed Cb*pany 
LhitfK and iirl N *e*E*rir Mat l*ai ftapint 
tfiiim. p*. »fu- Sail road CcHpany 


Uncage ML 
fhirifo.11L 
Q**4a. vt> 


POHEX J ATTOfAT 

M t 12 
MM Ho.13 
rt-t-iu >2 


itu im tt 10*1 


foiirr of jug i* 

*Pdtnl of O'ills - *ear* the pfec lb* local! Mi at MIC* properly li lefiderrd to the motof carrier tar 
trab*portat ion 

WOltn Of PtfTlhATIW 

> 0 lat df DvatfatilOb ***** 0 ** pout of delivery. 


Til Ut'XL ULL CM 

"Trl-L***l Bill Car" a* applied hareln HID! *■ opal railroad C*r iparlally dealt*** or equipped to 
traaeport the C«41U» aaeed in thit tariff «*d he via* three Ibadllf deck* 


Air* 

Pwlloid a* applied herein wan* one or Ibe (hr** loading d*rki of a ir I level rill car,loaded alth 
fie* (l> CD- aora e«hlcL*d.or to It* |«|| elilhl* c*p*rtty.»aich**er li td* lewr puiBUty 


"triach' *i ippLied Martin i 


TBOCV 

truck, and trailer.or irirtof ltd *e«I.trailer or trailer. 


TtUtELtMU 

~ True! Load aa applied herein teaat ■ truck, loaded to Hi full tUULt rapactty.Oul not le» then five 
eehtcle*. 

TtuctimiT m niuctAtiT tutici 

TrurllviT or TrucSeeay Ser*lce H *• applied herein atm* the tra#*parlalit*a of the naaed li 

this tariff eken loaded la or upon equip***' eo*#lruct*d for I he pufpode Of tmaiparllQf euch cv*odi- 

tie* peer the hithvap* 

1IKLJI VfVUlllAT iOt I Cl 

'SlHi lr Drlveeeaj Service" a* applied herein mil the lri*»port*I loo of a alhpl* hotor vehir !e ehe* 
driven under iia oea poeer hy *a authorlr*d r*#r***ntatir# of the Ntaier Carrier. 


%1-Uetl tall Car tarried" *a applied herela i 
tariff »he« leaded 1* irl-level r*U car* 


, U li. CM SBWCl 

tb* traftdportaiio* of comodi 1 1** na**4 la this 


for enplaaatiei of ■hbr**latla 


i.rafiraac* *erk* * «]r*bala.r*f«r to i 


t 
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tariff no 




Bt 11 
dr*! tmU'jn 


f Lading ™f ** irplflf order 


DEflNlTIONS 

* 

it «5r poiot ^r«f i?ii 


it urn- um f»r uat it sit 


MOTOR HAIL ItfTKfldUMCE POINT 


"Motor-Rill interchange point" n applied hSe in" mesne" Ybe^pDfnt *t which Motor carrier interchange- to 
rail carrier. 


RAIL-MtJTtJR IMWC.HARGE POINT 

H Rall-tfc>lor Ifttcftlmie puisl" a* appltrd herein krihi point *t which rail carrier to 

■ulor nrrlrr 

* AMD 

"AikT n applied herein "tuple* the dcvflpUv* urw in coMectiOb MilR which it Is used. 

OR ^ 

Or a* UM4 hfrptn l&tiudr* ini. or ili of lb* descriptive term* in connection »ith which, It J< yScd. 

APPLICATION OF RATES 
SUBJECT 


GOVERNING PUBLICATIONS 

Governed,except it otherwise provided herein,by Unit in ClMSl licit 1« lo,S,liltrflI C1>**1- 

Mention Comal tie*.Ageni, 1 .C.C* A S * . __ . . 

Guvemed,**c.pt as otherwise prov 1 d*d, herd n , by Kit tonal Automobile Trao*port«s Assocl-llon, 
1 Agrnt.Authority Circular HQ.7-Q.tV l-C.C- 426 ^ , 

Governed,except as otherwise provided herein by Household Goods* Carr Ifr*. Bureau,Agent, 
Mllcag* Guide No.S,NJ-f,C.C- 71, ^ 

Itflfv arbitrary mileage* are provided Ip Section to,J of thl* tariff, Bmtwarnm deal red 

point■ 1 atM.-h arbitrary mileage* wilt Apply- , ,,, ^ „ _ 

¥h*r* arbitrary all*.pet arc not shown id Section Mo.l of tbl* Tariff todcalred destination 
apply the Mileage *ha*B In tbc Household Good* Carri*r*.Bureau,A*ent, HI laag* Guide KoJ.ff I.C.C. 
fto.Tl fro* Che y a BBC, by Odin* to tbe desired deal 1/iitlos. , . , 

bhea Mileage* h*v* been detrrslnnd apply the number of Mllem wo determined to the Mileage 
table of rate* shown id Section Mo.2 and where mlleagea no determined are not specifically *bomn 
in Section No. t. apply the rate* ahowo for the a*« fcighrr wile 


3 )i 


COMHODITY DtSOtlPTION 
Rale* and charge* naked In tbla tariff apply oa Ihe folio* 


I 


cMBudUIr* (See MOT IS 1 and 


<s) Automobiles, new. Passenger .complete or aoi complete* finished or not f la 1 abed. cfca** 1****t up, 

{toy Au t omob 1 les. Died, paaM-nger, comp let* of not complete,finished or not finished,set up,used 
autosobUes paeaeoger wilt be subject to aa additional bandline charge of two dollar* 


subject 

NOTi I--Ritvfl 1 include the charged tor the triRaportatioti of oil,water,gasolioe.aod/or arvti-frweae 
necessary for the operation of each whlelf. 

NOTE. 2--Th* weight applicable ol the Motor vehicle* ala11 be the factory shipping Might* ** aboai 
on the bill of lading or whipping receipt subject to correction, 

Minimum Truckload, Vehicle* weighing 3ISO pound* or lent six (61 vehicles' 

Minimus Truckload, Vehicle* weighing over 3150 pound* five (S) vehicle* 

• Poes sot apply for the account of Contract Cartage Ccaapany, Pont lac, Rich lain- 
The minimum truckload for Contract Cartage Company, Pontiac * Michigan i* fir* vehicle*. 


PICK-UP AMD DCLIVUr SgllViCt 

Rate* naked herein include pickup at point of origin (Sew IfOTli and delivery at destination 
to con al ghee a dock, pint for*. door* * y ,or other IicUUif readily and convenient y *cc*«lbl* » 
truck. In event truck cidboi convenientIf *ake delivery to consignee a dock,platfora,doorway,or 
other facility,the vehicle* contained In lb* shipment will be driven (after preparing *uc» 
vehicles for *uch delivery) fro* i location Aaareat connlgoee'a doca,platform,doorway,nr other 
facility, to which carrier a truck* can be eonveplently operatad. . . **»•*•■- 

NOTE--Carrier aay lirive *uch motor vehicle* fro* polst of origin offeredi far shlpMbt to carrier a 
LTvri terminvi yard at point of origin. 


LOAD!MG AMD UMLOWHSIC J , , , 

Rate* oa#ed in Ul« tariff include the expnnee ol hand1Ing.loading aod unloading at point* of 
40 origin, interchange and/or d**tinatioo,*ib*pt vehicle* that cannot be loaded tra oaf end or unload** 
under th*lr own power.conalgnor or consignee till ptrfor* the loading,tr*n*f*T and, or unloading, 

•t their evpeaie. 


CtMMQD 11J ES MOT ACCRPTAJU/E 

50 Pi *sv ciger Automobile* described here la that eacead fifty-Slat IS9) toe he* lb height till tot 

be accepted for trahap-ortaiion. 


For explanation of abbravlatloaa,reference marks or symbola,r*f*r to coneludlag P*(* 
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APPLICATION nr MTU 
SIBJRCT 


A PPLICATION (F MTU AM) flRVICRS 

except •• provided la I two loO.jolot through rate* published herein apply on caoeodlties 
naned in Itss 20 loaded in trucks furnished by participating carriers and transported by sotor 
carriers In truckavay service over hlgheay to eotor-rsll Interchange point for delivery of lading 
to rail carrier and transported by rail carrier la trt-level mil car service to rsll-aotor inter 
change point.for delivery of lading to aotor carrier and transportation by latter in truckavay 
service over hlghvay to final destination. 


CARA I EX' S LIABILITY 

Bxcept as otherwise provided.carrier nill not be liable for damages caused by leaking brake 
fluids.lubrlcants.battery acids and or cooling system anti-freeze solution.and gasoline; or by 
freetlng of radiators or batteries. 


DELAYED AMD 01 HAITI AG TIKI 
Delayed and or salting tlae caused by the act or failure to act of consignor and or consignee 
shall be charged at the rate of $3.50 per hour coaaenclng one hour after arrival at point of 
origin and or destination. 


100 

110 


protection ar cooling system 

During the seaaoo vhen cooling ayatce requires protection Iras fresting.such protection alll 
be furnished by end at the expense of the shipper. 


DiERGEMCY DIUVEA HAY SEAY Id 

(Applicable only for tbe accouat of participating sotor carriers) 

Single drivesvsy service esy be substituted in order to complete delivery when a truck is 
disabled ea route,or because of lepeeaable roads or In the event of any other esergency.but such 
service shall only be performed upon specific authority fros the consignor. 


TRANSFER BETWEEN CONNECTING CARRIERS 

The joist rates published herein Include nil charges for s«ltching.dmyage,or other transfer 
service at intermediate Interchange points on shipments handled through and not stopped for 
special services at such lntsrmediate Interchange points. 


RECGBSIGANEAT OR DIVERSION 

signed nithout charge nt any tlao before shipment leaves the teralaal 


SMpeents nay be rec< 

originating carrier at point of origin or holding terminal 

Shipments after leaving origin terminal or holding terminal say be reconslgned or diverted 
n charge of $5.00 per shlpaent in addition to conditions and charges provided belov 

A. All request for diversion or reconslgement oust be confirmed in writing to the origlnatlni 

carrier. 

B. At the through rate from origin to final destination. 

C. Hhen n deviation to route in caused by the reconslgnaent.additional chargee »lll be 

assessed on the basis of five ellls ($.005) per 100 pounds per sile for each eile or 
fraction thereof in eacesa of alleoge from origin to final destination vis shortest 
practicable route. 

D. Hhen a reconalgnment results la a back-haul fros point stopped for reconslgnaent or diver 

sion in transit .toward the point of origin.charges vtil be assessed on the faasls of rate 
fros point of origin to point stopped for reconslgnaent or diversion plus five sills 
($.005) per 100 pounds per elle for the additional nlleege In excess of the allvagr from 
point of origin to point stopped for reconalgnment or diversion that the shlpeent van 
carrier in asking the diversion. 

E. Reconslgneent at through rate fros point of origin to final destination «ill not be pro¬ 

tected vhen ahipeent has been unloaded from transportation vehicle at firat destination. 
In such instances rate published from origin point to firat destination plus charges com 
puted at five allla ($.005) per 100 pounds per eile vill be assessed .subject to through 
rat* to final destination as alnlaum. 
m Applicable only for the account of the notor carriers. 


ORDER-NOTIFY BILL OF LADING SHIPMENTS 

Unless otherwise specifically Indicated, rates and services provided herein are not appli¬ 
cable on ahipeenta aovlng under "Order Notify" bills of lading or othervise consigned so as to 
require surrender of bill of lading.written order or other document in advance of delivery. 


REFUSED AMD UNDELIVERED FREIGHT 
Sblpaents refused or undelivered for any reason beyond the carriers control vili be returned 
to the carrier's nearest terminal or placed la a public storage warehouse or garage at destina¬ 
tion or point nee rest to destination at the coot and risk of the owner subject to a Ilea for all 
transportation sad other lawful charges including charges for storage and transportatlas charges 
from billed destination to storage point caeputed at five sills per hundred pounds per alls, 
based on shipping weight furnished by shipper. Upon request of shlppsr.such shipments say be re¬ 
turned to point of origin,sad the return aovament sill be subject to the rate in reverse 
direct loo .provided is this tariff.is offset os the date the shipment is tendered for return. 


STORAGE CHARGES 

A. At carriers tormina 1 la Cheyenne.Hyo. j the rates naaed herein sill be considered to include 4* 

hours free storage tine from the first 7 00 A.N. after notification of arrival to consignee 
and thereafter storage sill be charged at twenty five cents (25 1) per vehicle per day. 

B. At Flint.Michigan,laaalof.Michigan or Foot lac.Michigan.seven (7) days free time will be 

allowed from the first 7.00 A.M after receipt of vehicles. Hhen vehicles are hold In excess 
of free time they elil be subject to storage charges of teeoty-flve (25) cento per vehicle 
per day or fraction thereof. 


For explanation of abbreviatloom,refermnee narks or symbols,refer to concluding page. 
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tmaoma <r utis 

J ‘ W »»JKT 

c ri«i2 t i2Su«5 , TL 0 '.^«r?*r«««o.d 

consigned to nor* than ooe destination *111 be transported a* one truckload under the 
folloelng conditions 

^iri^ 1 s;T/?.*siv"r4!.r4»srun&^3^ >s - lK j.^-«r‘«‘* 

to the destination of each shlpsent .plus a char«e of t*o dolUra and rifty cents 
(12.50) per vehicle. 

2. »h*n requested 
the distance f 
shortest route 

iSiEbu’.J'Sl ?r~iT ,, ^sn. •«^.nisri.-s5iiii.;ir« ,*>..<». or...... 

«ts ISttLaoi of Mei .MpM.t.plu. • chare* a* alat* (60) CMt. p*r all. or web 
excess sllM«e over neveoty.-flve (75) alls* and t»o dollars and fifty cents ($2.50) per 

IWtl~Vh.rI*?S3'ar. t*o or .or. p.,.r. of tr.ifb« chor,» (ho cb.r<M for web ..cm. all-., 
stall be divided between all vehicles in the truckload. _ 


loading t*i-level cars to capacity 

Tri-level car* *111 not be forwarded fros Pro* 1 a°. 11 11 nola «ot 11 * «x»ffleljat J“£jed\o 
autonomies fro* the sane or other shippers at the sane or other origins have been tendered to 
mil carrier to pemtt loading of car to saalsu* capacity. 


Shirmente destined for delivery to points and places Indicated below sill be forwarded fra 

poi.t^i^it.To i^i.i ? : SmS’&Ebi ^EvssrsiK. 

the carrier Tor additional shipments fro* the sane or otbeiisd^llTIo^oSbllld Into 
of origin.at the sane or other rates lawfully on file *ith the I.C.C. and mi oe 
truckloads. 


IXSS TBAN TROCXLQAD BOLDING TERMINALS 


BAIb-NOTCB INTnCXANGB POINT 


Cheyenne .Vyowlng 

flSSfiW: • : 


CARItin 


Cosserclal CSrriem,l*c. 

an 


bolding tbminal 


S^SS*iTI 0 : :: 

.Cicero, III. . . - 


destination cr ship 


Okilf. .&lo..Ids..*sv 
Ore.. Utah.Nash, aad \ 


Wyo. 


.such references are 


ADDUCNCK TO TARIFFS.ITEMS,NOTES.tULX AND SO FOBTH 

Where reference is *ade la this tariff to ‘^Si^iMifi aidTilsiii^^uch 

continuous and include sunplesents to sod successive issues of such tariffs and reissue* ox suen 

its**,note*.rules,and so forth. _ 


Where eoosscutlve nusbers are represented in this tb * 

connected*by°tbe lord ’*to" or a hyphen they sill be understood to includs both of the oust* 

,h °”if the first sunber only beam a rsfemocs nark such reference aark also applies to tbs last 
nusber shown aod to all nusbers between the flmt and laat nusbers 


An the tariff la eunplesented^Isbered ltess eith letter nufflten 
nuabered ltsss la the original tariff,or In a prior ■“R l “*"*; # }f t 1 t *L i *YjJ l ^ I Jii 1 l 5-B(»MeU 
alphabetical aequeoce startlag *lth A. Eaasple Urn li9m I00 * or lu:> 

Ites 105-A.in a prior supplesent which, la turn cancel led Ites 105. 


Natter brought f Tii l »SlbJri!?U*thIf of 

deterslae its original effective date.consult the supplesent Is which the reissued natter nr 
becase effective. 


For explanation of nbbrevixtla 


.reference enrka or nynboln.mfer to i 
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SECTION NO I 
ARBITRARY MILEAGES 




ntON (USING 

POINT 

- CHEYENNE, WT0MING 




TO 

NILES 

to 

J N1US 


elLES 

TO 

'miles 

CALIFORNIA 


CALIFORNIA 


CALIFORNIA 


CALIFORNIA 


Alameda. 

1215 

Escondido . 

1303 

Lon Gato*. 


San Diego . 

1234 

Albany. 

1220 

Earn Ion .. 

1187 

Lower take. . . 

1202 

! San Fernando. 

1197 

A1 hashra 

1177 

Eureka. 

1371 

Hndera. 

1267 

.San Francisco . . . 

1218 

Alturaa . . 

1151 

Exeter. 

1254 

Manteca . . 

1179 

San Gabriel , . . . 

1177 

Ana beta. 

1173 



Hart Inez. 

1210 

San Jacinto . . . . 

1170 

Angela Caap .... 

1189 

Fairfield . 

1172 

Narysvllle. 

1118 | 

San Jose. . . 

1251 

Antioch . 

1187 

Fair Oaks . 

1142 

Nprced. . 

1233 1 

San lmandro . . . 

1221 

Arbuckle. 

1166 

Fa 11brook . . 

1187 

Mi 11 Valley . . . . 

1231 1 

San Lula Obispo . . 

1324 

Arcadia . 

1167 

Fsrndale. 

1392 

Nllpltaa. 

1236 1 

‘San Mateo . 

1237 

Areata. . 

1364 

rillaure. 

1234 

Nodesto . 

1196 j 

San Mdro. 

1200 

Arvln . 

1201 

Florin. 

1131 

i Monrovia. 

1166 

San Rafael. 

1215 

Auburn. 

1094 

Fontana . 

1134 

Monterey. 

1327 1 

San Yaldro. 

1248 

Avi'iu 1. 

1271 

Fort Bragg. 

1295 

'Morgan Hill . . . 

1271 

Sanger. 

1305 

Axuaa 

1159 

For tuna. 

1392 

Mountain View . . . 

1256 

Santa Ana . . 

1177 

Bakersfield .... 

1182 

Freedta . 

1271 

Mount Shasta. . 

1271 

Santa Barbara . . 

1275 

Barato* 

1050 

Presort . 

1235 

Napa. 

1192 

Santa Carla . . . . 

1246 

banning . . . . 

1160 

Fresno. 

1289 

National City . . 

1238 

Santa Crux. 

1282 

Be 11 f 1 owe r . 

1164 

Fullerton. 

1163 

Need’ea . 

1000 

Santa Marla . . . . 

1356 


1207 

Gardena. 

1196 


1223 

Santa Monica. . 

1199 

Beverly Nllla . . . 

1193 

Garden Grove. . . . 

1180 

Newport Beach . . . 

1185 

Santa Paula . . . 

1332 

Bishop. 

989 

Gilroy. 

1280 

Nllea . 

1243 

Santa Rosa. 

1227 

Blythe. 

1060 

Glendale. 

1190 

North Hollywood . . 

1198 

Saratoga. 

1266 

Boyea Hot Springs . 

1206 

Grass Valley. . . . 

1061 

Novato. . 

1209 

Sebastopol. 

1234 

Bras ley. 

1179 

Greenville. 

1138 

Oakdale . 

1181 

Selsa. 

1273 

Brentwood .... 

1201 

Gridley . 

1137 

Oakland . . . . . . 

1213 

Shafter . 

1195 

Burbank . 

1194 

Gustlae . 

1227 

Oceanalde . 

1208 

Soledad . 

1352 

Burlingame. 

1236 

Half Noon Bay . . . 

1247 

Ontario ...... 

1148 

Sonora. 

1172 

Burney. 

1242 

Hanford . 

1265 

Orange. 

1173 

South Gate. 

1189 

Calexico. 

1177 

Hast horse ..... 

1197 

Or land. 

1187 

South Saa Francisco 

1228 

Cedarvl lie. 

1177 

Hayward. 

1230 

Orovllle. . . . 

1145 

South Pa an den*. . . 

1176 









Centerville .... 

1236 

Healdaburg. 

1242 

Oxnard. 

1244 

Stockton. 

1172 

Chico . 

1167 

Heart . 

1168 

Pacific Grove . . . 

1330 

Sulsun City . . . . 

1175 

Chino . 

1159 

Hcraoea Beach . . . 

1187 

Ml* Springs. 

1161 

Sunnyvale . 

1249 

Chose h 11 la. 

1241 

Highland Park . . . 

1188 

Palo Alto . 

1247 

Suaanvl1le. 

1076 

Chuala Vista . . . 

1251 

Hollister. 

1291 

Paradise. 

1167 

Sutter. 

1126 

Cloverda le. 

1261 

Hollywood . 

1207 

Parller . 

1308 ” 

Sutter Creek. . . 

1121 

Cos Hags. 

1288 

Runt lagton Beach. . 

1197 

Mrrla. 

1154 

Taft. 

1221 

Colton. 

1131 |i 

Huntington Park . . 

1192 

Mao Robles ... 

1295 

Tesple City . . . . 

1174 

Colusa. 

1197 

Indio . 

1157 

Pasadena. 

1174 

Torrance. 

1201 

Caapton . 

1195 

Inglewood . 

1194 

Mtaluna. 

1218 

Tracy ....... 

1192 

Concord. 

1201 

laletoa . 

1166 

Pittsburg 

1191 

Tu junga. 

1203 

Corcoran. 

1231 

Jackson .... 

1170 

PlaoervlTie . . 

1093 

Tulare. 

1244 

Corning . 

1241 

Erlseyvllie . . . . 

1231 

Pleasanton. . . . 

1223 

Turlock . 

1205 

Corona. 

1150 

Elng City . 

1349 

Pomona. .. 

1155 

llklah . 

1241 

Coronada. 

1252 

Ki ngaburg. 

1310 

Porterville . . . . 

1232 

Vacaville . 

1162 

Coats Mesa. .... 

1188 

Lafayette . 

1209 

Portola ...... 

1038 

Vallejo . 

1186 

Covina. . 

1161 

laguna Beach. . . . 

1193 

**l»cv. 

1161 

Van Nuya . 

1198 

Crescent City . . . 

1386 

la Habra. 

1191 

Red Bluff . 

1207 

Ventura . 

1247 

Crockett. 

1317 

La Jolla. 

1234 

Redding 

1216 

Victorville . . . . 

1087 

Culver City .... 

1196 

lake Port. 

1226 

Redlands. ... 

1223 

Visalia . 

1259 
. • 

Daly City . 

1224 

la Mesa. 

1242 

Redondo Beach . . .1 

1206 

Vista . 

1198 

Davis. 

1143 

Laocaatar. 

1134 

Redwood City. . 

1244 

Valnut Creek. . . 

1206 

Delano. 

1214 

Larkspur. 

1232 

Reedley . 

1279 

Vaaco ....... 

1209 

Dlnuba. 

1279 

Lraoore . 

1273 

Reseda. . . 

1206 

Watsonville . . . . 

1298 

Dlioc . 

1148 

Lincoln. 

1106 

Rialto. 

1130 

Weed. . 

1262 

Don Palos 

1262 

Lindsay 

1283 

Richmond 

1202 

Weat Low Angelea. . 

1196 

Dosney. 

1188 

Livemore. 

1213 

Ridgecrest. 

1130 

Whittier. 

1179 

Dunaaulr . 

1280 

Lodi. 

1160 

Riveraide . 

1136 

Willows .... 

1180 

East Lon Angeles 

1176 

Lompoc .. 

1332 

Roseville . 

1110 

W1 la log too . . . 

1203 

El Cajoo. 

1248 

Looe Pine . 

1050 

Sacraaeoto 

1128 

Winters . 

1157 

El Ceatro . 

1165 

Luma Linda.... 

1133 

Saltaaa. 

1309 

Woodland. 

1146 

Elk. 

1336 

Long Beach. 

1198 

San Andrea■ . . . . 

1187 

Yreka. 

1291 

Elk Grose . 

1155 

Lon Angeles . . . . 

1183 

San Bernardino. . . 

1127 



Elaonte 

1168 

Loo Alton . 

1251 

San Bruno. 

1231 



Baeryvl 1 le. 

1217 

Um Baaoa . . . . . 

1248 

San Carlos. . . . 

1242 




For sxplaoatloa of abbrvvlit loss, reference urU or aymbola,refer to eoKludloi pt|«. 
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TARIFF NO. 504 


X87 


SECTION VO 1 
ARBITRARY MILEAGES 

mow basing poirr - curmi stoning 


Pr inevl1le. 
Rainier . . 
Redeond 
Reedsport 
Rosebur|. . 


St .Helene 
Sales . . 

Seaside . 
Sheridan. 
Sileerton 


Springfield 
Staytos . . , 


The Dallas. 
Tillaaook . 


Toledo. . 
teat 1 1 la. 

Vernonl*. 
Vasco . . 
Wheeler . 


MlLSS 


Panguttcb 
Park City 
Pajrson. . 
Price . . 
Provo 


1119 

1259 

110O 

1304 

1297 

1240 

1218 

1292 

1261 

1233 

1232 

ISM 

1283 

1128 

1290 


1268 Vendover. . . 
1036 _ 


Richfield . . . 
Roosevelt.. . . 
St.George . . . 

Salina. 

Salt Lake City. 

Spanish Fork. . 
Sugarhouse. . . 

Tooele. 

Treeonton.. . . 
Vernal. 


■ - 

443 

507 

533 


Gig Harbor 
Goldendale 
Grandview . 
Harrington. 
Noquias . 


•oodburn. 


UTAH 


Aserlean Fork 
Btnghae Canyon 
Bountiful . . 
Brlghan City. 
Castle Dale.. 


Cedar City. 
Clearfield. 
Coalville . 
Delta . . . 
Draper. . . 


Duchesne. 
Elsinore, . 
Sphrats 
Eureka. . . 
Parsington. 


Flllsore. . 

Garland 
Grantsvl1le 
Guaalson. . 
Heber 




1257 _ 

1118_ 

1297 Aberdeen. . . 

I Alnira. . . . 
Anacortes . . 
Arlington . . 
Ankara. . . . 

’»» Bellevue. . . 
4 93 1 Be 111 <tg has. . 
464!Blaine. . . . 
47T, Botbel1 . . . 
564 Hreeerton . . 


609 

438 

763 

589 


495 

477 


709 Brewster. . 
465 Buckley . . 
420 Burlington. 
5*6 Cases . . . 
480 Careon. . . 


467 Cathleaet 
617 centralla 
561 Cheha lie. 
533 Chelan. . 
457«Cheney. . 




595 Chewelah. . . 
479 Clarkston . . 
497;Cle Hue. . . 
575 Coifai. . . . 

463 Collage Piece 

41*Colville. . . 
654 Coulee City . 
444 Davenport . . 
757 Dayton. 

458, DU * 



687 Eauaclas. 

1332 

476 Kpfcrats . 

1207 

481 ; sverett . 

1312 

618* Everson. 

1391 

538-Ferndal#. 

1381 


1349 

1127 

1360 

1336 

1318 


lone. . . 
Issaquah. 
Kelso.. . 
Kent . . 
Kennewick 


Kirkland. 
Latah . . 


Lied. 
Longview. 


Lynden. .M 
Mercer la lend 
Monroe. . . 
Monteaano. 

Nosea Lake. 


1290 


Mt.Vsrnon . 




Newport . . 




Oak Harbor. 




Odessa. . . 




Olyapla.. . 





1393 Okanogan. 
1330;onak . . 

1355*0t hello . 

-1 Palouse . 

1I88iPasco . 
1336 


f—- 

1348iPoneroy.. 

1233 Port Angeles 
1166 Port Blakely 

*-— Port Toe nee n 

1339 Prosser . 


1363 

1215 

1067 


1007 

1054 

1212 

mi 

1052 


Pullean . 
Puyallup. 
Raymond . 
Reardan . 


Renton. . . 
Republic. . 
Richland. . 
Rltsville.. 
Rolling Bay 


«lit. . 
Seattle. . 
Sedro Voolle 
Shelton . 
Snoqualal* 


Ml 1X4 

TO 

WASHINGTON 

NILES 

1327 

Tacosa. . . . . 

1318 

1164 

Tekoa . 

. . 1073 

1109 Toppenlsb . . . 

1139 

1137 Twisp. 


1353'Vancouver . . 

. . 1221 

1147 

Valia valla . . 

1044 

1275 Vapato 

1143 

1252 Vasbougal . 

. 1201 

1313 

Vatervi1le. . . 

. . 1187 

1068 

Wenatchee . . . 

. . 1217 

1395* 

Wilbur. 


1083 

Vialuck . . . . 


1237 

Woodland. . . . 


1133 

Yaklsa 



1388 - 


1287 Afton . . 
1299 Basin . . 
1339 Buffalo . 
1160 Caaper. . 

_ Cheyenne. 

1344 L 


1096 Cody. . . 
1372 Douglae . 
1122 Evanston. 
1328 Gillette. 

-Glendo. . 

1191 - 


1187 Glenrock. . 
1185 Green River 
1110 Greybull. . 
1066 Hanna . . 

->Hask Springs 

1084 


1451 Jackson . 
1388 Keeaerer. 
1430 Lender. . 
1101 Larasie . 

-Llngle. . 

1095 - 


1326 Lovell. . . 
1373 Lusk. . . . 
1072 Medicine Bo 
1289 Nrecantle . 

- Pine Bluffn 

1306 - 


1184 Powell. . . 
1077 Raellna . . 
1116 Riverton. . 
1365 Rock Sprgs. 
- Saratoga 


1082 _ 


1295 Shawnee. 
1377 Sheridan. . 
1349 Sinclair. . 
1269 Sundance. . 

i-Thayne. . . 

1318 


1049 Them -polls 
1337 Torrington. 
1397 Vbeatland . 
1116 Wilson. . . 
iVorlahd . . 


459 

390 

310 

191 


411 

125 

380 

251 

111 


172 

289 

398 

125 

65 


456 

357 

296 

SI 

96 


432 

142 

109 

222 

42 


435 

166 

314 

274 

131 


123 

347 

160 

269 

473 


325 

86 

73 

461 

359 


r explanation of abbreviations.reference sarka or sysbols.refer to concluding page. 
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TAnirr pkj wj 
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PIGGYBACK TRANSPORTATION 


ivkirr *, ftoi 

airr job »,2 
Mil mu coiowim mil* 
m olhuns p£K 





ON 

*1 IXMXB fm** BASING P 

(tljr* f H1YE>H itomv, 





WILIS 



UTV3 APPLY FXJ8 


HlLJJL 


hAC 

Lb APPL1 THOM 



FLINT, 
MICHIGAN 

LAH3ING. 

MICHIGAN 

PONTIAC, 

MICHIGAN 


H-1NT. 

RICH(GAN 

J ■ AffS 1 KG, 

MICHIGAN 

PONTIAC, 

MICHIGAN 


A 

8 

1 

a 

A 

0 


A 

6 

A 

1 8 

A 

0 

4 

119.39 

146,55 

112.04 

139,41 

120.79 

150.40 

167 

130,59 

175.05 

01.241 165.01 

139.99 

176,80 

6 

119.71 

349.09 

]12.36 

L 3D - 

121.11 

150.84 

170 

13H.91 

175.49 

131 56 

J66 25 

HO.33 

177.24 

0 

120.03 

149.53 

IE 2 68 

HQ - 29 

121,43 

151.20 

173 

139 23 

175.93 

131 8H 

t 166.69 

140.63 

177 6» 

12 

120.3S 

149,97 

113.00 

140 73 

121.75 

151.72 

175 

139 55 

176.37 

132.20 

f 167.13 

140.95 

17B,12 

14 

120.07 

150.41 

11732 

141.17 

122.07 

152.16 

170 

139 07 

176.01 

132.52 

! 167,57 

141,27 

17a 5* 

17 

120.99 

150.65 

113.64 

141.61 

122.39 

152,00 

181 

HO, 19 

1177.23 

132.84 

i 168 01 

141,59 

179,00 

20 

121,31 

151.29 

113 M 

J 42,05 

122 71 

153.04 

194 

140.51 

177.69 

133.IS 

> 168,45 

141 91 

179.14 

23 

12).$3 

151.73 

1H. 2H 

142.49 

123.03 

153.48 

186 

140 83 

]17n 13 

133.4* 

l 166 89 

142,23 

17? KB 

23 

5 21.95 

152 17 

114 60 

342.93 

123 33 

153.92 

189 

141.15 

■1TB. +57 

133 mi 

169 33 

342.55 

100,32 

28 

122 27 

152.6) 

114.92 

143.37 

123.67 

194,36 

192 

I 141.47 

179.01 

134,12 

; 169,77 

342.87 

100.74 

31 

122.59 

153,05 

115.14 

143.81 

133,99 

154,00 

195 

' m - 79 

'179.45 

134 *44 

, LtO.tl 

143.19 

1* 

34 

12231 

153,49 

115 5$ 

144.25 

124,31 

155.24 

19? 

H2.ll 

179,09 

131.76 

i 170 63 

143.51 

181: 64 

34 

123.23 

153.93 

115.80 

141 69 

124 63 

155.68 

2'*) 

142.43 

'180.33 133 0« 

1 171.09 

143.83 

102.08 

39 

123.55 

154.37 

116 20 

146.13 

124 95 

156.12 

203 

142.75 

| iso r? 

!136.40 

i' 17153 

144.15 

144.47 

182 52 

42 

123.87 

154,01 

116.52 

145,57 

135,27 

156.56 

205 

143,07 

i 181 21 

05.72 

!■ 171.97 

JB2.94 

44 

124.19 

155.25 

116 64 

148,01 

125,5? 

r 157.00 

206 

143 39 

;181,65 (38 01 

;J7241 

144,79 

103 40 

47 

134 i t 

153 *9 

117 J6 

Hi.45 

125,91 

157.44 

211 

143.71 

!162,09 

<136 36 

172.B5 

145. n 

103.84 

SO 

1 24 A3 

154.13 

117.16 

146.89 

126 23 

157,80 , 

i 2H 

144 03 

182. S3 

136-fcB 

173,29 

143.43M84 28 

53 

125.13 

154.57 

117.00; 

147.33 

. 126.35! U8.32 

1 216 

144 35.102.97 

127-00 

<73.73 

145.75 

104 72 

» 

123.47 

157.01 

110.12 

147,77 

126.47 

'158.70 

J 219 

144,67 

143.41 

1 137.32 

174,17 

; is .; 

'183.16 

58 

125.79 

157.45 

116.441140,21 

1127.19 

|159,20 1 

| 222 

144.99 

103,00 

07.64 

174+61 

L 46.39 

]IBS 60 

it 

120.11 

157.89 

1.16.76 !48.65 

'127,51 

,159,64 

225 

145+31 

104.29 

137 9‘( 

175.053146.71 

'186,04 

44 

134.43 

156.33 

119.08; 

140.09 

|127,83 

160,08 

227 

145.63 

184.73 

(38 20 05.49 

147.03 

100 48 ! 

u 

126.73 

150.77 

119 40 

1 149.53 

128.15 

'160.52 

230 

145.95 

185.17 138 60 

175.91 

]147 35 

106.92 

49 

127.07 

159.21 119.72] 

|149.97 

128.4? 

160.96 

233 

144-27 

185.il 

138,92 

176.37 

147.07 

167 :is 

72 

127.39 

159.45 

120.04; 

150.41 

128.79 

161 .40 

2,15 

148.5? 

184.05 

09.24 

170. Bl! 

147 99 

187.80 

74 

127.71 

109.091 

120.36 

1S0.85 

139.11 

101.84 

236 

146.9t 

100.49 

139 50 

177.25 148,31 

188 24 

77 

126,03 

160.531 

120,66 

151.29 

129,43 

162.28 

241 

147.23 

100.93 

139.08 177.69 

148.63 

1BK 68 

BO 

124.35 

162.97 1 

121.00! 131.73 

129.75 

102,72 

244 

147.55 

187.37 

140.20 

170.13-148-95 

189 17 

83 

124.57 

161,41 1 

121.32 

152.17 

130.07 

163.16 

246 

147.87 

187.81 

140.53 

178.57)149,27 

109 36 

43 

186.09 

141 85 j 

121.flV 

152,01 

130,39 

163.60 

249 

149 19 

! 1SB + 25 

140.84 

179.01 

1146.59 

190.00 

At 

129.31 

162.29 

121 96 

153.05 

130,71 

164,04 

252 

140.53 

180,69 

141,16 

179.45 

149.91 

190-14 

91 

129.63 142,73 

122,26 

153.49 

131 .03 

164,46 

255 

140,43 

189 13 

HJ 40 

179.89 150.23 

190,88 

9* 

129.95 

163.17 

122.60 

153.93 

131,35 

164.92 

257 

149,15 

109.57 

141,80 

180.33 

150.55 

191.32 

04 

130.27| 

163.81 

122-92 

154.37 

131+07 

105.36 

260 

149 47 

140,01 

142 3 2 

160 T7j 

1150,07 

191.76 

90 

130,59 164.05 123.24 

154,61 

131.99 

165.HO 

203 

149+79 

190.45 

142 44 101.21 

151.19 

192.20 

lot 

130.91 144,49 

123 56 

155.25 

133 31 

166.24 

205 

150,11 

190.89 

142.76 

16 ( 65 

151,01 

102.64 

104 

131.33 

164.93 

m.68 

155,69 

733,63 

168.64 

1 264 

150.43 

191 33 

143.081 102.09 

151,83 

193.06 

107 

131,53 

103.371124,20 158.13 

132.95' 

167.12 

1 2?I 

150+75 

191,77 

143 40 

102.53 

152.15 

193 St 

110 

13U07 

103,tl 124.52 

158.57 

133,27 

167.56 

274 

151.07 

192.21 

143.72)163.97 

152,47 

100,96 

113 

132,19 

160,23 124.44 

157,01 

133.59 

168.00 

276 

151.39* 

192,05 

144.04 

103.41 

152.79 

194.40 

lit 

132,51 

166.69 125.16 

157.45 

133,93 

I6S.44 

279 

151.71 

lit 04 

144,36 

183.85 

153,1l 

194 84 

ni 

132.63 

167.13 123.46 

157.00 

134,23 

108 BB 

2S2 

152.03 

193.53 

144 68 184,29 

153.43 

103.28 

121 

133,15 

1S7.57 

125.60 

156.33 

134.55 169.32 

245 

152-35 

183.97 

145.00 

184.73 

153.75 

195.72 

124 

133,47 

168.01 

126.12 156.77 

134.67 

169 76 

287 

152.67 

194.41 

145,32 

145.17 

154.07 

196 J6 

124 

133.79 

160.45 

126,44 

159,21 

135.19 

170.2(1 

290 

152,99 194.05 

145.64 165.61 

154,39 

196,60 

129 

134.11 

148,83 

130-76 

150.65 

135,31 

170.64 

293 

153-3) 

195.29 

145.96 

106.03 

154,71 

197.04 

132 

134.43 

169.33 

127.00 

140.00 

135.83 

171.08 

295 

153.63 

195-73 

144.21 

146.49 

155 03 

107.48 

134 

134.75 

169,77 

127.40 

160.53 

136.15 

171.52 

298 

153,95 

196.(7 

140,60 

306.91 

150,35 

197.92 

137 

135.07 

170,31 127,72 

160.97 

136.47 

171 .96 

301 

154.27 

196-61 

140,92 

107.37 

155,07 

108.36 

HO 

135,39 

170,05 

120.04 

161.41 

136,79 

172,40 

304 

154,59 

197,05 

147,24 

187.01 

155.99 

196.60 

143 

135.71 171.09 
136 03 171.53 

126.36 

141.45 

137.11 

172.64 

306 

154,91 

197,49 

147.56 

108.25 

15031 

199.24 

145 

120.6B 

162.29 

137.43 

1?3.28 

309 

155.23 

197.93 

147.68 

144.64 

m 63 

199,68 

Hi 

136.35 171.97 

129.00 

102.73 

137.75 

173.72 

312 

155,55 

190,37 

148.20 

189 13 

) 56 95 

200.12 

151 

134.47 

1T»*41 

129,32; 

163.17 

138.07 

174.16 

315 

155.47 

190,81 

146.52 

109.57 

157.27 

200.36 

154 

136.99 

172.63 

129.64 

163.61 

136.39 

174.40 

317 

156+19 

199.25 

149.64 

190.01 

157.59 

201.00 

194 

137.31 

173.29 

129 96 

164,06 

134.71 

175.04 

320 

156.31 

199,69 

149-01 

190.45 

157,91 

201 44 

139 

137.43 

173.73 

130.29 

164,49 

139.03 

175.48 

323 

136-43 

200 13 

149,46 

190.89 

158,23 

301.08 . 

142 

137,95 

174,17 

130 40 

164.93 

139.35 

175.92 

325 

157 15 

200.57 

149,80 

191.33 

134.55; 

202.33 

144 

136.27 

174.61 

130.92 

163.37 

139.67 

176.36 

326 

137.47 

201.01 

150.12 

191,77 

134.47 

202.76 


COLUMN A. !lat<t tpply on vthldM ••Lghlog 3150 pounds or Iai. 

CQLLMN B. HltH app-iy oD v*h tcl«i velfb log OtbT 3150 pounds, 

for ripluutiqo of ibbrrviit soiit. r*f * r*w«- iaru or mysbols, r*f*r to coocludibf par**. 
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TMirr ».*<*• 


SETIOI ND-2 

JOlPfT (HL**&* COnuDITT KATS3 
ii qollub kg raicu 

OPT mtlLWH TKM MilKi TO lift - CRdfUm IfYC 

MING 

« 



Junta vplt no> 

KILLS 


J.TSB AWVt no 

M 

MILES 

FLINT, 

MICE 10At 

uwaiNO. 

MICHIGAN 

KJNTIJI C» 
MICHIGAN 

FLINT. 

MICHIGAN 

LANSING, 

MICHIGAN 

PDFTTI 

NlCHi 

tc, 

CAJf 


A 

9 

A 

* 

A 

0 


A 

6 

A 

9 

A 

0 

33] 

334 

33* 

339 

342 

157.70 
158.11 

156 - 43 
15* 73 
150.07 

301.43 
201 69 
202.33 
202.77 
203.21 

150.44 
150.70 
131.08 
151,40 
131,72 

192.21 

192,65 

193,09 

103.52 

103,97 

159,10 

150.31 

159.82 

160.13 

160.47 

303.20 

303.64 
204.01 
204.52 
204 96 

405 

497 

500 

503 

303 

176.99 

177,31 
177 63 
177.93 
176.27 

178,50 

17H.91 

179,23 

179.55 

m 07 

327,85 

228 29 
228,73 
220.17 

229 6L 

230.03 
230,49 

230 93 
23137 
231.91 

T*7 64 

169.06 

170.2* 

170,60 

J 70,92 

210,81 178 39 
319.05 L78.71 
219.49 179.03 
219.93 17935 
220.37 179 07 

229 60 
230,04 

230,48 
230.92 
231.38 

345 

347 

330 

353 

355 

150.39 

139.71 

160,03 

160.35 

160.67 

203 85 

204 £>9 
204.53 
304.07 
205-11 

132.04 

132.36 

152.68 

133.00 

133.32 

194.41 

194.85 

195.29 
195,73 
196.17 

160.79 

L61.IL 

161,43 

161,73 

162.97 

203.40 
205.64 
206.28 
206.72 
307.16 

~M* 

311 

514 

316 

51* 

171,24 
171.58 

171 8* 
172.20; 

172 52j 

320*1 179 99 
221.25 100.31 
221 .09 180.63 
223.13 180 95 
222.37 101.27 

231.in 

232.24 

232 68 

233.12 
233.56 

35* 

351 

364 

Mt 

365 

160.99 
101.31 
101.63 
161,95 
162.27 

205.85 
JOB,29 
206,73 
207.17 
20?.61 

133,64 

153.96 

134-28 

13460 

154.92 

196,61 1*2.39 
197.05 162.71 
197.49 163.03 
107.95 163,35 
108.37 103,67 

107,60 
308 04 
208.48 
208,92 
209 36 l 

532 

525 

337 

530 

533 

160.19 
ISO 51 
180.83 
1*1.15 
1*1.47 

232 - 25 
232 69 
233,13 
233-57 
234.01 

172.04!223,01 
173.16 223 45 
173-48 223 89 
173.80 221,33 
L74.12224.77 

1*1,59 
1*1,91 
1*2 23 
1*2 S3 
182,87 

234,00 

234.44 

234.08 
235-32 
235 76, 

372 

375 

377 

380 

383 

162,59 
162.91 
163 23 
163,55 
163.67, 

200.05 
200 49 
200.93 
209.37 
309 *1 

135,24 

133,56 

135.68 

156,20 

136.52 

198.81' 163 99 
100.25i 164.31 
199-69 164.63 
200,13 164.95 
300,57 165.27 

209.00 ’ 
210 24 | 
210.68 . 
211.12 
31156 

533 

539 

541 

544 

546 

1*1.79 
1*2-11 
1B2 43 
162.75 
1*3 07 

234.43 
234.69 
233.33 
335.77 
236,31 

174.44 225.2L 
174,76 225.65 
175.0* 23*- 09 
175 40 226 53 
175,72 226 97 
-1- 

1*3 19 
183-51 
1*3 83 
184 15 
1*4.47 

1 

236 20 

236 84 
237-08 
237,52 

237 96 

its 

3M 

301 

304 

396 

164.lt 
104.31 
104 *3 
165,15 
163.47 

210.23 

210.69 

211.13 

211.57 

312.01 

156-84 
157.16 
137.40 
137,60 
1154.12 

201.01 
i 301.45 
,201,19 
'202.33 
!203.77 

163.59 
165,91 
168.23 
168 55, 
166. *7 

312.00 
312.44 
112,88 
213.33 
313 76 

549 

553 

*35 

357 

540 

1*3-39 
1*3 71 
144,03 
144.35 

1*4 *7 

230,65 
137,09 
237,53 
137.97 
23* 41 

176.04; 

178.36! 

170.68! 

177.00 

177.32 

227.41 
227.83 
238.29 
33*. 73 
229.L7 

1*4 79 33*.40 

1*3 11 23* 84 

1*5 43 339 28 
1*5.73 239 79 

1*6 07 240 16 

.-—<H-- 

390 

403 

405 

407 

410 

163.79 

106.11 

166.43 

166.75 

167.07 

212.45 154.44 203.21' 167.19 
212,89 158,76 203.65 167.51 
213.33 159.08 204.09 167.53 
213,77'150,40 204.53 160.15 
214.21 159.72 204.97 160.47 

214.20 

214.64 

215.08 

215.52 

213.96 

563 

365 

568 

STL 

574 

184.99 

1*5.31 

145.63 

183.03 

1*6.27 

236.*3 
239,29 
239.73 
240.17 
240.61 

177.64 

177.96 

178.28 
176 60 
17*.92 

229.61 
330 03 
330-49 
230,93 
231 37 

188 39 240,00 

386 71 J41 04 

1*7 031241 48 

L>7,33 1 241,92 
LIT,07!242.36 

413 

415 

416 

421 

424 

167.39 

167.71 

168,03 

168.35 

166,67 

214.65 

315.00 

215.53 

215.97 

216.41 

!160,04 205,41 1*8-79 
160.36 205,85 109.11 
160.68 206,29 160,43 
161,00 206,73j169,73 
101.33 207.17| 170-07 

216.40 
216-84 
217,28 
217.72 
316.16 

376 

579 

502 j 

583 

567 

106.39 

106.91 

1*7.23 

1*755 

167.67 

241.05 
241 49 
241,03 
242.37 
242.61 

179.24 231.01 
170 56 232 25 
179.8* 232 68 
1*0 20;233 13 

100,S31233.57 

187 99 

188 31 
1*8.63 
188,95 
1*9,27 

242 *0 

243 24 

243 68 

244 12 
214-56 

430 

420 

432 

435 

437 

166.09 216 85 
169.31 217,29 
169.03 217.73 
169.95.210.17 
170,27j2l0.61 

^181.64 207,01 I70.3S 

161,96 208,05! 170.71 
162.2* 301-40! 171.03 
162,60 201,93 171.33 
162,92 209.37! 171.67 

210,80 

210.04 

319.4* 

219,93 

220.36 

590 

593 
, 595 

39* 
i 601 

108,10 

188.51 

1*0,03 

1*9.13 

1*9,47 

243.35 

243.69 
244.13 
244.37 
245.01 

180 *1 
101.16 
1*1 4* 
1*1.*0 
1*3,12 

1234.01 
,234 - 45 
234.69 
235,33 
233.77 

189.50 
189 91 
190.23 
1*0 35 
190.87 

243.00 

245 44 
245,88 

246 32 
24* 76 

440 

443 

445 

416 

451 

170,59 210.03 
170.91 210.49 
171.23 219,93 
171,55 220.37 
171.07 320,81 

163.24 2O0.il! 171,99 

163.5* 210.25; 172.31 
163.68 210-691 172,63 
164.20 211.13 172,95 
164,32 2U.5T| 173.27 

220.*0 
331,34 
221.6* 
222.12 
322,5* 

: 604 

606 

609 

*12 

615 

169.79 
190,a 
190.43 
190 75 

11*1,07 

245.43 
245.B9 
246.33 
246.77 
247,21 

1*2.44 
1*2.76 
1*3,08 
1*3.40 
1*3 72 

330,21 
236.65 
237.00 
237,53 
237 97 

191,19 
191.31 
191.83 
192.IS 
192.47 

247.20 
247.64 
248. OB 
148,53 
248 96 

454 

454 

430 

442 

465 

172.19 
172.51 
172,03 
173.13 
173 47 

221.23 
221,69 
222,13 
322,37 
223.01 

164.84 212.0t! 173.59 

183.16 212.45 173,01 
165.48 212.*9 174.23 
165.00 313.23! 174,55 
168.12 213.77 174,87 

223.0Q 

223.44 

223.68 

224,32 

224.76 

617 

630 

623 

625 

626 

191.39 

191,71 

192,03 

192.35 

193,67 

247,65 
248,00 
248.33 
245,97 
249,41 

1*4.04 
1*4 36 
1*4.68 
1*3.00 
1*5-33 

238.41 
23*.*5 
239.20 
239,73 
240.17 

192.79 
193 11 
193 43 
103.75 
194.07 

249.40 
249-84 
250.28 
250.73 
251, If 

467 

470 

473 

473 

476 

173.79 
174,n 
174.43 
174 73 
175.07 

233 45 
223.8S 
224,33 
224,77 
223.21 

166.44 
180,76 
167.08 
167.40 
1*7,72 

314.21 175.19 
214.IS 173,51 
215.09 173.03 
213,53! 17*15 
215.97, 176.47 

223.20 

223.64 

226.00 

236.52 

226.96 

431 

634 

636 

639 

643 

192.89 
193 31 
193,63 
103.05 
194.27 

249.63 

230,20 
230,73 
251 IT 
231.61 

165,64 

1*5.96 

1*8.28 

1*6.60 

186.93 

240,61 
141.03 
241 49 
241.93 
242.27 

194.39 
194.71 
195,03 
195.35 
193 07 

351-60 
252 04 

252 48 
253.93 

253 36 

461 

4*4 

4M 

460 

462 

175,30 

175.71 

176.03 

170,3* 

176.67 

223.65 
220.00 
226.33 
226.97 
227.41 

168,04 
168.36 
168 66 
169.00 
160.32 

216.41 176.79 
316,85 177.11 
217,29 177,43 
317,73 177,75 
216,17] 170.07 

227.40 

227,04 
320-2* 
230 72 
229.16 

645 

047 

650 

633 

194,59 
194 01 
193.23 
103,35 
195,87 

233,05 
252.49 
232*63 
253.07 
253 81 

1*7.34 

167.56 

107.88 

166.20 

168.53 

242 *1 
243.25 
243,** 
244.13 
244 57 

193.99 

196,31 

196.63 

190.05 

197.27 

253.80 
254 24 
234,68 
255,12 
255.38 

COLON* i 
C0LUNH 8 
for eapUi 

Hite* apply o\ 
iut« apply oi 

lit IQD Of *»IN 

a vthlc 
a ¥*hlC: 
IVlltlOl 

Lw xnfhijsji 3150 pound* or If**, 

]*• trelgblog over 3150 poun-da . 

u< referent* ■*rk- or symbol*, refer to concluding p*ge. 
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PIGGYBACK TRANSPORTATION 



Joiprr itullSP&t 
_-jiLn.ilMiSrtfijH"! 

8ATK5 

(JSftf^attriw** ,n»t jig 

H1LJ3 

iwTia fcpttf mem 



RATES APPLt FAlM 


FL 

mo 

181, 
WIGAN 

LAN 

91CB 

Hit* 

IGAH 

fourruc. 

MICHIGAN 

M lues 

min', 

micmga* 

, LAMBING. 

KICBIQAK 

POBTUC. 

MCE (GAM 

k 

B 

k 

6 

* 

6 

A 

R 

A 

B 

A 

B 

058 

061 

B64 

MS 

MS 

19* *1 
198.5 
198,8 
197.1 
197 ,r 

234*2, 

234.5* 

233.12 

255,5" 

258.81 

198.8* 
199*18 
189.48 
183.B0 
190.12 

243.0 
245.4* 
245.8* 
246.3; 
246.71 

197.51 

197,91 

198.J1 

19B.5S 

19*.*1 

258.00 
23*.44 
356,86 
237,37 
257.78 

*22 

823 

827 

830 

833 

215.3! 
215.71 
216.03 
216*33 
21***7 

f 280.55 
281.09 
1 281*33 
1 261*97 
202*41 

20*.04 
208.36 
20* .41 
209.00 
209*32 

271*41 

271,85 

272.29 

272,73 

273,17 

216-79 
J217.11 
•217*43 
217*75 

21**07 

282.40 
262 M 
283.20 
283,72 
284.16 

6?2 

875 

077 

600 

883 

197.7* 
IM.l] 
19**42 
198.75 
, 199.07 

236-45 
256 *8f 
257.35 
237.77 
256.21 

190.4* 247.21 
190.78 247*6S 
191*01,249*0« 
191.40 2*8.32 
191.72,249,97 

199* 1 
199.51 
199.03 
200,15 
200.47 

355.20 

258*84 

239,0* 

259*52 

259,96 

*35 

838 

641 

844 

846 

216.95) 

217.31 

217,03 

217.93 

211.27 

i" 252. »5| 209.84 
283.291209.9* 
283.73;210.2* 
284.17 210.60 
284*81 210*92 

273,01 
274,05 
374.19 
274.93 
275.37 

21F. 39 

218.71 

219.03 

219*35 

219.67 

284.60 
283.04 
285.48 
285 92 
286.36 

6»5 

086 

891 

894 

898 

199.39 

199.71 

200.03 

200.33 

200.87 

238.85 

239.09 

239.33 

239.97 

280*41 

192*04 249.41 
192 * 36 249.95 
192,68 250.29 
1*3.00 230,73 
193 ,31 131.17 
. 

200*79 
201.11 
201 *43 
201,75 
202.07 

260.40 

2*0.54 

261*21 

201*71 

282*18 

849 
*32 
j *55 
*57 

880 

J 215*39 
216,91 
219.23 
219,55 
219.57 

285*09 211.24 
2*3,49 2U *96 
2*5.93 211.8* 
250.37 212*20 
286.*] 213.52 

275,01 

276.25 

276.09 

277.13 

277,67 

219.99 

226.31 

220.62 

220.95 

221.27 

288,00 

287.24 

2*7,60 

268.12 

206.58 

899 

TM 

704 

707 

710 

200,99 
201.31 
201.83 
201.94 
202,27 

760,85 
281.29 
281*73 
282*17 
282,81 

1*3**4 251*61 
193.9* 732*08 
194.78 j232*49 
194.00.232,93 
194.97:253.37 

201.39 
202*71 
203.03 
203.J5 
203.67 

282.60 

2*3.04 

263.48 

263,92 

264,38 

1 a«3 

8«3 

**« 

*7L 

*74 

220.19 

220.31 

220.83 

221*15 

221.47 

287.25 

207.69 

20**13 

2*6.57 

209.01 

212**4 27**01 
213*16 276,45 
213.484 276.09 
213*80 279.33 
314.12 279.77 

221-39 
221-91 
222.23 
332*33 
222*07 

289.00 

289,44 

289.88 

290.32 

290.70 

‘in 

MS 

718 

711 

724 

202.39 

202.91 

203,23 

203.55 

203.87 

283,03 

383.49 

283.93 

284.37 

284.81 

195.24i233*81 
193.56 234*23 
195,88,254,89 
198*20 235*13 
198.52 235*37 
. 1 

203.99 

204.31 

204.03 

204*95 

205*27 

284**0 

265*24 

765.68 

268.12 

2*6,38 

H 876 

879 

*82 

*63 

*87 

| 221,79 
222.11 
222,43 
222.75 
223.07 

289.45 

269.89 

210*33 

290.77 

241.21 

214-44,280.21 
214*70 280*83 
215*0* 281.09 
215*40,2*1.53 
215.72 2*1.97 

223.19 

223.31 

223.83 

224,15 

224*47 

291.20 
291.84 
292, fl» 
292,52 
292.96 

728 

728 

137 

738 

737 

204*19 

204.51 

204.83 

205.15 

205*47 

265.25 
285.89 
286.13 
2**.37 
28T.01 

,19*.*4 258.01 
197*18 75*.45 
197.48 238,89 
197.80237*33 
196.12 257*77 

205,59 
205.91 
206*23 
206.53 
206.87 

267.00 

267.44 

2*7,51 

28**32 

26**76 

269*20~ 

289,*4 

770.0* 

370,32 

270*91 

BB0 

693 

*95 

896 

901 

904 ~~ 
806 

908 

912 

915 

223.39:291*65 216*04 282*41 
223,71'292.09,216.36 282.85 
224.03>292,33 210,68 263.29 
224,33 292,97 217*00 283,73 
224.67 293.41 217.32,284.17 

224.79 

223.11 

225.43 

223*75 

226.07 

293.40 

293,84 

294.28 

204*72 

295,16 

740 

7*3 

745 

748 
[ 741 

205.79 

208.11 

208.43 

208.73 

307,07 

287,45 

287.69 

2*8.33 

208.77 

209,21 

198.44 

198,76 

199,08 

199,40 

199,72 

•258,21 

251.65 

259.09 

259.53 

239,97 

207.19 
207*51 
207*83 
206.13 
708.47 

224,99 293,55 
223.31 294.29 
225*63 294*73 
225-95 295,17 
220,27 295*61 

317,64,2*4.61 
217,96 385.05 
511.28 285,49 
21**00 285,93 
218*92 288.37 

220,39' 

326.11 
327.03j 
227.35! 
237.67 

'293.00 

296.04 
2%.48 
296*92 
297.30 

754 

758 

759 

7*2 

785 

207.39 
207,71 
208.03 
708.35 
208.87 

209,85 

270.09 

270.831 

270.97. 

271*41 

200,04 

200,3* 

200,88 

201.00 

201.32 

2*0.41 

200.13 

281.29 

281,73 

262*17 

208.79 
209.11 
209.43 
209.73 
210*07 

271 *40 
271.64 
272,28 
272,72 
273.1* 

as 

933 

925 

92* 

226.59 296*05 < 
220,91 290.49 
227.23!296.93 
227,55!297,37 
227.67 297*81 

219.24 288,*/ 
219.50 387.25 
219.M 267.09 
220.20 288.13 
220,52 218.37 

227,99 
226.31 
228.83 
228,95 
221*27 

297.B0 

7 9b.24 
268,68 
299*12 
209.5* 

Tf7 

770 

773 

775 

778 

20*.99 
209*31 

209.83 

209.95 

210.27 

271.83 

272,29 

272,73 

273.17 

273.81 

201,64 
201,98 
202.2* 
202.80 
202.92 

2*2 ,«1 
263,03 
263,49 
2*3,93 

284,37 

310.39 
210.71 
311.03 
311.33 
211*67 

273.60 

274*04 

274,48 

274.92 

273*3* 

931 

934 

904 

939 

943 

226.19] 

228.51 

228.63 

229.15 

229.47 

2 B*,25 
2t*.*9 
299.13 
299.37 
300.01 

220.84 

221.10 

221.48 

221.80, 

222.12 

269.01 

2*9.45 

289.89 

390*33 

290*77 

229.59 

226*91 

230.23 

230.53 

230.87 

300.00 

300.44 

300.88 

301.32 

301.76 

781 

784 

788 

7|f 

792 

210.59 
210,91 
211*23 
211*53 
211*87 

274.05 
274.49 
274,93 

275.37 • 
275.B1 

203.34 

200*50 

203,68 

204*20 

204,32 

204.81 

265*25 

208*69 

260*13 

2*6.37 

211*99 

212.31 

212*63 

212*95 

313.27 

275.80 
278.24 
278,6* 
377*13 
277,36 j 

950 

953 

935 

229.79 

230*11 

230**3 

230.75 

231,07 

300,45 

300,89 
301*33 
301.77 
302.21 

222.44 

222*70 

223*0* 

223.40 

223*72 

291*21 
291**5 
292,09 
392.53 
292 - 97 

231.It 
231.51 
231,83 
232.15 
232*47 

302.20 

302*64 

303.08 

303.52 

303.96 

795 

797 

BOO 

803 

80S 

212.18 : 
212,51 : 
212.83 
213,13 
213,47 

273*25 1 
278,09 : 

277,13 : 
277.57 1 
271.01 ; 

204.84 

703.16 

203.4* 

203*80 

208.12 

267.01 
267 «4D : 
207.89 
261,33 ! 
268.77 ! 

313.59 ! 
213.81 
214.23 ; 
214*55 ! 
714.87 I 

276*00 1 

278,44 

378.66 

279.32 

279.70 

95* 

Ml 

964 

966 

969 

231.39 

231.71 

232-03 

232.35 

232.87 

302,65 

303.09 

363,53 

363.97 

364.41 

224 *04 
224.30 
224.86 
225.00 
225.32 

293,41 
293.85 
294.29 
294.73 
295.17 

232,79 

233.11 

233,43 

233.71 

234.07 

304.40 

304,84 

305.28 

305*72 

306.16 

801 

811 

814 

818 

| 811 

213.79 : 
lH.1l 
214.43 1 
214*73 J 
213.07 ! 

279.45 : 
279.89 1 
279,33 3 
279.77 ; 
2*0,21 : 

200.44 

20*. 7* 
107.08 
707.40 
707.72 

2*9*21 ! 
269.63 : 
270.09 1 
770.53 ; 
270.97 ! 

nils : 
213*51 ; 
115.63 : 
218.15, J 
218,47 : 

1*0.30 
2*0*64 
101.08 
281.52 
261. M 

972 

*73 

9H 

M0 

*B3 

232,99 
233*31 
233*63 
233.93 
234,27 

364.65 

305.29 

305.73 

306*17 

308*61 

225.84 

225.90 

220.28 

226*66 

226.92 

298*61 

296*05 

290.49 

296.93 

397.37 

234.39 
234.71 
235.03 
233.33 
235*67 

3O6.0O 

307.04 

307*46 

307,92 

308,38 

I COtDW A. apftlr os f*fclel« vcliblflf 3180 > or tm. 

COLBW 8. litw ipply 06 rvfelclM **lf*lD« oi*T 3150 p&OAda . 

7or **pLtut ion ot ■bbr*vLttlo*a,r«ftreat* wrki or ijrtboli, rtfrr to eoscludUf p*|* ■ 
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PIGGYBACK TRANSPORTATION 149 


TAJirf NO. 504 


JOINT WlLlACf 1 com 
IN DOLUJU P!* > 

coin mi 

,^ U q 

rvs 

VYONIMG 




MILKS 

RATES APPLY FROM 


FLIN 
MI CM I 

RATES APP1Y FRl* 

M 

FLIRT. 

N1C1ICAR 

LARS INC 
Midi GAR 

PONTIAC, 
MICHIGAN 

MILES 

T. 

GAM 

LAI 

MU 

USING, 
CHICAR 

PI 

Mil 

OMTIAC, 

CMIGAR 

A 

R 

A 

B 

A 

B 


A 

» 

A 

8 

A 

B 

MS 

MS 

Ml 

994 

996 

234.59 

234.91 

235.23 

235.55 

235,87 

307.05 

307.49 

307.93 

308.37 

306.81 

267.24 
267 56 
267.86 
268.20 
268.52 

297.81 

298.25 

2M.69 

2M.I3 

299.57 

235.99 

236.31 

236.63 

236.95 

237.27 

308.60 

309.24 

309.68 

310.12 

310.56 

1149 

1152 

1155 

1157 

ueo 

254.7*9 

255.11 

255.43 

255.79 

256.07 

333.45 

133.89 

334.33 

334.77 

335.21 

246.44 

246.76 

247.08 

247.40 

247.72 

J24.21 

324.65 

325.09 

325.53 

325.97 

255.19 

255.51 

255.83 

256.15 

1258.57 

335.20 

335.64 

336.08 

336.52 

336.96 

M9 

1002 

1005 

1007 

1010 

236.19 

236.51 

236.83 

237.15 

237.47 

309.25 

309.69 

310.13 

310.57 

311.01 

268.64 

269.16 

269.48 

269.80 

270.12 

300.01 

300.45 

300.89 

301.33 

301.77 

237.59 

237.91 

236.23 

236.55 

236.87 

'311.00 

311.44 

311.88 

312.32 

312.76 

1163 

1165 

1166 
1171 
1174 

255.39 

255.71 

256.03 

256.35 

256.67 

335.65 

336.09 

.136.53 

336.97 

337.41 

248.04 

248.36 

244.68 

249.00 

249.32 

328.41 

326.85 

327.29 

327.73 

328.17 

256.79 

257.11 

257.43 

257.75 

258.07 

337.40 

337.84 

338.28 

338.72 

339.16 

1013 

1015 

101S 

1021 

1024 

237.79 

238.11 

238.43 

238.75 

239.07 

311.45 

311.89 

312.33 

312.77 

313.21 

270.44 

270.76 

271.08 

271.40 

271.72 

302.21 

302.65 

303.09 

303.53 

303.97 

239.19 

239.51 

239.83 

240.15 

240.47 

313.20 
313.64 
314.08 
314 .52 
314 .96 

Tl76 

1179 

1182 

1185 

1187 

256.99 

257.31 

257.63 

257.95 

258.27 

258.59 
258.91 
259.23 
259.55 
259.87 

337.85 

338.29 

338.73 

<339.17 

339.61 

249.64 

249.96 

250.28 

,250.80 

250.92 

328.61 258.39 
329.05'258.71 
329.49 259.03 
329.93 259.35 
330.37>259.67 

339.60 

340.04 

340.48 

'340.92 

1341.36 

1026 

1029 

1037 

1035 

1037 

239.39 

239.71 

240.03 

240.35 

240.67 

313.65 

314.09 

314.53 

314.97 

315.41 

232.04 

232.36 

232.68 

233.00 

233.32 

304.41 

304.85 

305.29 

305.73 

306.17 

240.79 

241.11 

241.43 

241.75 

242.07 

315.40 

315.84 

316.28 

316.72 

317.16 

1190 

1193 

1195 

UN 

1201 

_| 

340.05 

340.49 

340.93 

341.37 

341.81 

342.25 

342.69 

343.13 

343.57 

344.01 

251.24 
251.56 
251.88 
252.20 
252.52 

330.811259.99 
331.25 240.31 
331.69 260.63 
j332.13'260.95 
332.57 i2«l.27 
-A-1 

,341.80 

1342 . 24 
<342.68 
i343.12 

j343.56 

1040 

1043 

1045 

104S 

1051 

240. M 
241.31 
741.63 
241.95 
242.27 

315.85 

316.29 

316.73 

317.17 

317.61 

233.64 

233.96 

234.28 

234.60 

234.92 

306.61 

307.05 

307.49 

307.93 

308.37 

242.39 

242.71 

243.03 

243.35 

243.67 

317.60 | 
318.04 
318.46 
318.92 1 
319.36 

1204 

1206 

I 1209 

1 1212 
1215 

260.19 
260.51 
260.8J 
261.15 
261.47 

252.84 1 
253.18 
253.48 
253.80 
254.12 

'333.01 

333.45 

333.89 

334.33 

334.77 

261.59 

261.91 

242.23 

262.55 

262.87 

344.00 

344.44 
344.88 

345.32 

345.76 

nm 

242.59 

242.91 

243.23 

243.55 

243.87 

318.05 

318.49 

316.93 

319.37 

319.81 

235.24 
235.56 
235.68 
236 .20 
236.52 

308.81 

309.25 

309.69 

310.13 

310.57 

243.99 1 

244.31 

244.63 

244.95 

245.27 

319.80 " 1217 261.79 

320.24 1220 262.11 

320.68 1 1223 262.43 

321.12 1225 262.75 

321 56 122» 263.07, 

*344.451 
344.89 
345.33 
345.77 
346.21 

254.44 

254.76 

255.08 

255.40 

255.72| 

335.211 

335.65 

336.09 

334.53 

336.97 

263.19' 

243.51 

263.83 

264.15 

264.47 

346.20 

346.64 

347.08 

347.52 

347.96 

1067 

1070 

1073 

1075 

107S 

244.19 

244.51 

244.83 

245.15 

245.47 

320.25 

320.69 

321.13 

321.57 

322.01 

236.64 

237.16 

237.48 

237.60 

238.12 

311.01 

311.45 

311.89 

312.33 

312.77 

245.59 

245.91 

246.23 

246.55 

246.67 

325.00 

322- 
322 •* 

323- 32 
323.76 

1231 
, 1234 
1236 
1239 
1242 

263.39 
26J.71 
264. <13 
764.35» 
264.67, 

M.IS 

347,09 

347.53 

347.97 

348.41 

348.85 

349.29 

349.73 

350.17 

350.61 

256.04 337.41 
256.34<337.85 
256.68 338.29 
257.00 138.73 
257.32|339.17 

244.79* 

265.11 

265.43 

265.75 

266.07 

348.40 

348.84 

349.28 

349.72 

350.16 

1061 

1064 

1086 

1089 

1092 

245.79 

246.11 

246.43 

246.75 

247.07 

322.45 

322.89 

323.33 

323.77 

324.21 

236.44 

238.76 

239.08 

239.40 

239.72 

313.21 

313.65 

314.09 

314.53 

314.97 

247.19 

247.51 

247.83 

248.15 

248.47 

324.20 
324.64 
325.08 
325.52 
325.0® 

1245 

1247 

1250 

1253 

1255 

264.99' 

265.31 

265.63 

265.95 

266.27 

257.64 339.61 
257.96 340.05 
258.28 340.49 
258.60 340.93 
258.92 341.47 

266.39 

264.71 

267.03 

267.35 

267.67 

350.60 

351.04 

351.48 

351.96 

352.36 

1095 

1097 

1100 

1103 

1106 

247.39 
247.71 
248.03 
248.35 
248.87 

324.65 
325.09 
325.53 
325.97 
326.41 

240.04 

240.36 

240.68 

241.00 

241.32 

315.41 

315.85 

316.29 

316.73 

317.17 

248.79 

249.11 

249.43 

249.75 

250.07 

326.AO 
326.84 
327.28 
327.72 
328.16 

1256 

1261 

1264 

1266 

1269 

266.59 

266.91 

267.23 

267.55 

267.87 

351.05 

351.49 

351.93 

352.37 

352.81 

259.24 341.81 
259.56 342.25 
259.88 342.69 
260.20 343.13 
260.52 343.57 

267.99 

268.31 

268.63 

268.95 

269.27 

352.80 

353.24 

353.68 

354.12 

354.56 

110 S 

1111 

1114 

1116 

1119 

248.M 
249.31 
249.63 
249.95 
250.27 

326.65 

327.29 

327.73 

328.17 

328.61 

241.64 
241.96 
242.28 
242.60 
242.92 

317.61 

318.05 

318.49 

318.93 

319.37 

250.39 
250.71 
251.03 
251.35 
251.67 

328.60 

329.04 

329.48 

329.92 

330-36 

1272 

1275 

1277 

1260 

1263 

268.19 

268.51 

268.83 

269.15 

269.47 

353.25 

353.69 

354.13 

354.57 

355.01 

260.84 

261.16 

261.46 

261.80 

262.12 

344.01 

344.45 

344.89 

345.33 

345.77 

269.59 

269.91 

270.23 

270.55 

270.87 

355.00 

355.44 

355. M 
356.32 
356.76 

1122 

1125 

1127 

1130 

1133 

250.59 

250.91 

251.23 

251.55 

252.87 

329.05 

329.49 

329.93 

330.37 

330.81 

243.24 
243.56 
243. M 
244.20 
244.52 

319.81 

320.25 

320.69 

321.13 

321.57 

251.99 

252.31 

252.63 

252.95 

253.27 

330.80 

331.24 

331.0* 

332.12 

332.56 

1285 

1286 

1291 

1294 

1296 

269.79 
270.11 
270.43 

270.79 
271.07 

355.45 

355.89 

356.33 

356.77 

357.21 

262.44 

262.76 

263.08 

263.40 

263.72 

346.21 

346.65 

347.09 

347.53 

347.97 

271.19 

271.51 

271.83 

272.15 

272.47 

357.20 

357.64 

358.08 

358.52 

358.96 

1135 

1138 

1141 

1144 

1146 

253.lt 

253.51 

253.63 

254.15 

254.47 

331.25 
331.69 
332.13 
332.57 
333.01 

244.64 

245.16 

245.48 

245.60 

246.12 

322.01 

322.45 

322.89 

323.33 

323.77 

243.59 

253.91 

254.23 

254.55 

254.67 

333.00 

333.44 

333.88 

334.32 

334.78 

12M 

1302 

1305 

1307 

1310 

271.39 

271.71 

272.03 

272.35 

272.67 

357.65 

358.09 

358.53 

358.97 

359.41 

264.04 

264.36 

264.68 

265.00 

265.32 

348.41 

348.85 

349.29 

349.73 

350.17 

272.79 

273.11 

273.43 

273.75 

274.07 

359.40 

359.84 

360.28 

360.72 

361.16 

COLCKJI A . 

Rate* i 

ipply on 

vnhicl 

m **t| 

;hia* 31 

50 pound* or l**i 

1 . 






COUW 8 

Rates apply on 

i tabic 1 

«• **l*hlo* over 3150 pounds. 







For niplaaat Ion of abbr**l8ttoq* Marta or irtaol*. r**™’ to concludia* pa**. 
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PIGGYBACK TRANSPORTATION 


Till FT SQ.S04 


SB: TIC* no 2 

JOINT HlLlAC* CWPODITIT JUTES 
ID O0UAJU PER VEHICLE 

<M NT LUGES ntOII &MIKC PO l*T CHEYKRSL ¥Y<*1#G 





un 

APPLt f\ 




HAtE5 APPL* FJHJH 


FLINT, 

LAWSIMS. 

PONTIAC. 


rum. 

UKfllKG. 

POVTIM 

MILES 

HICH1CJW 

MlCKlGMi 

MICHIGAN 

H1LE9 

M EcHlGAJi 

MICHIGAN 

MICHIGAN 


A 

0 

A 

a 

A 

6 


A 

0 

A 

B 

A 

n 

1313 

273.00 

359.85 

285 64 

350.81 

274,39 

361.60 

1301 

280.99 

370.85 

273.64 

361.61 

282.39 

372.00 

1315 

273.31 

360.29 

205.96 

331, 05 

274.71 

302.04 

1384 

2*1, n 

371 29 

273.06 

362.05 

202.71 

373.04 

1310 

273.63 

300.71 

206 28 

25] 49 

275,02 

362.48 

1396 

291 63 

3TJ 73 

774.29 

362,49 

263.03 

373 4K 

1321 

273.05 

361.17 

266.60 

351.93 

275,35 

362.96 

1309 

281 95 

372.17 

274 60 

362-03 

293 35 

373.92 

1324 

274♦27 

301-61 

266.92 

352.37 

275.07 

363.30 

1392 

262 27 

372,61 

274 93 

383.37 

203.67 

374.30 

1320 

214.59 

362.05 

267.24 

352.81 

275.99 

383.00 

1395 

282,59 

373 05 

275.24 

aoT.si 

283 .99 

374.00 

tap 

274-91 

362 49 

267.56 

352.25 

276.31 

364 24 

1397 

292.91 

373 49 

375.56 

364.25 

'284.31 

375.24 

1332 

275 13 

362.93 

267.00 

353.69 

270.83 

364,68 

1400 

283 211 

373,93 

27 f- AM 

364.69 

204.63 

373,00 

1335 

275.53 

363.37 

260.20 

354.13 

278.95 

365.12 

1 403 

2H3- 55 

374,37 

276 20 

565 13 

204.95 

376 J ? 

1331 

215.67 

363.01 

360.62 

354.57 

277.27 

363.56 

1405 

283 S 7 

374.81 

276.52 

365.57 

205.27 

376.36 

1340 

276.19 

364.as 

260.84 

356,01 

277.59 

366.00 

1400 

204 M 

375,25 

276 04 

366.01 

305,39 

377.00 

1343 

270 51 

364.69 

269.16 

355.45 

277,01 

366 44 

1411 

2S4,51 

375.69 

277.16 

366.45 

285.91 

377 44 

1345 

276.83 

305.13 

269 48 

355,89 

270.23 

366. SB 

1414 

284.83 

376,13 

277.48 

366 MH 

206.23 

377,88 

1340 

177.19 

305 37 

269.80 

356.33 

270.55 

367,32 

1416 

205.15 

376 57 

277.00 

367 33 

286.55 

370.32 

1351 

277.47 

364.01 

270.12 

350.77 

270,07 

367.78 

\ 419 

2*5 47 

377.0t 

270,12 

367.77 

206.07 

□70.76 

1354 

377.09 

306 45 

270.44 

357.21 

279,10 

300,30 

1422 

2*5.78 

377.45 

270,44 

309.21 

207,19 

370.20 

1350 

278.11 

366.09 

270.76 

357,83 

270.51 

360.64 

1425 

286 It 

377.09 

270.78 

368,65 

287.51 

379 64 

1350 

278.43 

367.33 

171 .08 

356.09 

279 03 

368,08 

1427 

286.43 

370.33 

279.08 

369.09 

267.83 

3*0,0* 

1302 

278.79 

307.77 

271.40 

356.53 

200.15 

369,52 

1430 

296.79 

370 77 

279,40 

369,53 

286.15 

300.32 

1343 

279.07 

36S.21 

271.72 

35*.97 

260,47 

369.96 

1433 

207.07 

379 21 

279.72 

300.07 

28*.4? 

380.90 

1387 

279.39 

368.65 

273.04 

350.41 

200.79 

370,40 








mo 

279.71 

309.09 

372.36 

350,05 

201.11 

370.14 








1313 

200.03 

36®. U 

272.68 

360.20 

281,43 

371.28 








1375 

200.35 

369 07 

273.00 

380.73 

261.75 

371,72 








1370 

300-67 

370,41 

m.32 

361.17 

282.07 

372.16 









COLOUR A. Ill** *jiply 08 veBlclM *6iibip e 3150 pound* or lrsa. 

COLINK 9 Alt** tpply ** v#biclM talghlof over 31ShO pOMOda. 

for Explanation of abbrrv in lotu. rtf*r*Kf urkj.or fcjrn&ol*, r«f*r to Codc ludiny pagr. 
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PIGGYBACK THANSPOKTATION 
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TUIITJ 


2 W 


r 




TO 


i flutt, 


la thlo tariff aptly 

La. Oregon, Vtah.WamkliM 


via the following routings to the state# of CalIforala.Colorado. 
Inf too Ud 



nan lubzm, michgas 

TU: C.i J.ftrmmTrlnl ftrlvosway.lac 


Industrial Tran*port,Inc..or toward Sober,lac.,to tba 
Motor vahlcla Terminal located at Provlmo. 


Chicane and tortb Vaatarn Railway Company Motor Table la Terminal located at rrovieo. 
111 1 no La tba oca via tba Chicago and tortb Teetern Railway Company to Council 
loea^or framoot.tobraaha. tbanca via tba Union Pacific Railroad Company to Cbayamne. 
Wyoming. thence win Conmarcial Carrlare. Inc. .beyond 


not parriAC.Micaiao 

TU ‘ 


tairmt farter* Company or Motorcar Tr a import Company to tba Chicago and tortb Veetara 
lallaay Company Motor (ablela Terminal located at Provlmo.Illinois.theme# via the 

■SrtkSStlr' UU.M Ctmpmuj t. Cj-cll lo w. «r «W.« »». 

the Union Pacific Railroad Company to Chey vane. Vyomtng thane a via 
lac 


in thin tariff apply via the following row tea to tba etaten of California. Colorado. 

a.Oregon.Utah. Washington and Wyoming. 

.irafcii 


r »l 4 lutamiMli Camera Imc .to tba CblcagD, Burllagtoa aad Quincy Railroad Company totor 

to 


Tehiele 1 

aswmroy... _ 

Cbayeaoo.Wyoming, tbanca via Cbmnercla 


___..J «®d Qulacy 

^tbenc* Union Pacific Rail 


raOM LAR3IRG. M1CIIGA* 

TU: C. h J.Commercial Driveway. Inc.. Ii 


atrial Trawport. Inc. .or toeard Sober. Inc.. to the 
mpany Mnto 


dor Voblclo Terminal located at Chicago 


•*.**•.**• pacific Railroad Company to Cheyenne. 


Cbayanno.Wyoming or via tba Chicago, torlii 
Bluff a, Iowa or Grand ialand. PabraMa^l bam 
Wyoming, tbamca fTTTaBSl'c l a 1 CaPPlara. 1m 


Wyoming 
PROM povruc. waii gar 


'TU: Contract**Cartage Company or Motorcar Transport Company to tbo Cb lcaso; 1 t bn 

Qulacy Railroad Company totor Vahlclo Tarnlaa 1 at Cblcngo(Clcero) t il linolo^tbonco via tbo 
Chicago. BurllagtoeerjQulacy Railroad Company to Cheyenn, 


lagtoa or Qulacy Railroad Commaap to 
Burlington or Qulacy Railroad Company to Council Bluffn. Iowa or __ 
t banco Union Pacific Railroad Company to Cheyenne. Wyoming, tba oca v 


rclal carrlam. 


bxplabatiob or abbreviation. 


MARIS OB STtoOLS 


IT 10W 
1 MAM 
OR ITIBOL 



npLUATioi or 

Be fare Rooi* 


Participating Carrier berain 
Celiac1-on- Delivery 



Bavada 

■unbar or tortb 


sr 


npudunoi or 


Each 

Afta:- 

Port or Point 
•action 
South 
Salat 
Springs 

Temporary Authority 
Union Pacific Railroad Co. 
united Staton 
By Way of 

Washington 
Vi aeons in 


Doootvo Haw Point 
Denotes Reduction 


Denotes no change in rata 
Denotes change which results la 
•either increase nor reduction 
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SUPHLCHCNT No* 1 

TO 

Hf-I.C.C, ND* 210 

KENOSHA AUTO Tf«NSP0*T CGPP'WATICN 


{HC-30837j 


Supplement :jo. 1 


TO 

4 

•v;Tp* r -t i- 4; TAftrr r, ?-* 


' .vni^i 


‘ iA A^SI J* MM COrrXMT* ^T:S 


Fop T^t or 


AUTOHDUIU& 


TAW KENOSHA, WISCONSIN 


To POINTS tH 


CALIFORNIA 


SEC 1 TEH 10 OF TARIFF FOB jOVFPNI’ir PUBLICATION 

ISSUCDi SCPTCMQER 2, I960 EFICCThlC* 

SEPTtMDER 5, I960 

ISSUED TO OCCQME EFFECT! VE OH THHCC DAYS' WTfCC IT SPl CTAL n,J**I 0 S1W OF 
BEHCE COWISSIOH no* H-^816? OF AuOu&T 31, 1i»Op 

THE INTERSTATE CON- 

Departuhe from the rules or Tabiit ctotuuiRS T ’t ::% 1 ■** SO tb autnomuo bt special pea- 

HISEIOH or THE 1 wnnSTATt COfWCflCC COMMISSION ’IO, M-2'/‘J*Ul OF JULV 1, 19*0. 

ISSUED PY 


LYU DC YU VST ■ vicf^. - irfHT 


PO* t*i1 


IfE ho Sha f iliscoufriv 



i ■■ t rfi ■ ’i■ I ' Afviinmi*. T i‘rriprtjcr Arc nwcnw* see r’A.r 2 or T„lfT« 

1133 ) 
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PIGGYBACK TRANSPORTATION 


PAGE 2. 


LIST OF PARTICIPATING CJumi£*S 

T«C LIST or PARTICIPATING CARRIERS lh A\ SM£J VN W PAGE ? OT flilff, AW AS AMENDED &CLOW. 


s'je; 


ANEW 

CAR*IF* 

~1 

ADOBES® 

CnrCENREicE 

symbol I 

ADD 

The Atchison, Topeka and 
Santa Ft Aailwat Company 


Chicago, Illinois 

FC 4 No# 

2 

SF* 

Add 

Chicago, rook island aw 
Pacific Railroad Company 


Chicago, Illinois 

FC 2 NO* 

40 

CRI 

Page 1 or tariff, amendi 

^PPLICAIIDN OF HATES 



--1 


itch no. 

• -A 

CancCL* 

s 


Subject 


SUBSTITUTION OF RMt F0» MCIOR SERVICE 

hm UNLESS TWC SNIPPED DIRECTS THAT tflA|LER-tN-TLAT*CAP SERVICE SHALL NOT BE PER¬ 
FORMED, KENOSHA AvTO TRANSPORT CORPORATION H*v t A? I TO OPTION:, SUBST| TUTE TRAIL* I 
£ff-QSHri_A?-f AP SAIL SERVICE BETWEEN THE POINTS AND VIA THE PAIL CARRIERS NAHFD 
IN PAR A ORA PH 0 QC TW|* ITEM TOP THE ACTUALLY AVAILABLE H<J 7 Qn CARRIER SERVICE* 

FO« WHICH KENOSHA AuTO TRANSPORT CORPORATION; HAS LAWFUL OPER ATI NO AUTHORITY AS 
A HOTOfi COMMON carrier. 


B# SUBJECT TO PAftASR*™ A OF THIS | TEH, T»AILCR-ON-TLAT-CAH RAIL SERVICE HAT SC *U1 
STITUTEO TOP HI OtfWA V SERVICE BETWEEN KENOSHA, WISCONSIN, A NO LOS AwCLCS, aiCH- 

*ow, and Oakland, California, or rail unloading ramps within 10 muxs twireot, 
OVER the FOLLOW I NO ROUTES, 


MOT Off CABBIE* 


beiveen 


BAIL CAWim 


Kenosha Auto Transport 


KENOSHA, U|«, 


CORPORATION 


AW 

Los Angles, 


Cnw To Council OLurrs, ia # , op frcmowt, 
NEOft,* UP TO Los AN4CLES, CALIF,, 


CW TO Chicago* ILL., 5Fo TO LOS 
Aihjelfs, calif. 


CMW TO DEf HOINLS, tA*, Cftl TO TUCUHr- 
CAR I, N, HEX,, SP TO Lo* ANGELES* C*LIH 


Kenosha auto Transport 
CORPORATION 


Kenosha, His 

aw 

Oakland ► CALIF* 


cr hi ro Council bluffs, la., or Fremont * 

TIESR, UP TO COOEH, UTAH, SP TO Q*KLAW,| 

CALIF, 

OR 

C'M TO Court. IL JLUFFS, U., OR FREMONT, 
Ten,, up to Salt Lake City, Utah, VP 
TO OAKLAND, CALIF, 


; CTA* to Council jlvffs, (a*, CB&O to 
Ochwr, Colo., dapcv to Ogden, Utah, 

, SP to Oakland, Calif*, 

OR 

CNV to Council Ulufts, ia,, CbaQ to 

! DENVER, COLO, DARGV TO SALT LAKE CITY, 
UTAH, VP TO OAKLAW, CALTF., 

Oft 

cru TO Chicago, III, 5F# to oaklaws* 
CAL|f\, | 

on 

Cf.w to Council bluffs, |a., CB| to 
Denver, Colo., DtfiCU to dcocm, Utah, 

Sp to Oakland, calif, 

OT 

C‘*V to COUNCIL SLUrfS, I a,, CB* to 
Denver, Colo, Dtfscw to Salt lake city, j 

, UTAH, VP TO I AKLAW, CALIF. 


For cjspl*nat t on or mwrvi ations, wrrERrncE harks aw syhools, see page 2 or tariff. 
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r 

Pa'.c y or Tjunrr, Amino: 

APPilCAtllC T CATrS - C0*rriP*H3 

11cm no* 

SUBJECT 

5-A 

Cancels 

4 

iCONT'D) 

l 

substitution ar hail fob hctog service - continued 

HOTOR CARRIES 

TTVECN 

HA 11 CARRIERS 

Kenosha Auto Transport 

Coupon ATI OH 

KE'JOSMA, WlS, 

AND 

«iewr»i CAur, 

CNW TO CttWCIL XUlFSp lA. OR F HE MO NT, 
MnA., UP TO frOECN, UTAH, SP TO RICH- 

*mjnp, Calif., 

up 

C?A * TO Chicago, ill,, sf® to Richhohs, 

1 CALIF, 

» 

CNW TO COUNCIL f<UFF«, lA., CTI TO 

Denver, lolo., i :30W to 0<joen, Utah, 

SP Tu ^ICHHONC, CALIF. 

C* WHEN SUBSTITUTED TRAILER-OW-FLAT-CAR SEN VICE IS performed uw ER TH£ PROVISIONS 

Of THIS ITEM, THE RATES NAMED JN THIS T AA1TF WILL APPLY FO* THE CONT|*j<** MOVE¬ 
MENT or shipments mo« origin to final dcstinafion, 

{NOTE; Departure from the tchms of the rules or Tariff Circular nob, 20 aid hF-8o, 3 

|S AUTHORIZED HT PERMISSION OF THE INTERSTATE CCMHCftCL COMMISSION NO, 

H-27540, OF JULY 2% I960) 


Page 8 Or lAftirr* Ap*«oi 


BATE 5tOT I0N 


LOCAL Spec (Fie COMMODITY RATES IN CCrtTB Ktt 100 POU*C» 
From KCWSitA, WISCONSIN 
I See Item 10 or Tariff for Application or Bate 


ITEH 

MO- 

TO 

HAT* COLW« 

1 

z 

A 

1 

A 

6 


California 

* 

* 



2 80-A 

- ALAMEDA. 

816 

77? 

* 675 

* 597 

Cancels 

Alhambra -- 

797 

767 

• 675 

i 597 

zw 

Altuaae.. ... 

772 

755 

• 797 

♦ 719 


Anaheim. 

795 

7*3 

# 675 

* 597 


Ant r OCH, ....... 

B05 

777 

• 675 

• 597 

340-A 

CORQNAOA. .. . 

795 

775 

« 703 

t 625 

Cancels 

Costa mesa...... 

796 

768 

* 675 

« 597 

340 

COVINA.,,,,.... 

790 

759 

• 675 

• 597 


CRESCENT C t TY,................... 

802 

830 

« 807 

♦ 729 


Culver c i ty, --- 

797 

772 

« 675 

« 597 

390-A 

Fnesw....,.,.. . . 

040 , 

1 304 

■ 727 

* 64 9 

Cancels 

Fullerton . 

793 

1 7 t+ 

t 675 

* 597 

390 

C AH DCNA,,, ... 

777 1 

! 77' 

I 675 

* 597 


i Aft BEN -ROVE. . 

79F- 

76; 

; * 675 

« 597 


ILROY.... 

&i: ! 

! on; 

1 #606 

+ 600 




F0« C 1 R. 1 UTI 0 N or ADOREVIATIQN&, REFERENCE MARKS ANO SYMBOLS, SEE PACE 2 Of TARIFF, 
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TAItjfF ?4 


TrSiT 

no 


no.\ 


tmjcinup 11 1 MJts 
sin /w ’ 


30P 


lt*riP‘rnt. Jfwi; roll SWkl 

tmtdn tin hDuxcf dirrda lh*t itaiUr-on-l Ut.ni service »tuJl nut t* M rf*inH>d.lm Aulo 
Triiupurl Cor|.(irillun u^.tl 11* >ip Lion ,*u tact I Hit v tnHtr-<M~f Iht-tiftr rjil Wf«ct I'ltwn 
th* 1 point* ind via the rail firfur* mkfd 11 hrmr^h ft of this item 1 ur the actually 
available motor carrier service* lor adieu Kcaomhi Auto Transport Corporation ha* l**fu! 
oj .■ ra 11 ng author i ly u * motor cnaaua carrier 

Subject l<< Parayrtf.^ A of th i* i t*m, Lmltr^tllt -car ml *er*ice may i* mubnliluted for 
highaay wfilit h>l*tTJi IcflrAhi .VivftMHin.iRd U* In^lrl and Oak 1 and ,C*i i (urnia .or rail 


iToadlott niff mithift |0 nlvi thprrul.ovrr (hr loll'mins *auic*. 


HtfTC* CAMIM 


kmonh* *410 Tranppvrv 

Corporation 


f 11 ‘Atli Ah to f riiiK[-r»r 1 
Corporali da 


b-nAuto Tran*port 

Corg-ormt ion. . , . 


(i‘n’Hha Auto Tranaporl 
Corporation, 


RtTvn.s AND 

— - *- -T 

IrniMlIi.iivcuiMin Jr* l*«.CaliJ 

K. oU Vivrofmi, u.k Janii.<'al il 


1 


(rnnattw , w n‘QaL Samii*! r 

h tioklu > J utkliiin ,C» 1 11 


MIL OKMIEHS 


CW 1.. Cuon.il Mini t* ]*. 
»*r friumi Jiebr. CP l 
I/* tflK"' i-«l .Cl 11J 

sa 1 , r ^fh ii ttlafJ*»i*. 

>r )r>n-»itl \*nr. I P to 
Sate UKh- Clt> Ltaft.i V In 
Oll* lamd.Cal i* 

©ft toCwihi.il tturra.it. 
ur rri-*Kit(,Jfi'iir. ,VP to 
0^J« n,l tih Sp to QakliQd. 
Cal if . 

Oft lo Churn 1 1 (lluffm.il , 
CRW} In Denver.C qIo , 
DAK* tn Of den. Utah SP to 

I OakUnd.CalU, 


C. Vhen 


■Ubsutul^ lniUr-iift4 UtHJir ncrvic*- iv performed under the provision* this |ln, 
the n trfi namrO ih lb IP taf iff mill apply for UU rout l ntflMl* KinwnI of *hlpBvtun f rom origin 
to final Srsunilinn. 

(mm- Departure from the trrn* of the rule* nf Jariff ClnuUrv h^.2y and ttf-Ku 3 la au I homed 
by permission uf the [nlrnlilv Catarrn' Communion hti.fl.I 7 SA 0 .or July 25 . 1460 ) 


CCHHOOitT DfJi PUPTlOh 


The fain* and char ceu. named in thin tarl 11 vill j|| It <m thr traiuborlillufl of IllOdOdMJf.fMtlOItT 
ABC MSStr*Vtft jAeUJiH W. TOtl* PAHTS A AD iqi'1 ptEVT MOVJ H TNI.REVlTn. sub utI In I b< fnlfominx 
a 1 n IP-P irigtlU 

A, U.VJd pound* n« truikliudv of 4 pr lea* 11 hi. f. * (Apply (nluin Ha) rifrl j 

ft 1 4 . *«JD pundk on tnit kltadN til j vehicle*. (Aj | . n CnJutn 1(h) ntri.) 

C, iT.iPPi | mud* im ifurklnadn of 6 vehicle*. (Apply Co turn* Kb) rate*.) 

It .10 OOy [ .Jufiito on ccirmiiiiweni-. ul mo re than ma trim , t» nth red by »n* nnun(oor on one dm? 

for 1<oiling into ntj| mure thjin too trailer*, (Apj.ly t'.'lumn ?la) nit >> J 
f. (joundn on C<AHtIRh*ehtH of more than *11 vehirlr- , leu*-red by one iofl*i(nor o* one day 

fur Joading ititn noi more than t*n trailer* (Apply Cniwih 2(b) rale* ) 

Thr Jn*e»t chargr* ohlaibiblf under the different ran* and nitiina applicable thereto, far (hr 

ar m*I quantiiiep. if Br eater).*in be applied, __ 

CQVUN1HG fA.dl|CATlO«S 

Th|* tariff im CO vented. 4* lb mileage and diMance*, ny eileage guide Itu. 6, Roy prho 1 d Good* Carrier*' 
Hureao 1 Agent .KF-I ,C r €.Ao.71.Puppinat-nta thereto and iucchiIvp liiuta thereof r 


Pic (TP A AD D£Livnr 

Aatew tuned herein include pickup and delivery at joint* readily and cemveiutm jy a teens 1 hie to 
Carrier'a trucks. The carrier pay drive each vehicle from point offered (or AhipmenL to the 
carrier'a q*n terminal yard located ml thin the Ctty I)n|ta of point of origin, or adjacent thereto, 
and in the evvht carrier s vehicle* cannot commerilent 1 y make delivery directly to the connlfn**, 
vehicle* may be driven at demtinatiofi from carrier 4 * terninat to con*igner b n place o( hu«lne**. 
alter prep*ting eehlelt* for much me thed of delivery. 


DfR.iF.Drr 1A T HA AS IT 

Vrftic te* *in he accepted at Xrnoaha. V 1 neon* i n in le** than truckload quant 11 irn subject to th* 
fi>L turning condition* and service 

A. In the absence of a pec if 1 c inntryc i nm* to the c ofitrary, veftlrl** in )e»* -than -1 ruck land 

quant It tea mill be accepted for tranapurtat iun at thr rate* named herein as the truckload 
asrumun weight or quantity applicablr therein (or actual Bright or quantity if greater). 

B. Bill* Of Lading shipping receipt* or other writ ten io*tn*etion* laaued by the ahipper dir- 

eotlhg that a lea*-than-truckload ahlpment tendered to the carrier be held far C«h 1 nation* 
• lih other len*^ than-truck I dad mhipnentm into a truck load conmigned to tvo or more 
ftfitiFuiiont juii be cross-referenced sith other hill* of lading or nhipgmg receipt* to 
Inform Cirrir* a« to the compos 111 urn of the truckload and I be rouplelion of (he tender 11 
a irui'kluad. Storage rharge* a* provided in He* Ifu of tariff mill tn- acpSied an vehicle* 
held for consolidation Into a irucklumd am pmvided for in ifai* paragraph. 

(Concluded >4 lulloting page) 


tor eaplnamuoa of ahbrtvution* t rmferemcr *ark* and ■ymDois.ae* Mg* 2. 
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l>**# ** * l> TkW^U 

ihhlL'lfh *11, tw |f( i-| IH 1 St kelM# in IR lo-B llw' 

tulluting f<«tltlu«4 and HFrrici* Clone I tided I 


11 Uikluad quant lli(**,-uh i ]L'C! tu I h* 


ItlNiAIAli WU1IW* »nn [wit if M'liinwvi 

C W-u * sMp«MiT nuvihji it 1 t'*rl n( I tmellui't J** . u-di ■.,■•■ J ■4ti‘pp*il In lf*WU tor Jrop-ull 

♦IT pin ir 1 ii«liiftri|iu:,LtM mfo to Rppl* »*H hr f. H i " ** Ittilo** 


4 

(Con- 
cl ftl 


I SuM**'i In FUngraph &, *hi n- in* dihiino intn' ■ 
m >h,yii iniKw>i||li rttumillrti rttrf'i- '“h 1 - 

.hmiMthHi till apirJv ,[>011 12-30 Mr< <V» 1 lr+ T Aliil 


AntmtiMi a;i :evj] 'h^iim- 
alien, IV I rucklo*-’ rate In each 


2 SubiiTI ti' &■*** r*' l*h‘ ftinlauci .. ric«! rinllAiMvA Ah.i ! m.jI ih *1 ina* 

Uflfl.vi* iitirrwifUie T. *lu *.r*ieu till v dm ran** **J» J * 

jurtt. subu’£| lu niftiRIII Wight proVlIICHIK itt P«l*!il'ipllS k RRd 1 llXCe.pl It pru* Idl'd In 

*K K £!f*-. "\l* 'dTlmiH# UT«nl origin Iin 1 l)ol iWallwUvm via inlrnmrfllllr dt-mnl- 
iimhv i>,i t-ncuitil by aorr thin 75 vile* the direct dlMifliT bHwn origin 

Jmt UAR1 « 4 itjBwUoii.the rat* to 1b* i rated deal tnatiMi point *nl iff 

applln' to each ahipmonl.pluh $J ,M J£J£_dt*JLl5ftiifiE■ 

ii) ^ rtk .t l*l*nce fcrtWen origin Rdf tUil *-Min*Ui* Ml inte rat-cut It- dMtiSR- 
rinto* ev^-rdH by pow ih»n 75 alien tfce 4*reel diaiHC* origin and /*»* 

A^iiitaT .un.tbe rur n> apply lu **rb abipw-ni *Ui be ih; truck load rat* to tha 
higher rated destination politicly!* * »ill» it-WMl j>“r pf*tmda prr elle for 
buf?- liMavo over 75 ■ llts.pfu* 12.5 i 

me charges, lor four which* afrvm* to u« drat iui iun » a ie*n-tftan- lr ur*lo»iS 
■living on 5‘W hn |c i#r sS-VttUdr Ip*ent, a r l.ir I ivi vefrUl** JOV W Ui one dcRtM»ti*n 

RC a l^i-lhir-l rut * load nhlpwM aovlnt on « -W'HU U equlpwnt, *ha U nut the *ppll‘ 

cable trucking* chargee nn n* s-tw quantity of vrhitlvs aoving ii a straight truck load.. 

Thru him-R l-ur or I jvr n UClo la a |*M-1 H»»-l Hvhlfilil aklpurnl Rr* OjfwMfB*rt to I bat 
wjfTKt orlRiu.lbt' rate U* apply t" '^ vrhtcli or w-hicU** amvlu b»yo*4 
la t hr ovbinallirtr of i* rah Iron or tgm to i w f irai deiitliiauoii niniau. »,ero 
fn-u.r^ p* , vs hich «*n.l l hi- rile coapuUHJ it toor *1 il^ 1 1.<KW» ja F likj ponftds pr r ■ Us , 
MAIviB m IgM 12.5^ ' iHKimlA, for thal d i ■ I a nl ■ Ifr* first to Hrvai deni ini I l<iti ,tl* 
Utnwiliiii' <*i»iiutiniu il icy,that egetradu li ails* pJ«* 12,50 prr vehicle. 

at Then *iah 1 our or I ivr VchlflvH la a lr^- T h*ti ■ ics»ckh*it miptM irr c-^tenrd to a 
ipSiriMl lon hi mlrt l hr do.**! inai ton *HUh im whnrit wrigin,anri lh* diaianc* 
origin and final mat ion, via inicfwCiati U M inai ivna H *oi(‘ than 75 

aiica.tho dtirct diet ante hrnn-nv origin -in-i I ,nai dr>-i inat ion. It* mt to apply la 
i h* ,.ih.r wliit h or wblch-K ti !Ih truck In** 1 t* thr «U- ta ih<‘ .iird dr«t|* 

oat ion polnl.pl ip. Tour PllN f*.«H | per HX> n.i^JT pi r ■ihf^atnaua m iistlt 12.5hfl 
pot Pul*. Top *uCt* dlltaanFa UWT J5 ■lli J -> # pln» t2-5r> per float tnat ion. 

if iin loial wight of a irucklnftd Biibjavt to ihin iivo i» hrlu* tfer *l«l*ua truifcliiaA Might 
n rnt i ile rt for in th|a larlM.iach ahlpacnl laclMH^ In buCfe t f i*UR I o*d * ha 11 la- Tiibjfrct hi a 
■ InlaU* aeiglil equal lo the **■*• properlloq ul I hi- appllcabtr Iruckload •lnl«Uv pTb- 

vldid in (tra 10 il the aclual Weight of each nltlpar-nl br*r« to tl» RClual mthl inf the 
t|iHktuiF f nupt 

(j i that *twrT any wait m a 4-car load nettns 5.125 puiHit* in Might or ■here any unit in 
a 5-iRf load tiftidii I.1W0 poonda *hcrc ippUcable ICUCllload nilllniw la i4,500 pound*, 
3 000 pound* *i»rc applicable tnocRli*d aiiaiBiai eeitht ta li.'KiO poundg.or aiwre aay 
unit iRii fi-car load eaceada 2,133 pounda.thi dUlanncr bet wen actual truckload 
Might and |he applicable ihliRl truefclcmd Wight aha 11 be allta;ateii brlwn the uolti 
MlghiflR bvlua the per-unit Wlflbt naaed im ihia paragraph ia the ricterninat loft tit U» 
total truckte*d charge,and. 


m Whi rT- Ihe truckload Included veblcUb Mlgbum not to oxttna 2*5«> pound *.the dllfrrrnc* 
baiacen the actual ■eight of auch truckload and the nlnlaup truckload wight prescri¬ 
bed In lira Id ah*U be apnort loovd blwn I how ahlpaenln runtaibinc wklcie* 
Wighlng not to eaeci-d a.fcw puunda lh Wight IP the «4W proportion «w f N? hwber Of 
nuch whtclcn ip each nhippent bear- to the lol*J nuatN-r Ol such vahiCl*R lh tUe 
t rue k 1 e4d , 

11 IV total aeIght o( ■ irucklcfcd aubject i« this nr* ♦tccrdu lb piniaue true*load Witftia 
provided I nr m thta tariff t lbr charjte for each ohlpaenl nhall be doleraliu^ by applying tbe 
applicable rale pvt |00 pounds to 1 he art uhl Wight Of ««cb hblpacfil lb the truck Load. 


3ft kot Used. 


for eiplination of abbinTviaticifla.rafcraBC* irta ifrd myatwU.aaa 9*4* 2 
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Mia* Tu iicriK«KOurj n *»sts 

n»n any point Crl 4tiU«i tloo i* mil provided In (lit* Ur ill »Hh * ml* fryn (Mint of 

origin ohi l pirlkuilr bIf be* f -iin 1 »uch denimatloo Ifl buteven I be cunnldercd origin tod 1 
pulnl la ehich 1 Ntr m 1 h» art tele iW pvl>11>M UtrtW.Wtr l he '*»•# hlgheey Iron 

■ uch orijf in. apply oft euCh article the rate to thr oral marw-H Utine* poifil t« *ftieh a 

ronudll) ritf 1* uwd Ihrrvcm over t!*‘ considered highm r through I hr ln|er*edi*r«’ point .etrepl 
ju pravirttii )H MTItl 1 ,2 an* J , 

port l«-trhen b, riMBWi nf branch r.r diverging bigheayi.lhrr.- Irv Kir* than one eore-dmianT pomt* 
to etmh ruwriity n!*i on the article true the conaldertd origin art fliard h* n- i n + ape 1* Ih* 
rale lu I hr- eur# dletem point iMth,on that irtiCl* frt* U* «n* origin over the UW highway, 
reaulle in the charge . 

igffl f—Jr f he Interned lit* point in EocHfct twlwn ten point* la vhtcb coB»odlt* rat** on Ik 
mM art icle if* put, tinted in thin tar lit Iron the or l* Lb onr the <mr high-* > .app I y tlmt 

oh of nuch rates ahUh mnvlte tn the higher charge, If due to branch or diverging high-ay* 
them am teo or »or* mat aom-rtintinl point* In the nan* dlrecnwn.ofily mat mi# of auefc pointa 
to ehitfc ib# lo**a| chan# maul I a *ill fee considered in apply ■ nm th# provision* of tbi* HOTi. 

*cm 3--Mb* re a lover rat* on b* delePBiM-d or -here th# destination not il»«* Li *»*«* ft! 

Point to BbtCb ■ rata t* published In this tarlff->dd four |dl Vll I" p#i cat. p#r oil# td IN 
rat# to IN point clwtt to th# do* 11 nation and nearer Id lb# point of origin to ehlch a rale 
if Mom bom In. _ —--—-— 


70 Vhereeer rtttRNV la side to inv rulr nf Hit In thli tantf.fl-ucA reference I* to k OHmrw»ll l* 

referring alau to a sends* m* nr n issue* of auch rule or It**. 

liKDMG A HD IN LOAD f bG 

Cuoaodltlfa nnv* In Jtrn Ho. V* CApBbtv ol twine OfP-rat* * under tht-ir tmn (w**r ti ll b*’ lofldtd and 
*u unluadf'4 al carrier n ■-np#na# 4 , nitii* r»int |q*dtn( and unloading will t*’ (rrlDraed by *hipp*r mfl 
coo« 1*1#*, 

--- rCKHODlf ftS POT A^IPTASLl 

An# cwidmta d#acrliwn h#rri« alutlv hmao*- ■»! dr ive la,■ccMnirni or oth#rbipia> can rtul b* 
PO del ikrrirl tr. consign## in IN' rl»- coodlt I (Mi »* aV n t#Pi4#r#d |t»- 0*ri il*r or ahlob un B««mfflt ol 

iLrr.iprlll roantr\ICTtufl,fir in) ulki i»iiH' F emn<il ilftlf or praetlcablT k liaPdlrd by the tar- 

ri*r A «l II awl hr aer#pt#d lor lran*p'jri*t ion 

ombtaar ssjvkt via dkivuvat 

■ In*I# drltoaaay avrvlcn nay tn Hubrtltttitcd |n order Id CMpirt* rtfltyrry *b n IlflcKh 1« 

J«n diaabltd rbrobt#«or bocaut# of lopiNflUbl# roBd# «r *n tram ut »nv .ithrr fwiritency ► but »wn Hvf- 
,#ic# ms* 11 ooly l» p#rfom>d upon nutlKirlty In* It* i,i*fttr 

“ “ rro« iMhiHTTK ion 5ntvtci« f KmeiTrcai,(* Ft* smiiwit- 

£ac#pt la provtdod tor In lie* Ho.ZJO,«h#n r-qw-atn-d by nbtpp*#,mbit l*» ol Kill 
MM* #n root# at Intrrmdiat# pitlnlw # 1 * dlmrl or fior»l rout#* for fb# Inatauat 


r nla all! t 

__ __ _ I OB of fillip 

•anVytaMhltlon.arrvlclnir.ur for iny otlu r roam,at no BJitrt chatur pruaiding noth atop dura mil 
mqulm *om than t*o hour*, thriraf U-r. lor each Nnir or fracilun tN-r#oi,Tt»r# aha II b* a rhmrjtm 
nf oo per hour„tha tntaL tharg# ao p rodured not to *ic**fl |5t> on i.w any p#rtwd ol combcu* 

11** houra, 

if point of *tc» off la not lntrru*dlat* to final d**fla«(lufl vli dlmn or noma I root* ih* 
rat* fro« orltla to final dentinal Ion shall be detr mined lay adding to t hr ral* applicable Iru* 
point of origin to point of Btop-off tour (O Bill* per L0*p pound* prr elle for at lelK# tfu* 
polar of BlOp-off lo final dentinal Lon,mletge to be cwpytrS lb at curd* am nth Itro Muau. 


UTUSED A HD |WDtUvUJ3a FH.IGVT 

Bbfpoaafa refuted or undelivered for any ream# beyond |h# carrier a control till bt returned 
(o tba carrier n ntnrent terelnil or placed |a a public earrhuua* or gam«* at Seal mat tun or 
point vareat l& d**tla*1to*i at the ru*t and ri*A of ih* uen*r and Bubjtct to a lien for ail 
tnneportatiofi and other laefill charge* including chaigee for Btoragv. 


BTGMGE ClAKiia 

At point* of origin na**d In thl* tariff,rate* published herein all I include three 4 *yn free 
Ige iron the flr*l T!0o AM, fol toeing receipt of CulMIDOIIve la truck Ion d quin! It Ic-. and 
thereafter ehrn the act or failure- to act by the <uttalfnur and or coeoigoet reaulta m *t«ra(£#.tbe 
chargeu tilt be at the rate of Ju# per whirl* prr day or fraction thereof .nubjrcl to a eaglmt 
charge of |4.0Dper «onth. aundayn and legal holidara.naHcnal.aiaie^or auniclpal Ibui not half 
bulldayef el11 be tacluded free the i oaputal too of fme 11b*.but *11 
lion of niorat* chargee after eapiralitas ^f free tiee. 


not b» excluded true iieyull 


pjixB mot i rt sunim 

Shipeenia conalgned To Cb-der’ mill not be accepted. 


For explanation of abbrfelatloai. ref#recce aarta nod arnbola,*#* Fage t 
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awe drstitiai ion 


Uh lAaiu'wiin jt DitCfLSiuh 

kcowlIAMtit Uf dlwrmloe O f thipwtilB SSdv hub |( L1 to th* t>ritr el 11 be permit ted. Viz; 

1 chaagt lit Hiv of <tinsigner *dwsUs*i iun or rout# Shlpernts may bt- rectm* 1 grt*' 1 ! ait bool charge 
Si tny Iih before abip**M leaves t hr IfFflwi oi origin* I ini (IrrlL-r or point ul origin, Ship- 
Knif after leafing urlgin trratml ai j t*e retUnw at » Charge- of *?.IM} ptt shipment in Srfgt 

fton in Charts provided belt** undue the Ipiloting coB^itlon* 

(a ) At thf through fl|« fru* bruin to final m-ttiriatinn published bci 
U beyond first de*U nation and (■-dull* In no deWiai il*W 10 rpate. 

{JO Warn a devaat Urti in mute IS rawd by I he ret < *n» ] gnmi ivl a«’d l f i--n *1 rhircr* *lli be 

W**td u* the baa in of 4 itll* j*-r U** (N-oadfr pi r wile lut each ■lie i*r Irarllun iN-reuf 

ul ■! ifige i fm origin in fin*] iteii uaLitA via ih hbnrir^i prui inbk r^uto 

(c> tftwn fe fTConlilllMnl resell* to * back - 1 -.au I In* -rigjnal fcatlMUtifi.tjf in.* point 
aduppefi IP transit .toward thr politl Ol nr Ig I n ,t It* rui * aili lb- aah.^ij OH the Unit of rale fro* 
poim of origin io anginal cleat mat ion «r point Ktoppt ■ plut 2 eiiiv pt-r itW pmifn 2 <* pvr *m- lor 
the additional n lti£t in *•«*■** of thr *i L* ag* fr-*, fHJinl uf origin to original -U-v Una (lufl. or 

al upping point that the shipatnl els carrier in anting the d i Ver* I on, 

tail if one ctongi in deal 1 sal1 on ail I he per a tine flfcder this rule Shrn r* igruiW hi tout rot 
liuna are received after shipment ha* left u-rental at point of origin. 

Re eon a Unarm t at through raf* fro* point of origin to final deal mat lofl Mil hot be rlf*cU4 
stu-n ahipacr 1 ha* boon unloaded In* t reunporUt 1 on vetncle at first 0e&tlMUuft feaCcpt m otftwr- 
■lir pro? 10*41 In such matsace* rati- published from origin point lb Ural dint nation plus 
charges computed m accordance with lies ho.50 bill be liwuw'’, subject io through rale to final 
destination ii alnjsum. 5hlparol * win connecting lines say be diverted at Ihr through rati- f rca 
origin to dent mat ion If the rrco«aigfl*rnY in accoapJiahed before nftipmrnta Jean.- interchange 
po lain. 

It* chs I gmnt at through rate fro* polftl of origin fo final destination Mil not be efftetnd 
■ hen shlpaant ha* been uaioadbd fro* i ranaporlat ion vehicle at ftml dentinal ion Incept n other- 
else proviberij. In such Inataoce* rale puhlmhab fro* origin point to firnt dcatmatloii plus 
chargea cejoputed in accordance with I ten ltil.50 all I be aasesvrd Subject to through rain tb If Ml 
df*tination an ninlvu*. Shlpaant* via cmnecilng linen nay be diverted at Ihr through Ute fr« 
origin to deMiisauob if the recoanlimtfil la acconpiinhao before nhipwntn iv»w interchange 
points. 

Ml reflorai lor diversion or reconnlgnaeB! aust be aalc in writing and adnreaMd to the 
originating carrier at th* address »ho*a in this tariff. 


ADVANCE CHARGES 

Upon request. the carriers will advisee for collect ion fruo fh* coMlgnee the folloatnf 
charges: 

(a) Charges for Cantwellng rail.eater or hutor carrier iloea T 

ibl 1 reighi.sioragw,and other Uefui charges.™ MaHriUltt stored is public Mn bouse or garage. 


DlUtfED AMD VAITI^ TIHt 

(brUyed and or sat ling t low beyond the ctaitroi of Ih* carrier ,or caused by the act or failure 
i to act of consignor or coni Igor* nhatl be charged at thr rai* of $5 00 per hour or fraction there¬ 
of euaafflc lng 1*0 bourn alter carrier a esployec bl arrived at point of origin.paint stopped, 
aod or points of delivers respectively Chnrgea for such shit leg period and or delayed ti« shell 
mil excred- a utlaua at f50.<Ht for SSy period of 2* coMeCUtlVr hours. 


C.0.D nhip»nrn 

COD tCuiiwcl on Delivery) ShlpseniS sill be handle^ if 1 chArgr of OW tfi lHil boilnr per 
ahlpvnt in are it Ion to thw rate* naae4 herein The naKhini to b* collected *u*t be indicated in 
boM figures upon i be face of it* bill of Isding or ehlpplng receipt and also ml collect loos 
sill tw milted to the rhippi-r by the carrier eithiu five (jj day* free the dair of delivery. 


t» i 


pnoncTiof or cog^imo systems km Mirwtits caumu uuiun 
Alter carrier eaerciees diligence to prevesi da*sge caused by freezing by c»plet*ly 
draining cooling aM heating syniwa.or by accepting vehicles fro# ib* shipper cob tain lag antt- 
fret-yw fur protectlun of cooling ayet*n.carrier S liability fr™ dSMgw c*uTU-d by freezing ceases 
carriers s|U not hr liable for daugv caused by freezing of batteries. or for disage caused by 
leasing brahe i lum*, lubrlcssls, bait* ry sclda.coanng systes solutions. or other liquid* _ 


CHARGES rdl EXTRA PRIYgl 
Shea requested by Shipper and or when required by state or Prdwral reguiatvona or oihereise,. 
ratr* driver elil be furnished at the applicable rate for ihr aormot plus IE cents per all* 
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Senator McGee, We will reconvene and continue with hearing the 
witnesses at 1:15. That will provide you with an hour and 30 minutes 
for lunch. The first witness after lunch will be Mr* Wheeler from 
Casper, We were hoping we would he able to get him on while we 
were still on television because he represents some of the Burlington 
interests in the Casper area* This was not possible. We are on 
schedule pretty well, however, in laying the groundwork from all sides 
on this quest ion* 

We will reassemble in this room at 1:15* 

(At 11:45 a.m. the meeting was adjourned until 1:15 p*m* of the 
same day.) 

AFTERNOON SESSION 


Senator McGee* The afternoon session will come to order* We will 
proceed with dispatch to the first of the witnesses* I>et me urge now 
in the afternoon portion of this that wherever possible you will submit 
your full statement for the record and just look me in the eye or look 
at the panel at the desk in the middle, or some other place, and give us 
the heart of your testimony, so that you get the point across here in 
the hearing. I^et the details he carried in your full message in the 
reporter’s notes* Thus we will be able to still hear all of those who 
have manifested an interest in testifying, a substantial list of wit¬ 
nesses. We deliberately went more slowly this morning in an attempt 
to set the ground for comments* If we can have your cooperation it 
would lie deeply appreciated* Any shortcuts you can practice, any 
brief statements supplemented by the lengthier report, will l>e deeply 
appreciated. 

The first witness, Mr. Wheeler. 


STATEMENT OF WARREN F, WHEELER* ASSISTANT GENERAL 
MANAGER* BURLINGTON TRUCK LINES, INC. 

Mr* Wheeler* Senator McGee, members of the staff of the subcom¬ 
mittee, my name is Warren F. Wheeler* I am assistant general man¬ 
ager of the Burlington Truck Lines, Inc, I have been employed by 
that company in this and other supervisory capacities for more than 
10 years. Before joining Burlington Truck Lines, I spent an addi¬ 
tional 10 years in the highway transportation field. 

Our company is a fully certificated common carrier under authority 
granted by the Interstate Commerce Commission as well as by the 
regulatory bodies of the nine States in which we operate* We have 
extensive over-tlie-road truck operations in all the States in which 
we operate, and we link 60 Wyoming communities by direct service 
with more than 2,000 other American towns and cities in the United 
States. 

Four of the 38 piggyback-handling facilities of the Chicago, Burl¬ 
ington & Quincy Railroad are located in the State of Wyoming, at 
Cheyenne, Casper, Sheridan, and Greybull, and you will note the wide 
distribution of these points. Burlington Truck Lines, Inc,, is a 
wholly owned subsidiary of the Chicago, Burlington & Quincy Kail- 
road, and, as such, performs for the parent company all terminal 
handling of piggyback trailers except for switching of the flatcars in 
the railroad yards. Included in these services are the moving of the 
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trailers on and off the flatcars, securing the trailers to the cars, pick¬ 
up and delivery of the cargo, mechanical maintenance of the rail¬ 
road’s trailer fleet, and a poll ion of customer relations, tracing of 
shipments, and other clerical functions. All of our employees ^ho 
perforin this piggyback work are members of the teamsters Union, 
except for mechanics, supervisors, and a small segment of the clerical 
force. At least half are directly or indirectly involved in some sort, 
of piggyback handling daily. Were it not for employment created 
by piggyback, the number of Teamster members employed by our 
company would he drastically reduced. 

The Burlington is probably the leading piggyback operator m 
Wyoming. An illustration of the benefits which piggyback service 
offers the general public was the transportation of 143 piggyback 
loads destined to the Atlas missile sites then under construction in 
the Cheyenne area. During one 3-month period in 1960 we trans¬ 
ported these trailers to Cheyenne from Omaha, Chicago, and Kansas 
City. They contained huge components for use in the construction of 
the missile bases. Since national defense dictated this construction 
work, transportation was performed at Government expense. The 
material was of such size and weight that the loads would have ex¬ 
ceeded the maximum weight, length, and height laws governing high¬ 
way operations in the various States through which they would have 
had to pass had they moved via highway on a truck, and this would 
have involved securing of special permits from the various States, and 
in most cases State highway patrol escort, the expenses of which 
would have been borne by all the taxpayers. Even without piggy* 
back it is inconceivable that these shipments could have been carried 
by trucks on the highways. Had they been transported in rail cars, 
however, the lack of trackage facilities at the construction sites would 
have necessitated transfer to trucks at Cheyenne. Such transfer 
would have caused additional expense and risk of damage to the ship¬ 
ments which might well have delayed construction at the missile site. 

At any rate, the flexibility of piggyback service allowed delivery 
of this sizable shipment to tie made with utmost efficiency ana the 
least possible expense. This illustration is typical of the many ach an- 
tages of piggyback transportation. _ . 

In view of the present outcries that are being raised against the 
piggyback by affected compet itors, it is important to understand that 
the growth of the trucking industry was due, in large part, to the en¬ 
terprise and competitive rate practices of early trucking industry 
operators. We, and I include myself, because I was once an inde¬ 
pendent trucker, selected commodities which we desired to haul and 
offered attractive rates and services that gained the traffic. It ap¬ 
pears to me that present-day truck operators are accusing the rail¬ 
roads of doing exactly this and infer that it has suddenly become 
an evil thing. ~ In other words, it appears to he simply a case of whose 

ox is being gored. . 

Piggyback has captured the fancy of the American public and 
gained the hearty approval of the Nation s shippers who^recognize it 
as a major advance in modern-day transportation. We submit to 
this committee that there is never a time to turn back the clock of 
transportation progress. . 

Senator, I thank you for the opportunity of testifying to the com¬ 
mittee today. 
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Senator McGef» Mr. Barton has one question, 

Mr. Barton, Mr. Wheeler, do you think possibly some form of 
piggyback or some form of cont ainer service will eventually .displace 
the boxcar? 

Mr, Wheeler. Xot in itsent irety: no, sir. 

Mr. Barton. For the most part, though? 

Mr. Wheeler, Well, l can’t say that, either, because in most cases 
boxcar shipments are of a much greater quantity than can be put 
into a container or a trailer. 

Mr. Barton. You mentioned that your service was cheaper and 
less subject to damage than rail service. 

Mr. Wheeler. In the particular instance which I cited it certainly 
was. 

Mr. Barton. Is that generally true ? 

Mr. Wheeler. I wouldn’t say that it generally is; no, sir, 

Mr. Barton. Thank you, sir. 

STATEMENT OF E. L SCHWOFB, ORDER OF RAILWAY CONDUCTORS 
AND BRAKEMEN, CHEYENNE, WTO, 

Mr, Schwope, Senator McGee, Mr. Barton, my name is E. L, 
Schwope. I reside here in Cheyenne, Wyo. I appear today repre¬ 
senting the Order of Kailway Conductors & Brake men. I am em¬ 
ployed by the Union Pacific Railroad in the capacity of train 
conductor. 

My statement, I think, is quite complete, I am not going to go 
through with it, it is too long, and you, in the interest of brevity, 
want it shortened up. 

F rom what I have heard here today, the expert testimony f rom both 
sides, there is not much I can add to it, but I would like to leave you 
w'ilh this thought. From what I have heard here today it is like a 
bet* sting, I apply this to the Teamsters. The bee stinger, it is a 
known fact, is only one thirty-second of an inch long. It is their 
imagination that makes it look like a hoe handle. 

Senator McGee. It depends on who is get ting stung. 

I am grateful to you for your cooperation and Hie brevity of your 
statement. 

(Mr. Schwope’s statement filed with the subcommittee is as 
follows:) 

My name is E. L, Schwope, I reside in Cheyenne, Wyo, T and I appear here 
today representing the Order of Railway Conductors & Brakemen. I am em¬ 
ployed by the Union Pacific Railroad in the capacity of train conductor. 

The practice of piggybacking is not something new but has completed a full 
cycle. The movement of new automobiles on flatcars by rail dales back as far as 
the year 1921. Improvements in rail car design brough about the large auto¬ 
mobile rail car which holds four standard size automobiles. With the advent of 
a highway system in this great land of ours, along came the trucks and the drive- 
away carriers which haul four or five automobile* over our highways. At first, 
they were aide to give a more satisfactory lime delivery and rate. These two 
Items, delivery and cost, are of paramount interest to shipt>er, dealer, and cus¬ 
tomer. To complete the full cycle, with further steps in automation and tech¬ 
nological advance—in this case the improvement in flatcar design—the railroads 
are in a position to render the service of transjHirting the product from the 
shipper to the dealer more promptly, in better condition, and ala lesser rate. We 
are able to accommodate them, and we believe we should have this business and 
are entitled to It as long as we are able to meet their requirements in a com¬ 
petitive economy. 
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Instead of meeting the competition of on economy such os ours, the trucking in¬ 
dustry and the truckers are requesting legislation to raise the rates (railroad) on 
this type of shipment; but In so doing they are not keeping the record straight 
nor are they hewing to the line as far m the farts are concerned. The truckers 
refer to what they call “the dangerous combination''—the railroads and the ICC. 
The ICC Commission, ordinarily composed of eleven members, has a vacancy not 
yet diled. Of 10 members, only 2 have any railroad background. One worked for 
Si state railroad association for a short time prior to 1950, the other worked for 
a railroad for a few years after his graduation from high school. All of the 
members of the ICO Commission have a legal background. We refute the claim 
of a “dangerous combination.” This Commission only implements the laws of 
the land which fail within the sphere of its authority and which, to say the least, 
are not rigged for the benefit of the rail toads or the employees thereof. 

The truckers claim that because the raHrmids are able to deliver new auto¬ 
mobiles for as much os 50 percent less than the truck haulers they are being 
discriminated against through rate schedules and freight rates from other com¬ 
modities being used to subsidize these piggyback shipments. It is claimed that 
at best, all the railroads are receiving is out-of-pocket expense for these ship¬ 
ments, in fact, they make the false allegation that we are delivering automobiles 
at cheajier rates than are charged on sand and gravel. The chart attached to 
and made a part of this statement will lay by the heels this allegation once and 
for all. There is not a symbol of truth in it. Now, regarding out-of-pocket ex¬ 
pense, the fact is that the average piggyback ear earns about seven times more 
revenue a year than the average boxcar. The truckt^rs themselves admit that 
this Is a most lucrative business. Result: the truckers them selves contradict 
the out-of-pocket claim. All 1 have to add is that we on the railroad would 
like to come up with the answer as to how to obtain a lot more of it. I would 
like to state that I am not an authority on rates and the scheduling of them, and 
I am not too sure that they are understiHHl by many. If these bo desperation 
rates, as the truckers contend, let it he known that we are in favor of more 
of the same rates on other commodities we can carry on the long-haul basis. 

The only item that the truckers seem to be concerned about is a loss of 
jobs—| n other words unemployment. When this subject is brought up in a 
group of railroad personnel It is not only n matter of prime concern, but a sub¬ 
ject with which we arc more than a little conversant. There is no other industry 
in this great Nation of ours. In relation to size and scope, that has been plagued 
with reduction of forces as has the rail industry. The truckers and their allies 
lay claim to a loss of some 20,000 drivers in the last 29 years. They boast of 
having more than 7 million people which is, l am sure, stretching the truth 
more than a little. If this is a fart, let me point out that in the last year alone 
the rail industry hus suffered a loss of jobs in excess of more than 80,000. They 
seem to contend that all their economic loss supposedly is to be laid at the feet 
of the railroads. Even with their verbose claims of the advancement that we 
have made in piggybacking, the carload ings on this Nation’s railroads are around 
12 percent lower than they were at the same time last year. \V hen the truck¬ 
ing industry and the truckers speak of unemployment, with their claim of more 
than 7 million jieople, and ask legislation for some 20,000, what should we 
ask for an industry that has lost more than half of Us employees hi the Inst 
30 years and the fact that this amount runs Into a figure in excess of 750,000 
men and women? Most of this reduction In fort*e can he attributed to the 
truckers because of their ability to charge a lower rate and move the freight 
over a public tax-supported right-of-way. namely our Nation 1 ® highways, while 
the railroads have had to maintain their own right-of-ways, and in addition, 
pay a heavy)persona! property tax. 

I would now like to bring this to a local level for a time and cite some figures 
that pertain to my own employer, the Union Pacific Railroad. Across the State 
* of Wyoming, we have three terminals for train crews. At the present date 
Cheyenne, Laramie, and Rawlins are the three terminals. More than 300 con¬ 
ductors who are qualified by the Union Pacific Railroad and ICC to ojierate a 
train at this time are not informing this duty. It is understood that for a 
conductor to handle a train he must also have an engineer, a fireman, and two 
brakemen, a total of five men. Three hundred multiplied by five equals 1,500 
It also should be taken into consideration that when a train crew Is put on or 
pulled off, there are some 20 or 25 other persons involved as clerks, maintemince- 
of-way employees, shop personnel, and on down the line. If you use the figure 
of 300 multiplied by 25. you have some 7,500 job positions involved in a stretch 
of about 500 miles on one railroad. 
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1 did not com© here today to lore my enemies, but to help my friends, the 
railroads and their employees. I itm proud to say that I am one of the em¬ 
ployees and have been for more than 25 years. 

It comes to my mind at this time that*the trucking association and the truckers 
are not vociferous hi their propaganda in the amount they pay to the cities, coun¬ 
ties. and the Nation. It is a known fact that cost-allocation studies made by 
responsible Government agencies as directed by Congress, and to Congress no 
later than January Id, 1961, brought forth the fact that the trucking industry 
should pay a considerable amount more than they are being required to pay at 
this time. I will also add that this Is the judgment and recommendation of the 
executive branch of the Federal Government at this time. 

I would at this time be bold enough to request that you do nothing in the 
legislative branch of the Government to curtail the operation of this Nation's 
railroads, as it has been proven time and again that nothing will compare to or 
do the task of the steel wheel against the steel rail, now or in the future. The 
only ha til, high volume, and low cost advantages of railroading have and will 
stand the test of time. It is most desirable to this Nation and to the welfare 
of our millions of people that in time of peat-e, and much more so In the time of a 
national emergency, that the railroads be maintained as a healthv part of our 
economy. In this vein of thinking. I would like to extend these thoughts for 
your very serious consideration and Judgment : We would like to see equal treat¬ 
ment for all carriers, to make a balanced transportation system, an end result 
being better service for all concerned. To this end I would suggest that where 
tax money is spent to build and maintain air, highway and >vnter facilities, a 
sufficient amount to be charged to the organizations using the facilities to pay for 
til© construction arid maintenance thereof. In other words, we would like to elim¬ 
inate the subsidies. Also, we are in favor of the elimination of the inequitable 
rate on State and local taxes and the repeal of the Federal excise tax which 
amounts to 10 percent on passenger tickets. This type of taxation as it now exists 
is destructive taxation and Is becoming catastrophic to the greatest transporta¬ 
tion system in the world. We ask repeal of the exemption of the regulation 
which gives trucks the right to agricultural commodities: if not that, exten¬ 
sion of this freedom to the railroads. Also, we would ask the right to eomi>ete 
with the barge lines in the hauling of bulk commodities or re|*ea! of the regu¬ 
lation. 

Incidentally, we railroaders rend newspapers also. Our railroad unions 
have not asked for kickbacks for our welfare funds when competitive trans¬ 
portation systems have reduced our jobs. Frankly, I believe in competition. 
This I can say with complete sincerity since 1 know that the railroads can do the 
job cheaper and better in most cases. 

In other words, all we ask is that the regulations be equalized. We are not 
asking and have not asked for anything at this hearing that is detrimental to 
this country. What we are trying to make very plain is the fact that the rail¬ 
roads made this country the great land that It is and, in fact, opened the huge 
territory west of the Missouri River, All this is a historic fact. Without the 
iron horse, it could he that there would not Ik* 50 States as there are today. 
Having played an Important part in the developing of this great country. It is 
our considered judgment that we should have an equal chance to compete for 
our fair price of the business that requires transjiorting today. Last, but not 
least, we desire and fully expect this opportunity on an equal basis with serv¬ 
ice to nil and malice toward none, as benefits this great democracy of ours, 

APPENDIX I 

Since the Teamster publications refer especially to (he Frisco Railroad, on a 
carload of automobiles shipped piggyback over that road from St Louis to 
Dallas (Irving), Tex., the railroad receives $4ft0 \ter ear. This is at the rate 
of 3.4ft cents per ton-mile and ft7.5 cents j>er loaded car-mile. On a carload of 
sand and gravel between the same two points, the railroad receives only 
$167.30 per car, which is at the rate 0.7 cents per ton-mile and 23.5 cents per 
loaded car-mile. As shown in the foil owing table, the difference ig even more 
pronounced when the automobiles move on the new trStevel railroad cars: 
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Railroad rates—Lott is-Dallas 



Automobiles (trilovcl) 

Sand and gravel 

Cadillacs (12) 

Small aulas 05) 

Carload rate....- 

liii iii I'm if Inik-imlv 

|619..* 

$619.. 

4.5 cents.....— 

$167*30. 
ft. 7 mills. 
23*5rcnls. 

3 cents___ 

Rate per lauded cjir-in U-c 

S7.0G cents. 

#7.06 cents....... 





Another example of rates as they apply to carload shipments of automobiles: 


10 Cadillacs* St* Louis-Oak land, per carload--—--—-?li 578 

12 Chryfilers, Detroit-Oakland* tier carload-——-—— % 


Senator McGee, Mr* Verne Taylor, 

Wliilp we are waiting I will put in the record a statement from Mr. 
1). It. Macdonald, employed by Butler Bros. Division of City Products 
Co*, as general traffic manager. It was submitted for the record* He 
is not here personally to testify* 

Statement or D. R. Macdonald, General Traffic Manager* Butleb. Bros., 
Pin DON of City Products CO., Deb Plaines, III, 

My mime is D. R, Macdonald- I am employed by Butler Bros, Division of 
City Products Co* as general traffic manager. I have been employed by Butler 
Bros* for approximately 25 yearn in various traffic eaparities. 1 have served as 
traffic manger of their branches at San Francisco* Chicago* and Los Angeles lie- 
fore becoming general traffic manager. My present address is in care of Butler 
Bros*, Wolf Road and Oakton Street, Des Plaines, III* 

Butler Bros* Division of City Products Co. is a merchandising and distributing 
company operating nationally, serving as a source of supply for over 2*400 Ben 
Franklin Stores. The Ben Franklin Stores are independent:, locally owned 
franchised variety stores* Butler Bros, Division also owns and operates over 
300 variety stores under the name of T.G. & V. and Scott Stores. There are also 
seven full-line department stores ©iterated in the Los Angeles, Seattle, and Butte 
area* 

So that Butler Bros* may adequately service its customers and stores, eight 
warehouses are operated at Des Plaines, III*; Baltimore, Md*; Memphis, Temi.; 
Dallas, Tex*; Kansas City, Mo*: Minneapolis, Minn.; Los Angeles, Calif.: and 
Stow, Ohio* 

Butler Bros, utilizes all modes of transportation to nerve its customers, parcel 
post, express, truck, rail* and air, as well as operating our own truck fleets. 
The mode of transportation selected is decided on the basis of cost, service re¬ 
quired* and value and kind of merchandise being shipi>ed* 

Butler Bros* uses piggyback to and from several locations including Kansas 
City to Denver, Cheyenne, and Casper to serve Its customers. Butler Bros* has 
been utilising the piggyback facilities of the Chicago, Burlington & Quincy 
Railroad for almost 2 years In making shipments to these customers In Colorado 
and Wyoming. Boiler Bros* presently serves 28 customers in Colorado and Id 
customers in Wyoming via piggyback. 

if the railroads are denied the right to ©iterate piggyback services, it will work 
a hardship on Butler Bros, and add to the costs of our customers. There are 
competitive truck rates from Kansas City to Denver, but there are no competi¬ 
tive rates tty truck to Cheyenne and Casper* Butler Bros* would* therefore, tie 
forced to serve their Wyoming customers by direct truck which would add to 
the congestion at their Kansas City warehouse and accrue less than truckload 
rates to their customers raliter than effect the efficiency of loading piggyback 
trailers to Cheyenne and Casper and accrue to our customers the benefits of 
the lower combination of charges. 

Presently Butler Bros** Kansas City, loads out Thursday of each week a 
total of two to four trailerltmds of variety store merchandise to Denver, Chey¬ 
enne* and Casper* These trailers break bulk at Denver, Cheyenne, and Casper 
in accordance with tariff provisions* Distribution from Denver, Cheyenne* and 
Casper Is via common carrier truck. 
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Butler Bros, and their customers have found the rates and service by play¬ 
back to be both economical and dei>endable, and they are desirous of seeing this 
service continue to l>e unrated by the railroads. Butler Bros, feels that there 
should be no artificial restraints placed on the technological advances of any 
mode of transportation, other than those of a public safety nature. 

We have seen the almost complete dieselization of our railroads’ motive power, 
and advent of s]>eclalty cars for particular products. Too, we have seeu the 
growth of motor trucking, both in size of vehicles and comimnies or systems. 
These advances have been healthy because they have reawakened competition 
and benefited the public through more efficient and dependable service. 

Piggyback is such a technological advance on the jmrt of the railroads, and 
should not be discouraged or denied. Another that has taken place in the last 
few weeks is the Interstate Commerce Commission decision in the C 6 8 Con - 
taincr case, granting to the general commodity truck carriers the right to invade 
the historic area of the tank and specialized carrier and the railroads. 

There have been major changes in distribution practices that have taken place 
in the last 10 years, the majority of which have taken place in the last 5 years 
and are continuing today at an accelerated pace. The one-time common practice 
of receiving the total requirements of a commodity for a complete season or 
extended i>eriod of time is rapidly disappearing. Today there is more emphasis 
on investment and turnover. This has resulted in receipts staggered over a 
period of time or season and in smaller segments. 

The oftentimes higher carload minimum weight requirements of the railroads 
have, in many instances, discouraged the movement of this kind of shipment via 
boxcar and made them attractive to truck movement. The advent of piggyback, 
with its truck competitive minimum weights and rates, has placed the railroads 
in a iMisition to solicit this business on a comparable basis. 

Congestion in many metropolitan areas have caused many plants and dis¬ 
tribution warehouses to locate or establish in contiguous suburbs. Because of 
land costs, right-of-way difficulties, and track installation costs, it is not possible 
many times to locate these units on rail sidings. It is possible in such a set of 
given circumstances to have the railroads able to deliver the less than carload 
shipments, but unable to participate in the more profitable carload shipments 
as the additional car unloading costs and the hauling costs from the nearest 
public rail track to the plant takes them out of competition for this business. 

Trucks, because of their mobility of not being tied to a fixed right-of-way, 
have the advantage of being able to serve plants either on rail or off with equal 
efficiency. The advent of piggyback has placed the railroads in a competitive 
l>osition to solicit this off-rail traffic and has allowed the receiver a choice of 
services. 

Railroad switching and interchange practices and necessities in terminal areas 
many times slows delivery of carload shipments through those areas. Trucking, 
with its relatively unhampered mobility, has had an advantage where service 
has been a factor. The advent of piggyback has placed the railroads back in 
a competitive position on delivery service. 

It is not intended, and none of the previous statements should be construed 
as advocating any extension of rail operating rights over those presently held. 
What, is advocated is allowing, by piggyback, a more flexible operation and 
service by the railroads along their present lines and within their present 
terminal and metropolitan areas. 

If we are to have a progressive, healthy, and strong transportation system, 
we must allow the different modes within that system to take full advantage 
of the technological advances that can l>e utilized by them. The right to progress 
should not be denied to any mode within the system, all segments should remain 
free to experiment with and utilize new methods, materials, and equipment; 
otherwise they will stagnate rather than remain strong and vital. 

Therefore, to that end, we pray that the Surface Transportation Subcom¬ 
mittee find for, and support the premise that the railroads do have the right, 
and should continue to oi»erate and develop the service known as piggyback. 

Senator McGee. You may proceed, Mr. Taylor. 
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STATEMENT OF VERNE A. TAYLOR, UINTA COUNTY COMMISSIONER, 

EVANSTON, WYO. 

Mr. Tay i,oii. Senator McGee, Mr. Barton, J am Verne A. Taylor 
of Evanston, Wvo. I am employed by the Union Pacific Jtailroad as a 
foreman and have 33 years of service. ! appear here today m behalf 
of the people of Uinta' County as one of their county commissioners to 
testify how dependent our county is upon the railroad in Uinta Comi¬ 
ty, I want to thank ibis committee for allowing me to present some 
facts and figures to substantiate my request to appear here today, at 
my own request and without compensation from any source, and in 
order that I may place before you some of the problems of Uinta 
County and its tax structure and what may result if further regula¬ 
tions are imposed upon our chief source of tax revenue, the 1 mon 
Pacific Bail road Co. 

We people in Uinta County have had the pleasure of being asso¬ 
ciated for many year's with a transportation company with an unim¬ 
peachable record*of prompt payment of all their tax obligations. As 
county commissioner of Uinta County I am in a position to state the 
facts and to help preserve the economy of our county, 

I hope tliis committee will see the necessity for continuation of free 
competition without further regulations in the piggyback method of 
car and truck transportation on the railroads of pur United States. 

T/Imat’ unity is the mal county in the State with a 2,080 square 
mile area, a population of 7,410 and a total assessed valuation of $21,- 
006,573 on which is collected $631,304 in total property tax for the 
support of our county government, schools, and all other necessary 
departments. , ^ 

Our county is traversed by the Union Pacific Railroad with 6214 
miles of right-of-way land, with 142i£ miles of double passing and 
spur tracks with an assessed value of $6,836,443. There are 30 perma¬ 
nent structures with an assessed value of $57,540,other appurtenances, 
tools, supplies and other lands not connected to the right-of-way bring 
the total assessed value of all Union Pacific property in Uinta County 
to $7,083,008. The Union Pacific Railroad Co, will pay for their I960 
taxes $202,664.20. As our total property tax for 1060 is $631,304, the 
railroad will pay 46,35 percent of the total property tax. With the 
large percentage paid by the railroad to our county, I hope your com¬ 
mittee will give serious thought to the enormity of the support the rail¬ 
roads give our counties and States in our United States which have the 
good fortune to have railroad companies supporting their economy as 
has the State of Wyoming. 

The Union Pacific Railroad Co. paid to our county $248,700.76 in 
taxes on only the right-of-way land and trackage to operate through 
our county. 

We people in Uinta County feel there is something amiss when we 
have received absolutely nothing from the license registration in the 
past 5 years from any interstate operated transcontinental bus nor 
from any nationally known interstate operated truckline which 
operates through our county. Nor have we received from any of the 
above, any property tax payable directly or indirectly to our general 
county fund. We feel our support can go to no other transportation 
media than the railroads when our economy is so surely guaranteed. 

72 ism—02-12 




PIGGYBACK TRANSPORTATION 


174 

Hoping for your kind consideration in this Uinta County plea for 
continued rail operation without further restrictive regulations, Sena¬ 
tor McGee, and the rest of the committee, I close my case. 

Senator McGee. As the county commissioner, do you have available 
any figures or has anybody sought any figures as to what percentage 
or fraction of your county income might come from bus stops or truck 
stops within the county? I assume the businessmen don’t frown 
upon their stopping there ? 

Mr. Taylor. Senator, we have perhaps one cafe and there is one 
station that dispenses food and another one that dispenses diesel fuel. 
Outside of that, there is no property that is owned by any of the 
trucking companies in Uinta County. 

Senator McGee. I was thinking not so much of the property, but 
the other economic impacts it might have to keep the picture rounded. 

Mr. Taylor. It is so small as compared to our tax picture we didn’t 
bring it in. 

Senator McGee. Your point is very well taken. I would suggest 
I think it is appropriate that we do not seek to remove the Union 
Pacific Railroad from Uinta County or put it out of business, nor 
the trucks the other way, and that we are trying to strike this balance 
here so we would hope that they would find it possible to make a lot 
of truck stops in Evanston at the same time they keep the Union 
Pacific going full tilt. 

Mr. Taylor. We want to lose neither one. 

Senator McGee. Did you have any questions? 

Mr. Barton. No questions. 

Senator McGee. The next witness, Mr. Ted Hayes. 

STATEMENT OF TED HAYES, UINTA COUNTY STATE 
REPRESENTATIVE, EVANSTON, WYO. 

Mr. Hayes. My name is Ted Hayes and I am employed by the rail¬ 
road company at the Evanston reclamation plant. 

I want to thank you for giving me a few minutes before this com¬ 
mittee today that I may give a few facts that are very important to 
the people I represent in Uinta County. 

The first important statement I wish to make is that I am not re¬ 
presenting the railroads nor am I being paid by anyone to be here 
this afternoon. 

Senator McGee. That is, you came here at your own expense? 

Mr. Hayes. That’s right. I was elected by the people of Uinta 
County to represent them in the State, and while it is my duty to do 
all in my power to preserve the economy for the people I represent, 
this is the reason I am here today. 

I realize the amount of taxes that is paid by the railroads in each 
county of the State; therefore, I am asking that very serious considera¬ 
tion be given at this hearing today. 

If the railroads are further restricted by more legislative regula¬ 
tions, I feel, as do my constituents, that more burden will be placed 
on each taxpayer in Uinta County and everyone here today knows that 
the people have reached the limit on taxes. 

For the benefit of this committee here today I have asked for the fol¬ 
lowing information as a representative of Uinta County. 
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Tlie railroad employs 301 men and women in Uinta County with a 
monthly payroll of $159,000 and an annual payroll of $1,908,000. 
There are now 113 employees at the Evanston reclamation plant but 
in normal times this number reached 175 to 200 employees. 

Senator McGee. Normal times being what? Do you mean summer¬ 
time or some other year ? 

Mr. Hayes. I mean not a recession. 

Of the present 113 employees, 93 own their own homes with an as¬ 
sessed valuation of $141,113, which brings a tax return to the county 
of over $7,000. 

It is my contention if any other regulations are applied against the 
railroads to curtail free competition in transportation of piggyback 
system of automobiles, our present employment in this county would 
be further reduced, which in turn would affect the economy of our 
entire area. 

I hope you will give my foregoing statements your favorable con¬ 
sideration in your recommendations to the Senate committee. 

Again I thank you for the time that I have taken at this hearing. 

Senator McGee. Thank you very much. 

Mr. Woodward. 

STATEMENT OF TOM WOODWARD. OASIS SERVICE STATION & CAFE, 
MEDICINE BOW, WY0. 

Mr. Woodward. Senator McGee, members of the committee, my 
name is Tom Woodward. 1 am the owner of a partnership business 
known as the Oasis Service Station & Cafe in Medicine Bow, Wyo. 

Senator McGee. I have stopped there several times, mostly two or 
three o’clock in the morning, coming back from the northern part of 
the State. The coffee is good. I wasn’t driving a truck. 

Mr. Woodward. Thank you. We are not here to testify to the fair¬ 
ness or the lawfulness or unlawfulness of piggyback operations, mere¬ 
ly to point out at this hearing the effects ithas on a small business such 
as ours, which we presume it has affected other business of similar na¬ 
ture across the country. 

The figures that I will give will be brief, but these are based on fig¬ 
ures of 1960 as compared with 1959. Gallonage figures on a retail basis 
pumped through our pumps—and I might sav that 80 percent of the 
fuel dispensed at our place of business is to the trucking industry—in 
1960 we had a decrease of 204,273 gallons of fuel, of gasoline, and 
201,665 gallons in diesel fuel, for a total of 405,938 gallons decrease 
in 1960 as compared to 1959. This represents a 4 cents a gallon loss to 
the Federal Government or $16,237.32. 

We realize this is a comparatively small figure as compared to the 
figures that were given this morning in some cases, but again we 
point out that this is a very small business. 

Along the same lines our gross sales for the year 1961 were down 
$103,005.42 as compared with 1959. Also, in regards to our em¬ 
ployees, we employed at our peak in 1959, 29 employees, where now 
we have a total o^ 16, and we feel that these facts are also reflected 
on the economic condition in Wyoming. 

I thank you for the opportunity of appearing. 
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Senator McGee, May I ask you only a point or two? I don’t imag¬ 
ine your books would oe in a position to show this, but I think the 
record ought to indicate nonetheless that it is a factor, the gas drop, 
you said, was $108,000¥ 

Mr. Woodward, Approximately, That probably wouldn’t be just 
piggyback because there is so much of it you can’t determine just 
exactly how much would be due to piggyback operation. 

Senator McGee, That was the question I was going to raise. With 
the decline in auto transport business in general, that is, fewer auto¬ 
mobiles being moved, there is no way that you could measure what 
fractions of that would reflect the ordinary decline in that business 
or that which was taken up, on the other hand, by piggyback ? 

Mr. Woodward* The only thing that I could say in regard to that, 
by talking to owners of service stations, which are strictly passenger 
stations, they all more or less indicate business in 1960 was better 

than 1050. . - 

Senator McGee. Yes, I was thinking rather m terms of the de¬ 
cline in the movement of automobiles by auto trailer. Auto invert* 
tories are very high. They haven’t been able to sell as many as they 
thought they were going to be able to sell. I assume that means they 
were moving leas by auto transport* Whether there would have been 
a piggyback operation or not there would have been some decline. 

Sir. Woodward, There probably would have been some* Depends 
on the amount of automobiles manufactured in I960 as compared to 

1961. , . - .m, 

Senator McGee* I think the market shows the inventory is still 

very higlt because of the holdover* 

You have been very helpful. Thank von very much, Mr* 
Woodward. 

Mr* Fiala* 

STATEMENT OF ROBERT J* FIALA, CHICAGO, BURLINGTON & GUINCY 
RAILROAD CO., CHICAGO, ELL. 

Mr. Fiala. My name is Robert J* Fiala. I am manager of mer¬ 
chandise traffic for the Chicago, Burlington & Quincy Railroad t o. 
at Chicago. I report to the freight traffic manager-system on ail 
matters pertaining to piggyback sales and service and have worked 
for various departments of the railroad for the past 23 years. 

My prepared testimony is very brief and I will try to make it 
briefer, but before getting into it I wanted to clear up a couple, of 
points from this morning. You inquired of Mr* Roddewig if he had 
figures for 1959 as to the percentage of transportation of new auto¬ 
mobiles. I have a statement here prepared by the Association of 
American Railroads, Bureau of Railway Economics in Washington, 
which shows that in 1958 the percentage was 89.7 percent by tonnage 
on the highway, and that in 1959 it was 91,9 percent. In my testi¬ 
mony I refer to a figure of 92 percent* I merely rounded out that 

91,9* 

This same statement shows that in 1959 the truck revenue was 84.9 
percent of the total. In other words, they handled 91.9 percent of 
the tonnage and collected 84,9 percent of the revenue. I wanted to 
get that in the record. 



PIGGYBACK TRANSPORTATION 


177 

Also, the first witness this morning submitted a paper as to the 
five plans of piggyback. That witness was not a railroad representa¬ 
tive and it wasn't read, so I have introduced into the record the 
accepted definitions of the five plans that have appeared in all the 
national magazines, and so forth, so there won't be any question about 
the proper definition. 

Senator McGee. Thank you. That will be in the record. 

Mr. Fiala. I would also like to submit two paragraphs because the 
definition of the various types of plans don t define piggyback as 
such. We have been talking about it here but we haven t liiul a 
definition. I would like to inject one paragraph defining it and one 
telling what it isn’t, so we will know exactly what we are talking 
about, and if anyone wants to take issue with me they can at a 
later date. 

Senator McGee. Yes. , 

Mr. Fiala. Piggyback is a transportation service under which 
freight shipments are loaded in or on trailers and/or containers 
equipped with under carriages for movement by highway to a rail¬ 
road facility where the trailers or containers are placed on railroad 
flatcars for line haul transportation to another railroad facility where 
the procedure is reversed and delivery made by highway. 

Senator McGee. In other words, a trilevel car, for example, on a 

railroad is not piggyback? , 

Mr. Fiala. The second paragraph takes care of that. I lie second 
paragraph is: A piggyback is not a transportation service under 
which the freight shipment itself is placed m or on a railroad car 
for movement in rail service. This effectively rules out the move¬ 
ment of new automobiles on multilevel flatcars as a piggyback sei vice. 

The reason I inject those two paragraphs is because my testimony 
has to do with the piggyback service of our railroad and I do talk 
a little bit about rates and other things and I don’t want to confuse 
it with the carload movement on multilevel cars. , 

Wo must not permit the present controversy over the hauling ot 
automobiles to obscure the basic issues of railroad piggyback sei\ice. 
These issues are simply these: # . . , , 

1. Shippers prefer and, in some instances, require piggyback 

transportation. . . , 

2. Our railroad desires to provide this service to meet the needs 

of these shippers. . 

3. Burlington’s piggyback rate policy is to meet the rates ot 
highway competitors, not undercut them. Where the shippers 
themselves provide some of the transportation equipment and 
costly terminal services, they receive the benefit of substantial 
economies. 

I will outline this procedure later in my testimony. 

The hauling of new automobiles on specially equipped flatcars has 
no more relation to standard piggyback service than does the hauling 
of farm tractors, mobile homes, or other wheeled vehicles on flatcars. 
At one time practically all new automobiles were shipped in specially 
equipped railroad boxcars, but most of this traffic 9*2 percent, to be 
exact—was lost to the truckers because they made lower rates and 
were able to offer auto dealers the advantage of delivering the cars 
directly to their doors. The recent development of multilevel, auto- 
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currying flatcars has brought back a small amount of this traffic to 
the rails, but this is m no way related to the steady growth of regular 
piggyback sendee during the past several years* 

Many shippers and receiver's require door-to-door transportation 
service because of their off-track locations or relatively slow switch¬ 
ing service in certain terminal areas* For off-track shippers, the 
transfer of large quantities of freight from trucks to boxcars, or from 
boxcars to trucks, is not only costly but can lead to loss, damage, or 
delay to the freight shipment* In* many cases consignees are unable 
to receive carload shipments either because they have no rail siding 
or because their business volume is not large enough to warrant buy¬ 
ing in such quantities. 

The Burlington has provided door-to-door service for less-carload 
freight shippers for many years* Piggyback service is simply an ex* 
tension of door-to-door service to larger freight shipments, in this 
case trailer loads* 

Our railroad’s piggyback service is offered at rates comparable to 
those of competing motor carriers* The sliippers are using this service 
in steadily increasing volume* After the Burlington announced the 
availability of piggyback service to the shipping public in 1955, the 
number of trailer loads handled in piggyback service increased steadily 
until, in I960, 56*331 traders were carried over our rail network* This 
was a gain of 9,037 trailers over the previous year, which attests to 
the increasing popularity of this service with shippers* In view of 
the fact that our piggyback rates are comparable with truck rates, 
the increase in our piggyback business is obviously not attributable to 
rate considerations but to such other factors as the furnishing of good 
equipment, dependable service in all kinds of weather, prompt settle¬ 
ment of claims, and the general benefits that result from dealing with 
an experienced transportation organization. 

While a considerable portion of our piggyback traffic has been recap¬ 
tured from private, contract, or common carrier trucks, in many cases 
we have substituted piggyback trailers for boxcars to improve the 
service* Other carload traffic has been transferred to piggyback to 

P revent its loss to trucks. While piggyback trailers move in railroad 
reight service and thus maintain railroad employment, additional 
employment has also been created for teamsters at terminal locations* 
Mr. Wheeler’s statement of our trucking subsidiary definitely sub¬ 
stantiated that. 

The Burlington also offers shippers the substantial economies of a 
special piggyback plan (plans III and IV were mentioned this morn¬ 
ing) when they provide trailers and/or flatcars and also furnish their 
own costly terminal handling service. These shippers subsequently 
benefit from our realistic pricing of this terminal-to-terminal 
transportation. 

I want to stop right there and emphasize that where we are provid¬ 
ing the complete transportation we are meeting the rates of the truck¬ 
ers, but where the shipper himself provides the trailer or the flatcar or 
the terminal services, which cost a lot of money, we have then at¬ 
tempted to price the terminal-to-terminal or ramp-to-ramp transporta¬ 
tion realistically to give him the benefit of the fact that he has 
performed some of the service himself. 
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Many shipper's have for years provided their own private tank cars, 
refrigerator cars, and other types of railroad equipment, and received 
allowances for their use* It is important to understand that the fact 
that if shippers can afford to provide their own truck trailers and per¬ 
form terminal services, they can also well afford to operate their own 
trucks over the highways, thereby completely eliminating all common 
carrier transportation, both rail and truck* The Burlington s pur¬ 
pose in providing special piggyback services for this type or shipper is 
to counteract the steady and dangerous growth of private tracking* 
The Burlington maintains, at its own expense, a modern transporta¬ 
tion plant which is operating at considerably less than full capacity. 
We consider it a serious waste of a vital national resource to allow any 
type of artificial restriction to prevent the natural and healthy growth 
of ack service. 



Thank you, 

Mr. Barton* Do you offer plan V services? 

Mr. Fiala, To a very limited extent. We are a party to some of the 
plan V rates mentioned earlier on automobile traffic* 

Mr, Barton. Do you plan to expand that? I know you offer the 
other four plans. 

Mr. Fiala. Yes; we offer all five, and we are feeling our way now, 
seeing what it is that the shipping public seems to want and demand. 
That 's what we are trying to provide. _ . 

Mr. Barton. Which form do you prefer, which do you think is most 

profitable to the railroad ? , , , 

Mr. Fiala, Well, of course, where the shipper perforins part of the 
services himself and provides the equipment and we only provide the 
transportation between terminals, obviously we are in a better position 
perhaps to make money on that than we are some other, but they are 
all priced to come out about the same. In other words, where wo pro¬ 
vide the complete service we charge higher rates* ( 

Mr. Barton. Your charge is usually by the container, or by the flat¬ 
car loaded with containers, we will say ? , , 

Mr. Ft ala. Usually we figure it on a car-mile basis. There are 
many other ways to figure it. The statement that I injected as to the 
various plans contained some figures as to the car-mile earnings that 
are figured on plans III and IV, and so forth. 

Mr Barton, Do these containers move generally on all commodity 
rates? 

Mr. Fiala. No; we publish all types. We publish all commodity 
and also specific commodity rates* 

Mr. Barton* Does the nil-commodity rate have a tendency to be 
used now more than the others in connection with containers ( 

Mr* Fiala* Not on our railroad; no, sir* 

Mr. Barton. Thank you, sir. 

Senator McGee. Thank you, Mr* Fiala. 

Burlington Trailkk-on-Flatcar Service on Less-Than-Carload Freight 

Burlington offers three types of tratler-on-flatear service on LCL freight de¬ 
signed to expedite the movement by eliminating freight house handling. 

Type 1; Door-to-door service on single LCL shipments in excess of 6,000 
pounds nnder which road trailer is handled direct from shipper’s dock to TOFC 
ramp for piggyback movement to destination or nearest ramp point. Shipments 
are then delivered direct to consignee’s door, bypassing freight house handling 
at both origin and destination. 
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Type 2: Drop trailer service under which shipments are segregated and loaded 
by shipper for certain general destination territory. Trailers are moved direct 
from shipper's dock to TGFC ramp and piggybacked to moat convenient break 
bulk point for movement beyond, eliminating freight house handling at point 
of origin. 

Type 3 : Shipments are picked up by regular city trucks, taken to freight house 
and transferred to line haul trailers for movement in TOFC or substituted 
service to destination. 

TOFC service is available to shippers upon request to and from all points at 
which TOFC facilities are maintained as well as to and from adjacent towns 
served by Burlington Truck Lines, Idc, 

Senator McGee. Mr. Leichtweis. 

STATEMENT OF LOTJIS LEICHTWEIS, STATE REPRESENTATIVE, 

BROTHERHOOD OF RAILROAD TRAINMEN, CHEYENNE, WYO. 

Mr, Leichtweis. Senator McGee, members of the committee, ladies 
and getlemen, my name is Louis Leichtweis. I am legislative repre¬ 
sentative for the Trainmen, Brotherhood of Railroad Trainmen, 
State of Wyoming. I work as a conductor on the Union Pacific out 
of Cheyenne here and speak in behalf of those that T represent, 

I have been dismayed at the attack that the Teamsters have made 
against the piggyback service on the railroads because our members 
have been seriously displaced, as you know. From 1921 we have lost 
more than half of our railroad personnel and we have suffered this in 
silence, although unhappily, and we have not gone to the committtee, 
I expect we have written our Congressman, which is anyone’s preroga¬ 
tive, and we think the thing should be handled that way. 

The assertion has been made that we are hauling freight at rates 
which are cheaper than the truckers can haul freight. We admit this 
is true and we thank the truckers for the publicity they have given 
us. I think it has been established that freight can be hauled for about 
a cent and a half a ton-mile by rail, whereas it requires 5 to 6 cents a 
ton-mile by truck. 

When Congress amended the Transportation Act of 1058 by event mg 
a new section reading, in part, the part pertinent to this hearing, that— 

rates of a carrier shall not be held up to a particular level to protect the traffic 
of any other mode of transportation— 

they recognized at that time what they termed “the deteriorating rail¬ 
road situation as ominous.” 

It has been brought out that the situation today, insofar as the rail¬ 
roads are concerned, is still worse than it was in 1058, for these 
measures which were given to the railroads in the Transportation Act 
of 1058 were amended into the law. So, in spite of the fact that the 
railroads received help then, it apparently wasn’t enough or conditions 
were such at this time that they are in worse shape today than they 
were then. Although the railroads are beginning to get some of their 
business back after lowering the rates under the authority of this new 
section, the railroad conditions, I say, are still worse than they were 
in 1968, Employment on railroads is down to a 72-year low at the 
present time, of 708,000 men, which is less than half the force we 
had in 1029 of 1,687,000. 

We think we are qualified to say what employment is. The Team¬ 
sters complain that they have lost 15,000 drivers in piggyback truck 
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service. It would figure that our loss is somewhere around 8 to 10 
times the rate of that of the truckers. x , . 

We don’t, blame all of our loss of employment on the trucking in¬ 
dustry. We know that technological progress has created a great 
deal of this displacement of labor. However, we do feel that the em¬ 
ployee who is displaced does share probably the harder burden of 
technological progress than capital, who, of course, shares then loss, 
too. There is no question but that many fortunes are lost; at the same 
time these men in certain industries are being displaced from work, 
capital is also suffering their losses, but if that which we call progress 
is passed on and is benefiting society as a whole, I think then socie y 
should pay part of the cost of this progress and not leave all the cost to 
the unfortunate suffering unemployed and their families. 

Of course, that brings in another aspect of the situation and 1 
won’t go further into that, but. I think that we are touching into that 
very heavily, both the, truckers and the railroad employees and the 
public; society should realize if they want the fruits of technological 
progress they should share some of the costs with those displaced. 

Senator McGee. Thank you very much. _ 

(The statement of Louis Leichtweis as ided with the subcommittee 
is as follows:) 

"The survival of common carrier transportation as a part of the free enter- 

prise economy of the United Stutea is In danger, , 

The above -i notation sums up a study made by the American Enterprise A.so- 
elation in 1931). Many other studies, such ns the one completed January 3, 1901, 
by a special study croup of the Senate Commerce Committee, concur With e 
above report that our ponderous transportation system is indeed beset with 

m ^our e p i r««i^ ,b here’today. Senator .McGee, to conduct this hearing called 
by the Snbcommitteee on Surface Transportation on the effect of Pl«8V’baek i “| 
oi. our transportation structure is further testimony to the critical nature of 
the problem. Let us review the question briefly. 

Althongh traller-on-flatcar movements began as early ns 1037, or while the 
infant trucking industry was still wallowing m dirt roads, it was not until 
1953 that railroads begun reporting volume of this serytee. In 1S J ,W ; 
of all carlo,(dings were piggyback toads, but rapidly Increased to nearly 2 per¬ 
cent of all < acloudings in 19(50. At the present rate of gain, trniler-on-flatcar 
loads will no doubt account for a large share of total railrond business i t 

During this time railroads invested millions of dollars in the construction and 
conversion of flatcars and trailers and in terminal facilities including new types 

^ThU^tochnU^ ••'nun began recapturing some of the business 

wh^hm. beclflosi to Oie trucks many years previous (particularly awtonm- 
bilcst and competing with motor carriers for new business, now that the rail 
roads’could offer dependable delivery coupled with lower railroad transportation 

C °The Transportation Act of 1958 allowed the Tnterstate Commeree^nunimdon 
to abandon the umbrella theory of rateinnklng, which had required ‘a* 1 ™' 1 * 
to base their rates on the much higher truck costs. There is no longer any 
valid reason whv the ICC should not permit railroads to base their raies on 
the lower railroad costs. The basic question here was whether the Commission 
wouid ^rmit raU c^riers to give shippers and the public Jhe M^»fg 
of this new service that would attract large voliime of trans- 

if A of the nubile interest demanding a decision for lower tmns* 
wrSttonret« Had the cCm^on been instructed to hold up piswbavk rates 
to truck costs, it would have placed a serious obstacle in the path of future 

Pi ^waf not°Tong before the motor carriers felt the effect 0* the «Uhreadsr 
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by almost 45 percent since 1946. while the truckers aided by the better public 
Duilt highway faster and larger trucks, and a protective rate and tax structure 
were sapping the freight business away from the rail carriers at record rates' 
Employment In all classifications of railroad service was down to a 72-year low 
of 708J78: in February of 1961—less than one-half of the 1929 average of 1,687,- 
000. While the International Brotherhood of Teamsters claim to have lost 
15,000 drivers in the last 2 years, the railroad workers have lost 76 538 men 
In the year preceding February 1G6L 

Compared to the declining revenues, dwindling employment, and falling busi¬ 
ness on the railroads, with the exception of piggyback, the American Trucking 
Association,reports a very lusty business in a recent release "American Trucking 
Trends I960” despite the slowdown caused by the current recession. This 
report shows 120-percent increase in intercity truck ton-miles during the 1949^59 
period; that truck registrations were up to 11.5 million from 8.3 million ■ that 
revenues had more than doubled during this iieriod. This study shows where 
i llOS U > L their bu$itiess came from also. In 1939, it reports railroads responsible 
for 62.34 percent of Intercity ton-miles to 9.72 precent for motortrucks. “In 
19i)9 the picture in ton-miles had changed considerably”; railroads were respon¬ 
sible for only 45.38 percent and trucks had 21.83 percent of the business/ In 
spite of the small gains made by the railroads in piggyback service railroad 
operating revenues were down S percent In 1960 from 1959 while 1960 revenues 
of the regulated truckers were up some 4 percent over 1959 and 353 percent 
greater than those of 1946. Motortruck fees paid to the State of Wyoming show 
an increase In business of 19 percent in 1960 truck 1 ruffle over 1958. 

It would appear to me. Senator, that if the Congress and the American public 
feel that the $36 billion investment in our railroads is necessary to our national 
transportation structure, our national defense, and to relieve our congested 
highways, that the above facts point up the need of helping the railroads, rather 
than to knock this piggyback crutch out from under the railroads as advocated 
by the motor carrier interests, by requiring railroads to maintain higher than 
necessary rates so that competitors can compete. 

If we agree that a strong, well-stocked, and well-financed railroad Industry 
is desirable to the public interest and national defense, all evidence points to the 
necessity of allowing the railroads to fix competitive rates with other forms of 
transport to pursue their inherent advantage of lower cost transportation. To 
require the railroads to hold their rates up to truckers costs would unfairly 
nullify the lower cost advantage of the rails, while allowing the trucks to cap¬ 
italize on their inherent advantage of service but depriving the public of low- 
cost freight rates. 

Railroads mast have a large volume business to produce the revenues neces¬ 
sary to defray heavy State and local taxes and maintenance cost of their road¬ 
bed and equipment Loss of these taxes would be an irreplaceable loss to many 
of the counties now largely supported by railroad taxes. The motortruck indus¬ 
try pays no such taxes on Its right-of-way, and according to recent studies, fails 
to pay the cost of the building and maintenance of the roads they use by about 
one-third according to the Bureau of Public Roads. Those costs necessarily 
must be made up by other highway users, but as long as this condition exists, 
it constitutes another unfair advantage which the truck industry maintains 
over the railroads. 

In summary, I feel that piggyback service is a splendid opportunity for the 
railroads to regain large amounts of freight traffic they have lost to competitive 
carriers. I think the widespread use of this service would be of very great 
advantage to the entire country through the reduction of heavy truck traffic on 
the highways and the achievement of lower transportation costs on thousands 
of commodities, which should mean low-er living cost to every consumer. We 
can assure the above objectives if we adhere to the well-established principle 
of allowing competitive rates to prevail. 

Senator McGee. Mr. Grant. 

STATEMENT OE LEO P. GRANT, GENERAL CHAIRMAN. SHEET METAL 
WORKERS DISTRICT COUNCIL NO. 105, CHEYENNE, WYO. 

Mr. Grant. Senator McGee, Committee on Interstate Commerce, 
T am Leo Grant, general chairman, District Grand] No. 105, Sheet 
Metal Workers, which is a small craft of the railroad shop crafts. I 
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formerly represented around 1,700 men. In fact, last night when I 
cam© in I was instructed that I was to appear before this Commission 
and I got out a short report. I checked my files. I found that during 
the month of January 1954 we had total employees in this small dis¬ 
trict of 1,695; for the month of February m 1961 we were down to 690- 

In the days before the trucking industry began competing with the 
railroads, and especially on long hauls such as automobile piggyback, 
the Sheet Metal Craft, being one of the smaller crafts of the railroad, 
totaled 1,695 to 1,750 employees. During our peak times we were 
employing in this small craft, at Cheyenne from 192 to 200 employees. 
At Evanston, Wyo,, we were employing from 41 to 50; in (rreen luver, 
Wyo, t 45 to 60, in Laramie, Wyo*, 28 to 30. At the present time we 
have a total of 65 at Cheyenne, 9 at Evanston, 15 at Green River and 
1 at Laramie, with a total of the entire system now standing at 095 
compared to 1,700 a few years ago. . , . . ,* 

Since World War II there has been a serious and continuing decline 
in railroad employment. In 1945 there were 387,374 employees in the 
maintenance of equipment department on all class I railroads. In 
1960 there were only 184,007 maintenance of equipment employees, 
which represents a decline of over 50 percent and a loss in excess of 
200,000 jobs since the end of World War II* As a consequence, the 
ratio of maintenance of equipment employment to total employment 
in the railroad industry dropped from 27.3 percent in 1945 to 23.6 
percent in 1960. „ . 

In the last several years the tracking industry has gradually taken 
over freight that rightfully belongs on the rails, and m so doing has 
caused large furloughs of railroad employees, and further, we feel 
that they are crowding the highways which are kept up by public 
funds with trucks that are increasing in size to the extent that they 
are becoming a hazard. . t 

Having been a railroad employee and a taxpayer m the Mate of 
Wyoming for over 40 years, I feel that the method of transportation 
known as piggybacking should, by all means, remain on the railroad. 

Senator McGee. Could I ask/ in your terminology, what is the 
meaning of the phrase “rightfully belongs to the railroad” ¥ 

Mr. Grant. What rate ? 

Senator McGee. No. You used the phrase here that trucks in 
recent years had taken over freight that “rightfully belongs on the 
rails.” 

Mr. Grant. Such as piggybacking. 

Senator McGee. I was wondering about your use of the term 
“rightfully,” what you use to define “rightfully.” Several today, on 
both sides, have referred to the competition for business in this situa¬ 
tion. 1 wondered what determined the preemption of right. 

Mr. Grant. Well, I mean by rightfully belonging to the railroad 
industry, the piggybacking and the transportation of any such 
freight, the automobile piggybacking, for instance. 

Senator McGee* That is/that the tracker's have no right to that? 

Mr. Grant. Oh, I don’t mean that, I don’t mean that* However, 
the railroad industry was hauling automobile© before the truck in¬ 
dustry began hauling them, is what I have reference to. 

Senator McGee. In other words, the railroads originally had them. 
I only questioned your use of the word “rightfully* * 
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In your breakdown, I don’t notice it in here again and we haven’t 
come upon it quite yet, of any way of measuring bow many men were 
put back on or were given work at all because of piggybacking speci¬ 
fically. 

Mr. Grant. Well-—- 

Senator McGee. You have all the figures on what happens when 
business falls off but no way of measuring what piggyback creates 
in the way of jobs. 

Mr. Grant. I have no way of measuring that. I am not. a rate ex¬ 
pert, I am merely telling you how many employees we have lost in 
the last several years. 

Senator McGee. Would you be in a position—well, no, that would 
not he a fair question to you. One railroad man said to me out in the 
hall here that he would like to mention that one of the little problems 
they had was that whenever they got more automobiles by piggyback¬ 
ing on the railroad the railroads just put another car on the train and 
kept the same crew, at least there wasn’t an increase in employment. 
But this would come in returns to the railroad, I suppose, so that they 
could keep other facilities going; is that your interpretation? 

Mr. Grant. Yes. 

Senator McGee. Thank you very much. 

Mr. Waechter. 

STATEMENT OF HAROLD A. WAECHTER, FINANCIAL TrCT.ETAKY, 

LOCAL NO. 89, INTERNATIONAL ASSOCIATION OF MACHINISTS 

Mr. Waechter. Mr. Chairman and committee members, I am 
Harold A. Waechter employed by the Union Pacific for 32 years as 
a machinist. I am financial secretary of Local 89, International As¬ 
sociation of Machinists* 

That statements I would like to make on the problem of transporta¬ 
tion of piggback cars by rail or truck are in the interest of the safety 
of all the people using our highways. The opinions of the people I 
have talked with concerning this problem are that our present high¬ 
ways are not adequate for the ever increasing traffic. We have im¬ 
proved the automobiles and made them faster'. The trucks are faster 
and much larger and the number on the road has increased many, 
many times. But the highways have not been improved too much 
and this has made driving very hazardous. 

In Hie interest of safety of the traveling public we should encourage 
railroad hauling and discourage more of these large trucks and trailers 
from using our highways, especially when we have railroads that are 
equipped to haul this freight efficiently and without endangering the 
people in automobiles* 

I have taken trips to Laramie when the trucks were hauling these 
trailers loaded with new automobiles. When the roads were icy these 
trailei's would whip and slide. Going upgrade there would be three 
or four traveling close together, going slow, and you couldn’t pass 
them. Then going downgrade they would pass cars at a very high 
speed. These are the things that "make driving hazardous for the 
average driver. A friend of mine drove from Boston to Cheyenne 
last year and he stated that he had never encountered such heavy truck 
traffic and narrow highways as those between Omaha and Cheyenne. 
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The railroads have made great progress in the past few years, 
changing to diesel power, building new cars for transporting their 
loads and improving their tracks so as to make faster time. Because 
of these things, they have been able to lower transportation rates. 

It would be wrong to make laws that would discourage this kind of 
progress. , 

Senator McGee. Your point, then, would essentially be less a matter 
of competition, as far as that goes, than it was that the trucks const!' 
tute too much of a hazard on the public highway ? 

Mr. Waechter. That’s right. There’s a saturation point. They 
want more traffic and our highways are just about as far as we can go. 
Instead of improving our highways, making better highways, we 
spend all our time just trying to repair the ones wcVe got. 

Senator McGee. I was driving over the hill the other day when we 
were having a ground blizzard. I might say a big truck in front of 
me was a mighty delightful sight. I followed the red tail lights. It 
is my observation that probably the best drivers on the road are the 
truckdrivers. 

Mr. Waechter. There is no doubt they are good drivers. 

Senator McGee. To call them the “knights of the road” is not car¬ 
rying it too far. I hate to see them picked on in that respect. But 
vou do raise an interesting point in regard to congestion. 

Mr. Waechter. I have seen them slip and slide and jackknife all 

over when thev were empty. „ , 

Senator McGee. I don't know what the accident statistics would 
show in that regard. I have no way of knowing. I want to commend 
the truekdrivers for their skill on tlie highway. 

Mr. Waechter. Oh, I do that. 

Senator McGee. Mr. Perry. 

STATEMENT OF C. R. PERRY, VICE CHAIRMAN, BROTHERHOOD OE 

MAINTENANCE OF WAY EMPLOYEES, UNION PACIFIC SYSTEM 

DIVISION, DENVER, COLO. 

Mr. Perry. Mr. Chairman and members of the committee, my name 
is C. R. Perry with office address of 500 Interstate Trust Building, 
Denver, Colo.* I have been employed as section foreman from 1916 to 
1943, in which year I was elected vice chairman of the Brotherhood of 
Maintenance o*f Way Employees, Union Pacific System Division. 
During the last 15 years I have served the organization as general 
chairman. I am also chairman of the Western Regional Association, 
representing more than 27,000 employees of our craft in 18 Mid¬ 
western and Western States. I appear on behalf of employees whom 
I represent, in support of the railroads in the dispute which involves 
the so-called piggyback traffic which is being presently handled by 
your committee, * 

' From the period beginning in the early 1930’s, or about the tune the 
trucking industry began operations on a large scale until now, our 
industry has lost a monumental amount of business to the truckers. 
This has resulted in the decline of more than 50 percent of the number 
of employees whom we represent. The same figure is reflected in 
other crafts, employed by the railroad companies. There is little 
doubt that considerable loss in rail business must have resulted from 
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this competition, even though development of 'other forms of trnns- 
pot ration* including bus, airline^ and water lines have had effect. 
We think the railroads are taxed in much greater proportion than are 
other forms of public carriers. The railroads must bear the full cost 
of constructing and maintaining their tracks, roadbeds, bridges^ sta¬ 
tions and other facilities incident to the operation of their business. 
They are not accorded a fair chance in the competition for business. 
In view of these conditions, on behalf of the employees whom we 
represent, and their employers, we ask that you do nothing which will 
further hamper the rail carriers in securing and expanding the busi¬ 
ness involved herein. In every community through which the rail¬ 
roads operate, they own considerable taxable property and pay a sub¬ 
stantial part of taxes in all of these localities. 

The railroad companies deserve an even break in their efforts for 
existence. We know of no instances wherein they are subsidized in 
furnishing the service they render today. You will readily recall 
that during the two World Wars the railroads carried a tremendous 
responsibility. Moving of immense amounts of war equipment, sup¬ 
plies, and troops could not have been so successfully or efficiently ac¬ 
complished without the railroads. Their efforts were greatly respon¬ 
sible for the victory. Rail carriers should not be limited or regulated 
in the field of competition to the extent that any appreciable number 
of them will find it necessary to pass from the transportation industry. 
In such an event, should another national emergency arise, the Na¬ 
tion's business would be seriously handicapped. It is apparent our 
national safety and well-being would be greatly imperiled. In addi¬ 
tion, we believe you will agree that it is the use of our highways by 
these mammoth trucks and vehicles which causes the astounding cost 
of highway construction and maintenance. 

Senator McGee. I hasten to inject there that because of the interest 
in a national transportation policy that will take care of the count in¬ 
adequately in a defense crisis, that we are as much interested in the 
railroads as we are in the trucks; we are as much interested in the 
trucks as we are the railroads. 

Mr. Perry, I understand, Senator, I would like to make this re¬ 
mark. I understand that is your responsibility, you are a Senator 
representing the people, not any one segment of the people, I under¬ 
stand that, and your job here is not an easy one to figure out a fair and 
equitable wav to give the public the best and most efficient sendee, I 
understand that. I am not mad at the truckers and 1 hate to see- 

Senator McGee. Just because they run on the highway ? 

Mr, Perrt. Well, no. I am lucky, Senator, I have followed some of 
them up the hill when I was glad he was there, but Sunday going out 
on the highway east of Russell, Ivans., one big transport- passed an¬ 
other and if we hadn’t had room we would have met him head on. So 
you have that, too. But that can happen in a private ear, too. No, I 
understand. I think your responsibility here is to come up with some 
fair solution for this whole thing, and I might add, know ing you as I 
do, I think it is in pretty good hands, I think you will judge it fairly. 
Pm not afraid of that. 

The railroads are equipped to efficiently handle all the long-haul 
traffic. They can do it without cost to the taxpaying public because 
they furnish all their own facilities. At the same time, they continue 
to pay their share of local tax in the communities which they serve. 
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I might say here, and I would like to stress that just a little, then I 
will get out of your way, I served several years as clerk and treasurer 
in several taxing units in Kansas, and we found that all the railroads 
in nearly all the counties that they served paid from 25 to 33 percent of 
the total tax. In a small school district running out across the country, 
we figured on the railroad paying our teacher, hut from the other 
forms of transportation we didn’t get anything because they didn’t 
buy even any gasoline in our communities. That is quite an item, I 
think, that the local communities probably may not realize maybe 
they do, but I do because I served there in that way. 

In Oregon, when the Union Pacific was trying to abandon a little 
railroad, just another illustration, the people from Oregon appeared 
at Pendleton before the congressional committee, the Interstate Com¬ 
merce Commission Committee, and said if they abandoned that line 
they would have to cancel out the bonds to build a new school build¬ 
ing iiecause the value of the property wouldn’t do it unless the Union 
Pacific run through that district. And the attorney for the Union 
Pacific asked them if they thought that was the principal function 
of railroads, to pay taxes so they could build school buildings. 

That’s just another observation. I want to thank you, Senator, for 
the privilege of appearing here. 

Senator McGee. Thank you very much. 

STATEMENT OF HOWARD L. BURKE, VICE PRESIDENT, NORTH 
AMERICAN VAN LINES, CHEYENNE, WYO. 

Mr. Bi rke. Senator McGee, members of the staff: I am Howard L. 
Burke, president of Burke Moving & Storage, Inc., 2116 Ames Avenue, 
Cheyenne, Wyo. T am also vice president of North American Van 
Lines, which is one of the world’s largest moving organizations. 

I was made to understand that this hearing was dealing primarily 
with piggyback service. It is actually pretty hard to segregate piggy¬ 
backing from all the other ramifications of the transportation indus¬ 
try and without going into the history of the railroads and price- 
fixing and price-cutting businesses many years ago before the Inter¬ 
state Commerce Commission even came into being. 

I have auite a voluminous report to give you. I will try and keep 
my remarks at this time very brief and try and highlight some of 
them. 

Now, as vice president of North American Van Lines I want it 
clearly understood that we are not against piggyback. We use piggy¬ 
back. We use it from Chicago to New York. 

Why do we use piggyback? We use it because some States have 
their taxes on trucks raised so high that during peak seasons we 
must go to some other form of transportation in order to continue 
to give service. Many States require us to license a unit for a full 
year, although we are only in that State for 1 month. 

The only phase of piggybacking that I am against as vice president 
of North American Van Lines is the fact that we can see the hand¬ 
writing on the wall. We can see what can come. We can see that 
right now with a rate of, I believe, $924 for use of a flatcar from, 
say, Chicago to Los Angeles, our line-haul transportation on an 
average shipment of 4,000 pounds and based on a rate of from 4,000 
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to 8,000 pounds, we would have on our van line a gross revenue of 
$4,000. 

Now, there is nothing at all at the present time to prevent the rail¬ 
roads setting up some sort of a dummy outfit, a cooperative, getting 
together with some of the big shippers in the Chicago area that 
shipped lots of high-value products to the west coast and in effect 
reduce our rates so that intsead of having a $4,600 line haul, we are 
going to be up against a $924 line haul. That goes into the selective 
rate cutting that the railroads historically have used when allowed 
to use them to put competition out of business. 

We have heard much today about car hauls. What bothers me is 
why, when the car haulers, that is, motor transportation car haulers 
started into business, why the railroads at that time didn’t meet com¬ 
petition head on and go ahead and make their trilevel cars at that time. 
But there again, the railroads never do anything unless they are forced 
into doing it. Rather than cooperating with the motor transportation 
industry many years ago they elected to fight them by every means 
possible to get them off the highway. 

You have heard some remarks here, too—I will try and wind this up 
just as quickly as I can, Senator—about the trucking industry taking 
all this traffic away from the railroads, and I submit to you that the 
railroads put themselves out of the l.c.l. business. Right today I 
would love to have the job, 1 would like to have the Burlington Rail¬ 
road or the Union Pacific Railroad hire me and I could snow them 
how to move more traffic, general freight commodities traffic, that is 
now moving by truckline between Chicago and Denver, give better 
sendee and everything else. If they wanted to do it, they could do it. 
It is very simple for them to do it, but they don’t want to do it. 

You will find that remark and the other related remarks in my type¬ 
written statement to you. I want to say right now, anyone that is 
here, 1 will be happy to stand up here and talk to all of you tonight for 
as many hours as you want me to talk. I have been in this transporta¬ 
tion business for about 30 years. I have been in every segment of it. 
I have been a rate expert. I have been head of the motor vehicle 
departments, I have had ray own operation, I have been with general 
commodity carriers, I am a student of transportation. If anyone 
would like to have me sit with them all night tonight or all night 
tomorrow night, I would be very happy to meet with them. 

One thing I want to get back to here a minute. I mentioned about 
this $924 for the use of a flat railcar to haul a couple of trailers from 
Chicago to the west coast. Now, that is fine and dandy, hut then the 
railroads don’t allow me to use that rate. I have to pay the same rate. 
The railroads, therefore, are in competition with themselves when 
they do something like that. 

Mr. Barton. Mr. Burke, pardon me, is it not the ICC that said you 
couldn’t do that, rather than the railroads? 

Mr. Burke. Well, now, the ICC might in a weaker moment have 
said that: yes, sir. But the point I am getting at, sir, is this, that 
where a first-class commodity can move by the piggyback method from 
Chicago to the west coast, the railroads themselves, if they moved that 
shipment as an l.c.l. or carload rate, are going to have to charge twice 
as much money. As a legislator of the State of Wyoming, naturally 
I am concerned with the fact that we are going to be called upon, if 
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this continues unabated, to raise tlie rates of highway user's. Of 
course, one solution right now to t hat, would he if Congress, instead of 
diverting $1.7 billion a year to the general fund would put it in the 
highway fund where, it belongs and where we were told the money was 
(Toing to go, we wouldn’t have the problem that we are now faced with 
fn building all these highways. We live by a set of double standards 
or double rules. The Congress of the United States says to all the 
States, “This money that you collect for highways must be used lor 
highways, but when it coines to the Federal Government that is not 
so because we want to use that money to feather our nests for some 

other project.” , ,, , , T , . , 

I think, Senator, that actually is about all that I need to say at 
this time. I am sure that when you read my full report you may 
find some things you wish to question me on. I will be very happy 
to come back to Washington at my own expense and answer any 
further questions that your subcommittee or your full committee 
might wish to ask. Thank you very much. 

Senator McGee. Thank you very much. 

Mr. Wendt. 

STATEMENT OF JOHN F. WENDT, HOUSE OF REPRESENTATIVES. 

STATE OF WYOMING-, ROCK SPRINGS, WYO. 

Mr. Wendt. I hope I am not out of order, but this gentleman who 
testified a few minutes ago made a statement about the railroads not 
wanting that less-tlian-carload-lot traffic from Chicago to Denver. I 
would like- 

Senator McGee. This was an editorial comment. 

Mr. Wendt. I would like to introduce a mimeographed statement 
I have outlining three types of less-than-curload-lot service that we 
offer in piggyback transportation between Chicago and Denver, foi 
the record, as a supplemental statement. . 

Senator McGee. We will take it in at this time. We don t want 
to interject with rebuttals. If you want to subnut them, it will follow 
at tho end of the record. 

Mr. Wendt. I live in Rock Springs, Wyo. I am an employee of 
the Union Pacific Railroad, in the car department, a member of the 
Carmen’s Local 332, and I am here to represent the carmen and rail¬ 
road workers in our particular area. Also, the people of Sweetwater 
County as their representative in the State legislature, and of course, 
the Union Pacific Railroad. . 

I have my printed copy here which I will go into and make as short 

as possible. 

Senator McGee. Thank you. . . 

Mr. Wendt. I present these comments and statements in the inter¬ 
ests of railroad employees and, also, as I think, the economy and wel¬ 
fare of Sweetwater County, State of Wyoming, which I represent in 
the State legislature. , . _ . . 

It would seem to me that in arriving at a decision regarding the 
setting of rates, rules, and regulations governing the transportation 
of all'classes of freights, whether it be piggyback or otherwise, we 
should weigh each as to its merits, safety to the public, money-saving 
to the public, and economy of the Nation. We must analyze the be- 
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ginning of so-called automation, which has been very instrumental in 
bringing about the present conditions. Railroads competed with rail¬ 
roads when the turn from steam to diesel was brought about. Many 
skills used in steam operation were not necessary in the diesel opera¬ 
tion, so were furloughed and many with 35 and 40 years of service, and 
at the age when it was almost impossible to be employed by someone 
else. 

Following that turnover in operation, it was apparent that coal 
was not necessary. So in our community the coal mines were shut 
down, causing the layoff of some 2,000 coal miners. These people 
who lost their jobs went into other fields looking for work and many 
were absorbed by other industry, but not all, because of their age. 
They did not ask to be subsidized or have the rules and regulations 
changed or requested payments from the manufacturers of the diesel 
units of so much per unit to help them. 

During this time the trucking industry, which is vital to the Nation 
and necessary, were increasing their business and expanding, and 
when the final checking was done it was found that railroads were 
shackled with rules and regulations which made it impossible to com¬ 
pete and naturally gave them reason to request changes in the rules 
to allow them to compete. They were granted some relief but not suf¬ 
ficient to openly compete, to maintain their necssary income to op¬ 
erate and retain their employees. Thus ? more men were furloughed. 

This, in line with progress, was met with the building of equipment 
which made it possible for shippers to move their commodities; 
namely, cars ana trailer trucks on flat cars, for much cheaper and 
safer delivery, which over a period of time projected its service to such 
an extent that it is now an accepted mode of transportation. This 
affected the truck industry, which has immediately requested the 
change in rules to help them meet the competition and also rates to 
effect the shipments and with the thought of forcing the freight back 
on the highways. 

Mr. Iloffa says the danger of piggyback is that scores of Teamsters 
are losing their jobs. He does not recognize the number of railroad 
workers who have lost their jobs. I, as a railroad worker, feel that 
each of us have our rights to protect ourselves and we have suffered 
sufficiently while the Teamsters were growing that we lost half of 
our union membership. Let’s think: Is Mr. Iloffa’s motive selfish or 
progressive ? 

The piggybacking, which is the issue, was handled by 19 railroads 
in 1955 and it has proved so efficient that at the present time some 55 
railroads are offering the service. It has increased from approxi¬ 
mately 44,000 carloaaings in 1954 to over a half million carloadings 
in 1960. To me, it proves that that is the accepted mode of shipping. 

Let’s compare the trucking industry with the railroads on a tax 
basis. It is agreed that the truckers pay taxes both as property and 
road tax. The road tax is paid only when used. It is also agreed that 
the taxes paid by the truckers help to build and maintain highways. 
They in turn are only held responsible to follow the rules and regu¬ 
lations governing their operations. The repairs, upkeep and building 
of new highways is the responsibility of the State. 

Now, let’s look into the tax side of the railroads. They own their 
own roads and they pay annual taxes which amount, in some cases, 
to as much as 30 to 40 percent of the total taxes in some counties. 
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This is paid whether 1 train or 100 trains travel the rails. They are 
then restricted by rules and regulations far more severe than the 
truckers, namely, agricultural commodities, for instance, and it is 
their responsibility and expense to maintain and operate tlieir rail¬ 
roads. The moneys needed for this must come from their income of 
operation and no part is subsidized by taxes from the people. We 
should consider these things. 

We must not overlook the part played by the railroads in our na¬ 
tional defense. Let’s set the record of the railroads and the part, 
they played in World War II. With only minor changes and addi¬ 
tions, railroads almost doubled their movements of freight. This 
was done with very few additional increases in manpower. A crew 
of five people can handle 9,000 tons of freight between terminals. 
How many trucks and people would it take to move this on the 
highways and how much wear and tear would the roads and equip¬ 
ment used suffer in doing it? 

Equipment and personnel are a big factor in time of war. Rail¬ 
roads moved 75 percent of all freight during the war, 90 percent of 
which was military category, and moved and transported 97 percent 
of the military personnel. This was done at a very much less cost than 
it could he done by highway travel equipment at a large saving in 
materials which are necessary in war. in an emergency at the present 
time the railroads could double tlieir operations with much saving in 
time, which would be of the essence if war were brought on, which 
could happen without too much notice, and being of the nuclear type, 
time would be a great factor. 

If railroads are shackled and forced to decrease their forces, re¬ 
strict the maintenance of equipment and furlough forces, it would be 
hard to produce the necessary results. Billions are spent to protect 
the Nation, so let's recognize the part the railroads would play in 
the defense of the Nation. Should we by rules and regulations for 
other interests saddle industry with hardships and fight tor survival ? 

In closing, I feel that, the security and welfare of the public in a 
safety sense and economical sense should be of prime consideration, 
and we as railroad workers do not ask concessions^ of anything un¬ 
justifiable. Give us equality in rules and regulations and we will 
meet competition. 

Senator McGee, I wish to thank you for the time I was allowed on 
your hearing. 

Senator McGee. Thank you, John. I want to thank you for a very 
articulate statement. 

Mr. Hunter. 

STATEMENT OF L. A. HUNTER, RETIRED AGENT, CHICAGO, BUR¬ 
LINGTON & QUINCY RAILROAD C0„ SHERIDAN, WYO. 

Mr. Hunter. Senator McGee, gentlemen, my prepared statement 
was prepared several days ago, being more or iess in the dark as to 
wliat to bring up. 'When a hearing has gone as far as this hearing 
has gone, anything that anybody says from here on out is bound to 
be more or less a repetition of what has already been said. I submit 
my report as a retired employee of the Burlington Railroad. You 
may wonder why a retired employee would have anything to worry 
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about in the present hearing. But I might advise you that we retired 
employees are just as much concerned about the future of an industry 
that has supported us for the last 40 or 45 years as those who are 
presently employed by that concern, 

I am not going to read my report because time is of the essence, 
and I want to get back to Sheridan this evening. 

You stressed this morning that you had no desire to let any one seg¬ 
ment of our economy be restricted at the expense of another segment 
That is my only reason for appearing here, 

I thank you for giving me this opportunity, and I will be on my way . 
Senator McGee, Thank you very much. Being a local citizen of 
this part of the State, I hope it snows so hard you cant get home, 

Mr. Hunter, So do I, 

(The statement as hied with the subcommittee is as follows:) 


Gentlemen, what I may say at this time you may have already heard, and 
I can only reiterate these facta known to me from my 44 years 1 exiierienee in the 
freight department of the Burlington Railroad, 

It has been nay experience to witness the decline of railroad business and sub¬ 
sequently the loss of employment by railroad employees since the late IDliO’a 
and early 1030*8, This decline in business and subsequent layoffs caused a toss 
to railroad employees of some 000,000 jobs. 

From its infancy the trucking industry has been encouraged, and actually sub¬ 
sidised, by the expenditure of billions of dollars by the Federal and State Gov¬ 
ernments in the building of public highways. They laid no right-of-way to 
purchase and no roadbed to maintain. The trucking industry today makes the 
claim that they finance more than their share in building and maintaining the 
public highway system* However, I would wager that if the trucking industry 
had to build and maintain their own roads that there would be no intercity 


trucking. 

However, getting back to the piggyback situation about which this hearing 
is being held, down through the years the trucking industry has gone along hav¬ 
ing the advantage of this unfair competition, absorbing business from the rail¬ 
roads. causing a decline in railroad business and the loss of railroad jobs. They 
apparently thought it was OK for railroad jobs to decrease while Teamster 
jobs multiplied, and this very thing is still happening today. 

As one small example of what has happened all over the United States, the 
freighthonse at Sheridan, Wyo., where I was last employed, during the early 
1930*s employed some 15 freight handlers, and today there is only 1 railroad 
employee on "that dock. The balance of the work has been taken over by trucks 
and truckers. 

This loss of business to the railroad Industry was brought about, in part, also 
by the fact that they were operating under a heavy weight of regulations that 
were designed for a" different age, while their competitors were encouraged to 
help themselves to all the business they could get which they did in a big way. 

As vou well know, by the early TffcfKVs this decline In railroad hast ness had 
caused the railroad's financial situation to become very serious, serious enough, 
In fact that it prompted the Congress and other Government agencies to make 
a series of studies which were the forerunners of the Transportation Act of 
1958. With the passage of this act Some of the restrictions were lifted and the 
railroads were allowed to get back into more equal competition with other 
forms of transportation by establishing rates which were really competitive, and 
thus they were able to retrieve some of the business which had previously been 
theirs and which bar! been lost to the trucking industry. The use of the piggy¬ 
back is one of the examples of this regained business. 

it seems that the Teamsters are alarmed about the loss of jobs which the use 
Of piggyback may cause them. By the same token, what about the some flno.nno 
railroad jobs that have already been Inst to them? Ts the loss of a job to a 
teamster of more Importance to the Nation than the loss of a job by a railroad 
emptovee? 

Tam now a retired employee and I. too. have a welfare fund to worry about. 

T ask another question : Ts the welfare fund of the teamster of more importance 
to the economy of our Nation than the welfare fund of a railroad worker? 
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Iti closing, it would seem that in our ever-expanding economy there is plenty 
of room for the piggyback as well as the over-the-road track, and why should one 
truck service be restricted at the expense of the other? In addition any use of 
piggyback would In some small way relieve the congestion on our highways, anti 
in relieving this congestion it would certainly enhance the safety on our high¬ 
ways, and this In itself is no small factor. 

Senator McGee. Mr, Spracklen. 

STATEMENT OF L. L. SPRACKLEN, PASSENGER CONDUCTOR, 
C.B. & Q. RAILROAD, BILLINGS, MONT, 

Mr, Spracklen. Senator McGee and staff, I am L. Tj. Spracklen. 
I live at 1021) Wyoming Avenue, Billings, Mont, at the present time- 

I have been employed by the Burlington Railroad for 41 years and 
0 months as a brakeman and conductor, 

I am going to have to go along with Mr. Hunter* Anything I 
would say would be repetitious. 

There is one thing I would like to bring out: the fact that I was 
a legislative representative for the Brotherhood of Railroad Train¬ 
men for some 16 years here and I attended the legislature. V\ e ti led 
to do something about equalizing what we thought was wrong about 
the trucking and railroad industry but we didn’t got it done. But, as 
I see it now, it was economics at that time and I think it is economics 
now that we are regaining some of that. So, if the truckers aiT losing 
their jobs, they want to remember that they took the jobs from us 
in the first place. 

I thank you, gentlemen. That’s all T have. 

Senator McGee, Thank you very much, Mr. Spracklen, 

(Statement of L. U Spracklen as submitted to the subcommittee is 
as follows:) 

My tin me is L. 1,. Spracklen, living at the present time at 1029 Wyoming 

Avenue* Billings, Mont. „ , ,, . t , 

I have been employed by the C.B, & Q. Railroad on the Sheridan division for 
41 years and 9 months as a brakeman and a conductor. AH but the inet year 
I lived In Sheridan where I worked In freight service, I am now working as 
passenger conductor with the terminal at Billings. From 194« until B)M> I 
worked part time ns State legislative representative of the Brotherhood of 
Railroad Trainmen and attended the State legislature for each 40-day session 

during that time. . . , 

As I understand it* this hearing is to determine if so-called piggybacking is 
to the best interest of the public and if it 3s taking employment from one class 
of workmen to the benefit of another class. We know that it is serving the public 
better by better service at u cheaper rate. That should be sufficient reason for 
maintaining this service. Too, there Is the factor of keeping the transports out 
of traffic for the long hauls* which should relieve some of the congestion on 

our highways and streets, _ . .. * - 

As to the taking of jobs away from one group to the betterment or outers, 
that should not enter the picture as the truckers took the business and jobs 
from the railroads in the first place. I can well remember when all automob lea 
were shipped hr rail in ears built by the railroad companies especially for that 
purpose. They were just plain big boxcars with wide dtmrs. As time went by, 
racks were put into them in order that more cars could be handled with safety. 
However, the trucks came up with transports that could carry as many cars 
with one trailer and tractor ns could be hauled on a railroad car. They were 
moving them over highways built and maintained by the public, while the rail¬ 
roads were using their own tracks, built and maintained by the railroads* and 
in addition, were paying taxes on all Installations, The railroads and their 
employees tried to correct these conditions by legislation bnt due to strong lob¬ 
bies of the truckers and their employees we were unable to get what we eon- 
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sidered a fair break. When the National Congress passed the multimillion 
dollar sui>erhighway bill some relief was given by placing more taxes on the 
highway users. Then the railroads came up with the piggyback. This not only 
applied to automobiles but to many other commodities. Railroad cars were 
built that would handle more automobiles than could be handled on the trans- 
I»orts. These are handled to distributing points, where, as I understand it, the 
truckers again take over to distribute them. 

I do not believe that taking over the trucker’s job has anything to do with 
the piggyback movement, as the railroads originally handled these cars and 
other commodities that they are now handling with piggyback. The railroad 
employees lost jobs to the truckers and they got them back when the business 
was taken off of the public highways. 

I believe the public is being better served by quicker service and at a more 
reasonable rate. If the public is not receiving the benefit of these savings, I 
do not think it is the fault of the service. That should be handled as a sepa¬ 
rate issue. 

If we are to take into consideration the loss of jobs by the different crafts, I 
believe the railroad men have been hit harder than the truckers even after 
getting some jobs back by piggyback. Automation has taken many employees 
from the railroads and will take more. That is progress and the truckers will 
have to face it, too. 

Thank you, gentlemen, for allowing me to set forth my views. 

Senator McGee. Mr. Smith. 

Following Mr. W. D. Smith will be Mr. Scluunm, Mr. Pend ley, Mr. 
Johnson. 

STATEMENT OF W. D. SMITH, CHEYENNE, WYO. 

Mr. Smith. Senator McGee and members of the committee, my 
name is W. D. Smith. I reside here in Cheyenne, 307 East Fourth 
Avenue, and am employed by Commercial Carriers, Inc. I say em¬ 
ployed. At the present time I am laid off due to the lack of cars to 
haul, which I have hauled for the past 5 years. I am among the group 
of men that have been hit very heavy by this piggyback service and it 
is for this group I would like to speak here today. 

At our terminal here in Cheyenne, which is a relay terminal of 
Commercial Carriers, Inc., they liave in years past in the peak season 
employed as high as 300 men. At the present time there are 23 men 
working. 

Senator McGee. Twenty-three ? 

Mr. Smith. Twentv-three. Even though they are more or less 
more in part-time work than in full-time work. There are at times out 
here on the waiting list to load as high as 18 men. 

Senator McGee. How many of those men own their rigs ? 

Mr. Smith. Well, last year at this time we had better than 150 men. 
Not all owned their own rig. Two-thirds own their own equipment. 

Senator McGee. Two-thirds of the 150 ? 

Mr. Smith. Yes. 

Senator McGee. At least they own them in partnership with some¬ 
body, they were making payments on them ? 

Mr. Smith. A good deal of that is partnership with the finance 
company. 

Senator McGee. I own some property that way myself. 

Mr. Smith. We are attempting to buy this equipment and pay for 
it. Most of us own our own homes and of course we are attempting to 
buy those, too, and pay for them. I have been unemployed since 
October of last year because of this piggyback service. It is not much 
encouragement to us to hear that this is progress. It may be progress. 
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We don’t deny the fact tliat piggyback is a suitable way, a good way 
to transport automobiles. Many automobiles can be transported in 
this way. But we feel that the public is actually the ones who are 
taking the beating on the whole thing. I don’t think, as far as the 
general public is concerned, that they are being served by this piggy¬ 
back service. 

First of all, they say that this service is cheaper than the service 
of trucks. It is. But the public hasn’t benefited from this yet as far 
as we can find out. 

Senator McGee. By that you mean what, the public hasn’t bene¬ 
fited-— 

Mr. Smith. The new car dealers tell us that the consumer pays the 
same price in freight on his new car as he did when it w*as shipped by 
truck. 

Senator McGee. That is, your position on that point is not so much 
involving the railroads and piggybacking as those who benefit from 
the railroad rates who, according to your informants, at least, are 
not passing it on to th© consumer ? 

Mr. Smith. Yes. 

Senator McGee. Two or three times tha t has come up t oday. 

Mr. Smith. As far as being able to give statistics on this, I am not 
in position to do it, but they say this is the cheaper mode of transporta¬ 
tion. Wei it may be and seemingly is, and it is att ractive to the manu¬ 
facturers, but if the rails are not getting this full freight that the 
consumer is paying, then somewhere down the line somebody is bene¬ 
fiting by it. 

Senator McGee. What would be your position on this? Suppose 
it were to be established that the real savings were being passed along 
to the consumer? 

Mr. Smith. If that were established, I would say it would be good 
for the consumer, but the general public would not necessarily benefit 
too much by this service because— 

Senat or McGee. Just those who would buy cars ? 

Mr. Smith. The consumer would be the only one that would bene¬ 
fit by this service. This piggyback service has cost a lot of jobs for 
a lot of people, not only we m the trucking business, but there are 
many, many small businesses who have, as has been testified, cut their 
help down,*have lost money, and face the posibility of having to close 
up shop because they don’t have enough business to exist, and tins is 
getting more prominent all the time. That is clear across our country. 
That is not in one county or in one State but that is nationwide, and 
we feel that there will be many, many small businessmen put out of 
business if this is allowed to continue. It is something that we feel 
is not good for our country as a whole, our economy. 

I think this has played a part in our economy, this recent recession 
we have gone through, I think this piggyback has had a big part in 
that, not by any means all of it, but it would have lessened a good deal 
if men were working, and the 15,000 men it is estimated are out of a 
job directly in the trucking industry from tins piggybacking we feel 
is a considerable number. But then other people who are dependent 
on truck service and trucks running down the highway, many of them 
are out of jobs, too. 
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Senator McGee. Does any one of the agencies interested in this 
kind of thing have any estimate or any study that projects the people 
who are dependent upon, let’s say, 15,000 truckers for their jobs? 
In other words, gas stations, cafes, that sort of thing. Has there been 
a breakdown attempted? , 

Mr. Smith. There is a breakdown—I think the people m Michigan 
have attempted to make a breakdown on this covering all phases of 
small business, including the truckdrivers themselves, and I do not 
have those figures, they haven’t been available to me, but I believe this 
committee which is in Michigan, which is made up mostly, I under¬ 
stand, of truck people, have broken this down to how many businesses 
do depend on trucks and what effect it has had on them. From what 
I have heard of this the figure is quite staggering. 

Tim railroad speaks of the people that they have laid off through 
various means for various reasons, and I think this compares, all the 
people that are employed in this country from the piggyback service, 
even in small businesses and other places, is comparable to their figure 
of layoff. And so we think it is a bad thing for the country. 

As far as a mode of transportation, it has its merits. M e think it 
is a good mode of transportation but we begin to wonder pist how 
much progress the economy of our country can stand. We don't 
think it will go too far. 

They say we don’t pay our taxes. Wo pay a good deal of tax 
running the trucks down the road. They say we pay them only when 
we use the road. Well, it wouldn’t be fair, like my truck lias been 
parked now, it has been parked since October; if I were paying high¬ 
way taxes on that truck when I don t have any income, I can t sec as 
that would be so fair, either* But when I do go down the road it 
amounts to a good deal* In fact, the minimum 1 pay per mile on my 
truck in State and Federal tax for wheel tax and fuel tax alone is 5 
cents a mile. That’s the minimum. That’s the cheapest we get by* 
In most cases it is a good deal more than that, and of course we have 
various taxes cm top of thajt 

It seems to me this legislation—well, in the first place, the railroads 
say this is automation, this type of shipment. We very strongly dis¬ 
agree with that. This is not automation. It is still automobiles 
beinsr transported on cars of the railroad, being pulled by the rail¬ 
road down the track. It is not automation* It is just a different way 
of doing it which has completely taken the business away from its, 
and this is, we foe!, a direct result of legislation that has caused this 
as interpreted by the Interstate Commerce Commission, and the rail¬ 
roads say that wo have no right to come to this committee for some 
help, but after all. it was all started in legislation that gave the rail¬ 
roads a right to ship like this and we feel we do have a right to ask 
this be made fair. We have no intention of trying to say that we can 
do without railroads or that we want to do without railroads or that 
we want to do without piggyback* We are not saying that But we 
think rates should be set up fair on this situation, that we in our 
work can have our share of it, too, not all of it going to the railroads 
and us being out of work and being forced into bankruptcy because 

of this. # , i 

We are desparatelv hoping something will be done because we are 
in a bind. Many of us have lost equipment already. Many more 
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of us face the same possibilities. This is an investment that we have 
put in these trucks that have been built up over the years. W hen 
we lose our truck we have lost everything we have invested in it and 
ft good many years’ work, too. We don’t think it is fair that legisla- 
tion should be made against us that would close us up as small busi¬ 
nesses, not only us but many other small businesses throughout the 
country, especially when, as far as we can tell or see, that it is not 
helping the American public to any extent at all. They are not bene¬ 
fiting from this type of service. . , , „„„„ 

Another thing I would like to add is the fact that whoever the 
people are that are receiving the profit off of the shipment of these 
cars, and we have reason to believe that it is the auto manufacturers 
themselves, which runs into millions and millions of dollars that they 
are making of profit on shipping these cars piggyback, we maintain 
that is the only reason they are going to 100 percent piggyback on 
their long-distance haul. We believe if this profit were taken from 
them tiiat the rate wouldn’t be as important as it is now and that 
service and other things would enter into it when choosing the mode 
of transportation they would use in transporting their product. 

That’s about all I have to say. We certainly want to thank you, 
Senator McGee, for your efforts in holding this committee meeting 

^Senator McGee. Let me ask you, how much does a driver who owns 
or is paying on a rig, how much does he have in it. W hat does one 

Mr. Smith. Mine personally, I paid—this doesn’t include finance 
charges—it was $21,863, the original cost. 

Senator McGee. Is yours an average r ig ? , 

Mr. Smith. It is a very plain rig. It is a rig that wasn fc—1 bought 

it especially for the job of hauling automobiles. 

Senator McGee. In other words, it is difficult to convert these rigs 

to some other purpose? .._ 

Mr. Smith. It wouldn’t be anything severely difficult in converting, 

it could be done. ...... . , 

Senator McGee. Then* is a possibility of conversion? 

Mr. Smith. With additional cost. 

Senator McGee. Would it be fair—you said there are 150 men out 
here and two-lliirds of them have an interest in their own rigs—if we 
were to multiply, two-thirds of 150, or 100 times $21,000, would that 
lx* a fair statement of the investment of this particular group that is 
unemployed ? 

Mr. Smith. It is. , . . .. , 

Senator McGee. I was trying to get the size, in perspective, of the 
particular group clearly, in relative economic circumstances. 1 think 
this is a matter of no little concern, regardless of other issues that are 
at stake in this question. I think you have made that very clear and 
you have made a very rational statement on the overall picture. 1 

want, to commend you for that, too. 

Mr. Smith. Thank you, sir. One other thing I would like to 
answer as far as taxes are concerned, not only taxes on the equipment, 
but we individuals operating these trucks that, we own in this business, 
we pav taxes, income taxes as individuals, not as large companies or 
corporations. There are not any loopholes, no more than for any 
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private citizen, in this tax. We think there would be much more tax 
derived from this freight if shipped by trucks rather than railroads 
because it is consumed within themselves, even some of them operate 
at a loss, and from what little we know about that we don’t believe 
there would be any income tax on this freight paid if they were operat¬ 
ing at a loss. 

That is another point I wanted to make, that we believe there would 
be more tax money for our Government and State if they were shipped 
by truck rather than by rail. 

Mr. Barton. Mr. Smith, what practical solution do you have to the 
problem ? Would you have the railroads raise their rates so you folks 
could compete, or what is your proposal ? 

Mr. Smith. I believe that would be a help because I believe that 
they are—I don’t believe honestly, if it was completely figured out, 
that they are receiving compensatory finance or revenue from these 
cars. 

Mr. Barton. Remember, a compensatory rate is one that covers 
out-of-pocket costs. Don't you think they are making out-of-pocket 
costs? 

Mr. Smith. It may l>e, perhaps they are, T don’t know the railroad 
figures. But one thing I believe, they have tried to get as low as pos¬ 
sible their rate in shipping these cars. I think a good deal of reason 
for unemployment on the railroad is they are trying to cut their 
operating expense to the extent of asking the ICC for lower rates. 

Mr. Barton. Pardon me at that point. Do yon think they would 
cut their rates any lower than necessary to get the business? Why 
would they do that? 

Mr. Smith. Yes, I think the railroads— I believe they would cut the 
rates to the extent of destroying their competition. 

Mr. Barton. If they cut rates just enough to get the business away 
from you, they can destroy you just as effectively as if they haul it for 
nothing, can’t they ? 

Mr. Smith. Definitely. I think that is what they have done. As 
far as my solution to the whole thing, it would be that, like I say, 
we are not adverse to piggyback, we think it is a good service, but we 
don’t think that we should be completely destroyed and this segment 
of the trucking industry destroyed because of it. I think we should 
still have our share of this freight. 

Senator McGee. Do you think there is some middle ground there 
that would keep you alive and going- 

Mr. Smith. Yes. 

Senator McGee. Without really materially affecting the railroads’ 
economy ? Is that your point? 

Mr. Smith. That’s right, I really do. The railroads say—it was 
just said a few minutes ago that the railroads are in worse shape 
todaj r than they were even in 1058. Now, they received all this traffic 
on their cars, on the rail*, either in the form of bilevel or trilevel or 
piggyback and all the long-distance car movement this year, prac¬ 
tically all of it, has been by the railroads. If it doesn’t compensate 
them any better than that, what good is it doing if they are in worse 
shape todav even than they were in 1958? 

Senator 'McGee. Of course, there are other elements of the railroad 
business, not just piggyback. With a recession nationwide it is bound 




PIGGYBACK TRANSPORTATION 


199 

to have its effect. Of course, turned around the other way, your 
dependence is on one economic train of thought and that is the trans¬ 
portation of automobiles, whereas the railroads can spread theirs out 
at least over many other alternatives; even at the risk of some small 
loss they still are going. 

Mr* Smith. Yes. 

Senator McGee. You as an individual are out of business. There 
is one margin of difference there, that’s true, but I think in fairness 
it ought to be kept in mind, and I think the records show, that the 
railroads’ return is less today than 2 years ago. It would be much 
less were it not, I assume, for piggyback* But that isn’t sufficient to 
make up for the losses in other channels of traffic* 

Mr. Smith* We believe this, they have cut rates that are in most 
cases at least 50 percent below ours. If they are to rise above their 
cost enough, if they are hurting so bad, why can’t these rates be in¬ 
creased? They could stand a rate increase on these automobiles very 
greatly, they could stand it, and it would be good for them if they had 
a rate increase. But, like I said, wo believe that the auto manufac¬ 
turers t hemselves are the ones that are greatly profiting by this type of 
shipment and if this profit were denied them, that their desire to go 
100 percent rail on long distance would be greatly reduced. We believe 
then that we would come into being again anti the trucks would get 
their share of this traffic, too* 

Senator McGee* Let me see if I can reconstruct your answer to Mr, 
Barton’s question about what the solution would be. As I follow you, 
you believe it would be possible to take this latitude that has been 
given the railroads for rate adjustment to compete and tighten that, as 
I understand your suggestion, a bit, to whatever margin is necessary, 
so it would put the 150 multiplied by whatever the numbers are in 
similar situations in auto transport back in business so they are run¬ 
ning their rigs again. And this would still not be fatal to the rail¬ 
roads* The question would be, in drawing the line, where would it 
leave quite unaffected the railroads’ unemployment question* this is a 
question, too, where it ties into it and yet keep your chin above the 
water, 

Mr. Smith, Yes, I think that would be the solut ion. 

Senator McGee- That says what you are getting across here? 

Mr. Smith. Let the. rails keep the piggyback, let them haul the new 
cars, I mean a fair share of them, because it stands to reason our popu¬ 
lation is increasing, there are going to be more cars built all along, 
this is going to increase. If the railroads were getting their fair rate 
out of them or the rate they could be getting out of the cars, they could 
stand to lose some of this traffic and still come out with a profit on 
the whole thing and it would still support- the auto haulers in this 
country, also. Like was mentioned today before, I believe there is 
enough freight in this country of all types to keep both segments in 
business. 

Senator McGee. Particularly, you think there is enough anto 
freight to share- the market and keep both operations going? 

Mr. Smith. Very definitely* 

Senator McGee, Thank you very much. 
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(The prepared statement of Mr, Smith follows:) 

I am making this statement on behalf of myself and all otlier truckers engaged 
In tbe transportation of new automobiles, and particularly for the group of meu 
working out of the Commercial Carriers, Inc, relay terminal in Cheyenne, 

I have been in the trucking business for the past 10 years, the last £5 years 
employed by the former Western Auto Transporters, Inc-, now known as Com¬ 
mercial Carriers, Inc. My Income has been derived from tbe transiwrtation of 
new automobiles by truck from Cheyenne, Wyo, to mast of the States west I 
ana known as a leased operator, which is a company driver in every sense of the 
word, except that I furnish and drive my own power unit or truck. In leasing 
my truck to Commercial Carriers, Inc., I receive 65 percent of the gross revenue 
of all loads that I haul. Out of this I pay ail upkeep on my truck, all fuel, oil 
and tires, my driving wages, and, of course, payments on my truck as well. Out 
of the 35 percent the company keeps it furnishes the trailer, except for tires, 
insurance, all permits, fees and tolls for aU States the truck is operated la, and 
the bookkeeping that is directly related to the company. The leased operators 
In the auto transport industry are a rather large group of men who individually 
operate a small business, each of us having a substantial investment in our 
equipment. 

The Cheyenne terminal of my company normally employs from 200 to 300 
men and trucks. Since the first of this year there have been 23 men working. 
I, myself, and others with less seniority have been laid off since October of 
last year. This same situation exists In aU other ear-hauling terminals through¬ 
out the country. Since being laid off many leased operators have lost their 
equipment and their entire investment and many more face the same possibility. 

We feel that we have been greatly discriminated against by the national 
transportation policy in the Interstate Commerce Act, section ISA(3), This 
has given the railroads a monopoly in the long-distance shipment of virtually 
all new automobiles because they are allowed to offer freight rates to the auto 
manufacturers that are so low that It makes competition with trucks impossible. 
The railroads claim they are creating competition with their low rates, but on 
the contrary, we believe their present ambition is to destroy competition, name¬ 
ly, the auto transporters in the trucking industry. If they are allowed to con¬ 
tinue to use such low rates In piggyback service, then other phases of trucking 
will suffer a* have the auto carriers, which In fact they already have to some 
extent. The piggyback, bilevel and trilevel service of the railroads Is not only 
causing widespread unemployment in the trucking industry and in many other 
businesses that are dependent on trucks, but is also causing, wo believe, a great 
amount of unemployment within the railroads themselves. 

We believe the reason for this is that in their attempt to monopolize fhe 
transportation Industry they are showing no consideration to anyone, not even 
their own employees. The economy and welfare of our country does not seem 
to interest them* either. 

The railroads are trying to reduce their overall operating expenses even to 
the extent of laying off all of their employees that they possibly can so they 
can show a low operating coat to the Interstate Commerce Commission, who 
in the past 2 years or so have used this cost as the base to their rate structure 
instead of the commodity Itself, 

This is not right or fair because we believe the railroads are not giving 
their true operating costs to tbe ICC for this reason: They give their cost as 
so much per ton-mile when their true cost should be so much per carload-mile. 

For an example* say their cost of operation Is 10 cents per ton-mile (we do not 
claim that this reflects their actual cost in any way) In their shipment of many 
commodities, they load 40 or 50 tons on a car, but In the shipment of automobiles 
they cannot possibly carry more than 30 tons on any one car and the majority of 
their loads by far would average closer to 20 tons, whether they be piggyback, 
bilevel or trilevel. In using the supposed cost figure of 10 cents per ton-mile their 
carload cost per mile would be $4 to $5* except for automobiles which would only 
be S2 to £3 at the most In their cost figures to the ICO the railroads are saying 
in effect that they can ship a carload of new automobiles for approximately half 
or les* the cost thev can ship other commodities. This they cannot do and as 
proof of this* take the total amount of freight the railroads Irani* multiply it by 
the freight rates thev use for tire piggyback* bilevel and tri level shipment of 
automobiles, compare the total revenue with tbe total cost of operation over the 
period of 1 year and we feel sure the railroads would be bankrupt.. 
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There was a petition passed around by a railroad asking their employees to 
sign, it was in effect a request, supposedly by the employees, that nothing would 
be done bv any Federal body that would disrupt the railroads plans for their 
piggyback service. The employees were promised that more men would be called 
back to work if the rails cun keep this service, We maintain that the rails will 
be forced to haul men back to work whether they can keep piggyback service or 
not, so they can get their equipment and roadbeds back to first-class operating 

C °It'wem *Sat‘the railroad*, in laying oft their employees, Have.done so for a 
dual purpose. First, it cuts their operating expense so they cfinnpj to he 
ICC for lower rates that will force their competitors out of business, and second, 
so they can say they are so financially pressed and such a large amount of bual- 
nens has been taken from them by other modes of transportation that they have 
been forcHl to lay off thousands of employees By thisthe,Jiope:to£«gthj 
attitude of the public so that when they request more subsidies from ttie Federal 
Government either in the form of cash, a reduction in their State and I cderul 
taxc^ keening their piggyback service or whatever, that the likelihood of this 
K’grfnted would be Increased. In the meantime the economy.of our county 
suffers, not only from unemployment but also from a great low oftastes on b ° 4 £ 
State and Federal levels because of the railroad* piggyback service. If tl is 
were automation it would be different because that is a monster we a11 
side for It seems. But this was brought about directly by the iegisla Ion of tl e 
U B. Congress as interpreted by the ICC. If the Federal «‘>' ^nment r:s gohigto 
control interstate commerce, which It does and should, weaskt hat Itbe ( ®® 
fair and impartial manner and that freight rates be established that are fair, 
competitive, and most of all* compensatory* * 1 . . .. 

Wo also understand from new car dealers that the dealer 
amount of freight on a new car that is shipped by rail as hedid when it was 
shipped bv truck. If there Is such a savings in rail rates, then the consumer 
ffld get the advantage of It, but we are told 

are the ones that are reaping the benefit of this rail service In Hie of 

huge profits. The consuming public should not he forced to pay for something 
it does not get and Is entitled to the protection of the 

such practices by Big Business, because it has no one else to loo^ to tw OUM 
kind of protection. However, if the auto manufacturers were denied this profit 
their desire to use railroads for almost all of their long-distance ehipmento 
would be greatly reduced. After ail, the consumer Is the one that pays the 
freight on ail new autos and so the freight rate is not necessarily the doniinot¬ 
ing factor in choosing the mode of transportation Service beeves 
important, and perhaps more so, and tracks can still give better ^*^J£** 
rails even with, as they say, their new and improved method of transporting 

rtUp The'ra l Ironds claim that the trucking Industry receives large subsidies from 
the Federal Government because of use of public streets nnd highways. This 
is good for the mils when they say this because It builds up resentment against 
trucks hv the public, who start to wonder (because there Is no Information avail¬ 
able to them) why something isn't done by the Government to make these trucks 
pay for the use of the highways. We honestly believe the trucks do Igy their 
fair share. Before the start of the Federal highway program iu most States 
trucks were paying 40 percent to 50 percent of the cost of highways. For us 
who operate in the Western States we pay a minimum of 5 cents per mile for 
wheel tax nnd fuel tax alone. We also pay tax on the trucks we buy, oil we 
use. tires, parts we buy for repairs, our registration plates, a permit for every 
State we operate in. Including fuel permits. Federal use tax fee. etc. In addi¬ 
tion, we pay State and Federal income tax, not as large companies but as In¬ 
dividuals. It is estimated there are about 15,000 truckdrivers laid off because 
of piggyback operation, the majority being auto transporters, many of which 
are leased operators. It is easy to see that the Government is losing a large 
amount of tax money that will not be paid by the railrads, for this revenue 
they receive from transporting autos Is consumed within themselves because 
they have more tax loopholes than we as individuals do; then. too. we understand 
that many railroads are operating at a loss and, as far as we know, would pay 
no income tax at all. „ 

Trucks also help support many types of businesses, such as parts suppliers, 
truck garages, service stations, truck shops, cafes, motels, hotels, tire stores, 
insurance companies and the drivers- income spent in their community, * moo 
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the auto transporters have been taken off the highway, many who worked for 
these small businesses have been laid off or have had their working hours per 
week shortened. If piggyback service continues, many of these concerns will be 
forced to close. 

We sincerely believe the trucking industry is good for our Nation and our 
economy and in forcing it off the highway it is detrimental to the American 
people. In any national emergency, trucks would become most important be¬ 
cause of their mobility and individual power. 

In summing up, we are glad for this opportunity to express our views even 
though it seems we are fighting something we cannot see and most certainly do 
not fully understand, so we are relying on the understanding, wisdom, and good 
judgment of this committee. And we earnestly hope that in viewing our plight, 
we will be considered as we really are—responsible, taxpaying citizens, inter¬ 
ested solely in getting back our rightful jobs and not simply as a group of Jimmy 
Hoffa’s teamsters. 

Senator McGee. Mr. Sclnmun, I am advised that you have agreed 
to file your statement. 

Mr. Schumm. Yes, sir. 

Senator McGee. We appreciate your effort in that respect. 

Would you identify yourself for the reporter while you are riffht 
there? J & 

Mr. Schumm. L. E. Schumm. vice chairman, Order of Railway 
Conductors, Casper, Wyo. Thanks a lot. 

Senator McGee. Thank you very much. 

(Th e statement of L. E. Schurnm as filed with the subcommittee is 
as follows:) 

Statement of L. E. Schumm, Casper, Wyo. 


The purpose of my being at tills hearing is to help clarify some of the charges 
that have been made against the railroads in their latest try at a comeback, 
x amcly the piggyback transportation of merchandise and new automobiles 
I have been around and associated with railroads all my life, first with mv 
rather, who was a telegrapher for 40 some years, and now as a conductor for 

l e m BUrl njft °?- I ^ ave seen tte way trucks have eaten into the railroads* 
traffic. As a boy I have seen locals pnll into the station with 8 or 10 merchan¬ 
dise cars, today we don’t have a merchandise car in weeks. We all know where 
it went, the trucks took it by giving the shipper lower rates, and also they could 
bring It to the shippers’ door. This was competition they said. 

Back a few years I can remember when all new automobiles were shipped bv 
rail, with the passing of time and the rebuilding of our highways, and the in- 
I? 1 ? 1 ° f a “ aut0 rack for trucks, the trucks took over again, at a lower rate. 
This they said was competition. Now the time has come, thanks to the Trans¬ 
portation Act of 19o8, and the building of special flatcars that can hold 10 or 
lo cars, the railroads are making a comeback. Back a few years they wanted 
us to become competitive, now when we have finally become competitive thev 
are screaming for the Congress to stop us. 

The overall result of the regulatory policies that tied the railroads’ hands 
in competing with the newer form of transportation, together with the other 
considerations mentioned, has been a precipitous decline since 1930 in the 
portion or the Nation’s freight business handled by the railroads. In 1930 thev 
moved <4 percent of all intercity freight, calculated by ton-miles. In I960 
they transported only 45 percent of the Intercity business. 

By the early 1950’s the railroads’ financial situation which had been worsen¬ 
ing since the early 1930’s began to cause really grave concern, this prompted 
a series of studies by Congress and various Government agencies, and these 
were the forerunners of the Transportation Act of 3958. 

One of the most Important provisions of the Transportation Act of 1958 
was Its clarification of the ratemaking provisions of the existing law 
The railroads are now exercising their recently established right to compete 
as Congress clearly expected them to do, they are trying to bring about an 
orderly adjustment of the rate structure more nearly to reflect transportation 
costs rather than leave the rate structure rigidly tied to philosophies which 
have been unrealistic for many years. 
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The railroads are cooperating with shippers in developing means of providing 
more satisfactory transportation services, and means of providing reduced 
transportation costs. They are sharing the resulting savings with the shippers. 

All of this is producing more business for the railroads (business the rail¬ 
roads once had), And in no area of transportation have the results been more 
spectacular than in the explosive growth of the piggyback. 

These things are the happenings that have led to the Teamsters taking the 
warpath against the railroads and the ICC* 

Without the right to comi>ete, spelled out by Congress in the Transportation 
Act of 1658, the future of the railroad transportation in the United States 
would he bleak indeed. 

I think this dispute is more than a question of latK>r displacement, as the 
Teamsters are emphasizing. Both the trucking and the railroad industries 
have been rapidly losing employees in the past few years* Since 1651 the 
railroads have laid off 406,000 men, while the Teamsters lost 20,000 drivers In 
the past 2 years. Unemployment in the overall transportation industry will 
not be solved by a readjustment of rates* 

I feel that with the right to eomjjete securely established In the business of 
transportation as it exists in every other phase of American economy, railroad 
management and railroad workers can meet the challenge of the future with 
confidence* 

It is not pleasant to see the loss of job opportunities in any industry, be it 
truck driving, railroading, or in any other industry. 

But competition is competition and that is what made the United States the 
great country it is. 

Not so many years ago the Teamsters, because the trucking industry had 
worked out a more competitive arrangement, took a lot of jobs away from the 
railroads, I cannot recall any hearings designed to help stem the flow of jobs 
away from the railroads. The public reaction then was this: If the railroads 
want the business hack, let them get competitive. 

So I think in closing that the same thing should happen now. Let the truckers 
get competitive. 

Senator McGee. Mr. Pendley, I understand that you have agreed 
to file a statement, if you would identify yourself for the reporter, 
Mr. Pendley* William Perry Pendley, secretary of Local Union 
106, Sheet Metal Workers, International Association, 

Senator McGee. Thank you very much, 

(The statement as filed with the subcommittee by William P. Pend- 
ley is as follows:) 

I am William P* Pendley, secretary of Local Union No. 100, Sheet Metal 
Workers International Association. 

I appear before you because I t as a railroad worker, have a stake in these 
proceedings, I have two sons in school who are dependent on me for an edu¬ 
cation so as to be better equipped to tight Ufe's battles which seem to become 
greater in number and proportion with each passing day. To be able to provide 
them with such an education, I am dependent on my job as a railroad mechanic. 
Therefore, I am as concerned about my job as the next fellow is about his, 
and as you can see, I am at an age where jobs are not easily obtained, 

I have been with my present job 24 years but it was not the beginning of my 
railroad employment. I had 14 years service with another railroad in another 
State and it wasn't by choice that I came to Cheyenne, Wyo.—it was by necessity. 
I was not alone—there were many others who were forced into a like situation, 
the necessity of a job whereby we could earn our daily bread. 

Yes, we were forced into this situation largely, if not wholly, by the ever- 
increasing inroads made by the trucking industry into the transportation field 
at that time. That was a time when the railroad workers were unemployed and 
the truckers were working, the tracks were running, and the railroad equipment 
was sitting idle in the yards. 
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How could the truckers make such au inroad as this? Low-cost transporta¬ 
tion and it was legal, too, just plain old fair competition, and the railroads were 
helpless to do anything about it. They couldn't cut their prices one cent with¬ 
out the consent of the ICC, but the trucks could haul for whatever price they 
wished to charge. 

But now, after nearly 30 years, the stranglehold on the railroads has been 
removed and at last they have been given some freedom to operate on a com¬ 
petitive basis, the right to furnish the public a lower cost transportation, and 
by so doing, regain at least a portion of business that was taken from them by 
the trucks, and by the same method, lower-cost transportation. 

One argument I have heard the truckers giving is that none of the saving in 
the cost of transportation Is passed on to the purchaser, Weil, once I bought 
a new car and I asked the salesman, “How do you ship?” He said, “We ship 
some by rail and some by truck," but he didn't say here Is one shipped by truck, 
it is $50 cheaper than those shipped by rail, 

I do not wish to imply that the truckers and the trucks have no place in the 
transportation held because they most certainly do. They are here to stay, 
but they didn't get here by bolding their prices up to those of the railroads but 
by lower prices than the railroads were allowed to charge. They were permitted 
to charge as they chose and it was fair competition. 

If it was fair competition by the trucks 30 years ago, then it should be fair 
competition for the railroads today. 

Thank you. 

Sen a tor McGee. Is M r, J ohnson here ? 

STATEMENT OP L. R. JOHNSON, CHEYENNE, WYO. 

Mr. JcmxsQN, Mr. Chairman end comimt+ca members, my name is 
L, R. Johnson, local chairman of No. 106, Sheet Metal Worke rs In¬ 
ternational Association, secretary of the local federation of shop 
crafts, homeowner, and resident of Wyoming more than 31 years. 

I appear at this hearing to oppose legislative action proposed by 
the International Brotherhood of Teamsters, seeking to halt the 
movement of truck trailers and automobiles by rail on specially built 
railroad cam . 

1, The Teamsters claim to have lost several hundred jobs m Wy¬ 
oming due to the piggyback movement of merchandise. Losing jobs 
is not a new thing to the people in the railroad industry—we have 
lost several thousand due in no small part to the inroads of the truck¬ 
ing industry. However, I must say some employees in both indus¬ 
tries are victims of progress,due to automation. 

2. Teamsters claim the railroads haul piggyback cars at a rate so 
low they do not pay as they should. Gentlemen, when you have 
worked for a railroad for more than 26 years as I have, you would 
be sure that claim is just so much hot air. 

The facts are: Due to technological advancement in the railroad 
industry and the enactment of the Transportation Act of 1958, the 
railroads are finally free to compete with other types of transporta¬ 
tion. Tliis Is competition, a basic right of free enterprise, and should 
not l>c stifled. 

8, To railroad employees at Cheyenne, the Teamsters’ action sug¬ 
gests that the trucking industry cannot actively meet honest competi¬ 
tion and are. trying to legislate us out of our jobs, 

4, As a resident and taxpayer in the State of Wyoming, I feel the 
trucks are not paying their share of the construction and mainte¬ 
nance of our highway system. They not only cause faster deteriora¬ 
tion, they create hazards to residents and vacationing motorists. 
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Whereas, in national emergency, with extensive piggyback hauling, 
the highways would lie open for defense operation, as they were in¬ 
tended. Also, the special railroad cars could be utilized for various 
and unusual movements by the Government. 

I thank you for the privilege of appearing before this committee, 
and I trust you will consider trie inequities of this proposed legislation 
and act accordingly. 

Senator McGee. Thank you very much, Mr. Johnson. 

Mr. Wilson, I understand you have agreed to file a statement. 

STATEMENT OF HARRY WILSON, BROTHERHOOD OF LOCOMOTIVE 
ENGINEERS, CHEYENNE, WYO. 

Mr. Wilson. Senator McGee and gentlemen, I wonder if it would 
be adding fuel to the file, if this snow gets heavier we will probably 
have to piggyback the trucks out of Cheyenne, I don’t know. 

Senator McGee. Not only the trucks, but the subcommittee. 

Mr. Wilson. I have one paragraph here. I represent the locomo¬ 
tive engineers in Wyoming and I am employed by the Colorado & 
Southern. I have one paragraph here. 

I understand that the ICC can regulate rates for the railroads be¬ 
cause statistics are provided. I also understand the ICC cannot get 
elementary statistics from the truckers. The ICC does not even know 
how many of the trucks on the road are engaged in interstate com¬ 
merce, what they haul or how efficient they can be at it. 

Senator McGee. I am advised by counsel the reason for this, how¬ 
ever, in part, is that the trucking involves all the farm trucks as well, 
and this is a little more diflicult to control. I didn’t want this to be 
attached to the truckers we are talking about here. 

Mr. Wilson. I understand it is about a third. Another thing is, I 
wonder how the Government will explain to the people that an agency 
set up to protect the people can do them harm by driving traffic into 
uneconomical channels, depriving management of its prerogative and 
the Nation of lower freight costs, as a student of history, they have 
been able to do it in the past different times. I wonder how they will 
do it on this. 

Thank you, gentlemen. That’s all. 

Senator McGee. Thank you very much. 

(The statement as filed by Harry Wilson with the subcommittee is 
as follows:) 

I have two axes to grind, a double-bitted one. One as the RLE chairman repre¬ 
senting the engineers and iiremen in the Wyoming district and the other as a 
citizen of this country. 

The ICC was set up to protect the Nation against railroad monopoly. Now, 
where is the monopoly? Truckiines, pipelines, inland waterways, and private 
autos, all share in the transportation field. 

Piggyback is the one bright spot for the railroad that has been brought into 
being against this competition by American business initiative and labor. We are 
taking back business that we once had and that the truckers were able to get 
through unrealistic rates and unfair taxation on the railroad. 

How does this affect railroad employees? It is the Nation’s concern as well 
as the railroad brotherhood’s. More than 2 million in 1920, 1 milliou in 1940 to 
less less than 700.000 today, to working an extra yard engine in the Cheyenne 
yards. 

The effect of piggybacking on the people of Wyoming and elsewhere in the 
United States means some relief from a major headache. The growing thousands 
of huge trailer trucks and now tandem trucks crowding the roads adding to 
72199—62-14 
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traffic hazards and the already backbreaking load of taxation due to heavy 
trucks breaking down existing roads and the necessity of building superstrong 
highways, of which the trucks are not paying their share, the end result is a 
subsidy for the truckers and unfair competition for the railroads which must 
maintain their own road and still pay high tax into this community* 

What Is more, the truckers are not true common carriers as they take only the 
business they want or are equipped to handle. They compete selectively. The 
railroad offers and does take anything other carriers take and all the business, 
high or low profit 

The ICC can regulate rates for the railroads because statistics are provided* 
But the ICC cannot get elementary statistics from the truckers. The ICC does 
not even know how many of the trucks on the road are engaged in interstate 
commerce, what they haul or how efficient they can be at it* 

How can the Government explain to the people than an agency set up to protect 
the people can do them harm by driving traffic Into uneconomic channels depriv¬ 
ing management of its prerogative and the Nation of lower freight cost? 

Is railroad labor expected to lay down and lose our employment because the 
truckers want, and, yes, demand, that they have no competition? Is this the 
American way of life? 

Senator McGee, Mr. Gavin* 


STATEMENT OF W. E* GAVIN, CHEYENNE, WYO. 


Senator McGee. Would you give your name to the reporter? 

Mr. Gavin* W, K, Gavin, local chairman, B* of It. T,, Colorado & 
Southeran Railroad, here at Cheyenne* 

Senator McGee, You wanted to tile your statement ? 

Mr, Gavin* Yes. 

Senator McGee* Thank you very much* 

(The statement as filed with the subcommittee by Mr. Gavin is as 
follows:) 


I believe that turnabout is fairplay In that the railroads are trying to get 
back traffic that they, ia the first place, hist to the trucklines in the last few 
rears. 1 believe this to be fair as it can get The truckers say that they have 
lost 20,000 truekdrivers in the last 1 or 2 years; the railroads have lost, In 
comparison, 80,000 workers. 

Koail upkeep* The railroads have to maintain their own roads, this takes 
many hundreds of section men : the railroads also have to pay taxes. The trucks 
run over the taxpayers' roads. Although the truck lines do pay taxes, they do 
not pay enough taxes for the roads they tear up. if the trucklines would have 
to maintain their own roads, they could not possibly compete with the railroads. 

The truekdrivers say that it is not right for the railroads to haul piggyback, 
I believe that the more trucks that do not hog the roads, the safer it will be on 
the roads for the taxpayers that pay for the roads that the trucks tear up. 
Trucks hauling gas and explosives should 1 h* kept off the highways. These are 
things that the railroads have never brought up. I believe that If the railroads 
can get this business back by hauling piggyback, then this Is where the business 

Por'years the railroads have stood by and watched the trucklines take busi¬ 
ness from them. Due to the Government levying high taxes on the railroads in 
the past* this kept the railroad companies from giving fair rates to compete 


with the trucklines. . ^ A 

The railroads have started on a comeback due to the use of piggybacks, 'Inis 
is the railroads last chance to stay alive* We would appreciate your help in 


keeping the railroads alive. 


Senator McGee. Mr. Clopton. 


STATEMENT OF ROBERT L. CLOPTON. CHEYENNE. WYO. 

Mr. Ccofton. I sun Robert T,. Clopton. 1!)20 East Pershing Boule¬ 
vard, Chevenne, Wyo., division foreman for the Colorado & Southern 
Railroad in Cheyenne. 
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Piggybacking is certainly one of the newest steps in progress mail© 
by the railroads* In this manner they have competed with the truck' 
mg industry to regain a portion of the shipping lost to them years ago. 

In the interest of the security of the railroads and the possibility 
of more jobs being available to railroad workers, I believe they should 
have the right to continue to compete with the trucking industry for 
this modem rail service. 

Senator McGee. Thank you very much. 

Mr. Hoskins* 

STATEMENT 0E DAVID Gr, HOSKINS, CHEYENNE, WYO. 

Mr. Hoskins. Senator McGee, members of the committee, my name 
is David G. Hoskins. I reside in Cheyenne. I am an employee for 
the Colorado & Southern Railroad working in the capacity of con¬ 
ductor, and I am the local chairman for the Order of Railway Con¬ 
ductors & Rrakemen, union representation of those men, and I think 
our position has been prety well covered for the record and any legis¬ 
lation pertaining to hauling piggyback operation would be against 
our will. Thank you. 

Senator McGee. Thank you very much, Mr, Hoskins, 

STATEMENT OF EVERETT PHILABAUM, CHEYENNE, WYO. 

Mr. Philabaum. 

Mr. Philabaum. I am Everett Philabaum, secretary of Carmen's 
Union, and to avoid repetition I am filing my statement 

Senator McGee. Thank you very much. It will be carried in full. 

(The statement of Everett Philabaum as filed with the subcommit¬ 
tee is as follows:) 

My name Is Everett Philabaum. I am a carman and inspector working for 
the Union Pacific and live iu Cheyenne. I am secretary of the Cheyenne Lodge 
of Railway Carmen. 

After reading of the highway users* claims of unjust Tates on handling ship¬ 
ments of so-called piggyback loads, it appears they, the truckers, have lost sight 
of the origin of such loadings. 

For at least 30 years I have seen and worked on such load on railroad flat 
cars, such as plate steel, block base powerplants, roadbuilding machinery, 
trucks, tractors, and numerous bulky and oversize equipment loads. There 
was ao trucks attempting to handle such large heavy equipment in the early days. 

During these same years, and until the post World War II years, I have 
worked on automobile cars loaded with new autos from the time they were 
elevated with wooden braces, and later with mechanical loaders. 

Now it is open knowledge who first hauled automobiles, and so the question 
is, who was first to have favored consideration in the making of rates. When 
trucks grew in power to handle such loads and suitable trailers were built, 
the railroad industry experimented with load racks but were unable to secure 
loadings, due to the lower rates allowed trucks. 

Then, due to progress in railroad power and operation procedure the rail¬ 
roads could compete in delivery with competition, they asked and received 
hauling rates at which they could profitably handle such piggyback loads, which 
has now proven satisfactory to the shipper. 

Senator McGee. Mr. Ahem. 
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STATEMENT OF ALBEKT M. AHERN, CHEYENNE, WYO. 


Mr. Ahern. I am Albert M. Ahem of Cheyenne, Wyo., representa¬ 
tive of Boilermakers Union, Local 46. I am now employed by the 
Union Pacific Railroad and have been in their employment for 37 
years. 

I know we are running short of time, and I feel that the committee 
will go along and handle this properly for our organization. Thank 
you. 

Senator McGee. Thank you verv much. Mr. Ahern. 

(The statement of Albert M. Ahern as filed with the subcommittee 
is as follows:) 


I. Albert Ahern of Cheyenne. Wyo.. represent the International Boilermakers 
Union, Local 40. I am now employed by the Union Pacific Railroad, and have 
been in their employment for 37 years. 

The modern efficiency of the piggyback and special-purpose-built railroad cars 
will help the economy of the United States, and make the U.S. military transport 
more versatile in time of national emergency. 

Dne to the new technology and modern equipment the advance progress offered 
by the piggyback and specialised railroad cars should in a few years make most 
of the present day railroad box cars system obsolete. 

This changeover for new equipment will require millions of working man¬ 
hours on the part of American labor to build and maintain. 

This program will require millions of dollars derived from railroad earnings 
to finance the new conversion of equipment and material on part of the railroads. 

This program will also call for thousands of truck trailers to lx* built to carry 
freight to and from the railroad freight terminals, and for military transport. 

The answer to this program will he its economy in dollars saved for the 
American public, in safety for the traveling public, and from road hazards by 
putting the heavy long haul of freight on a private roadbed built to handle 
heavy freight, so the traveling public may enjoy their own superhighways. 
This program will speed the freight, saving time and money for the consuming 


public. gl 

The versatile j)erformance of this new type of railroad cars and truck trailers 
will he a big improvement for the military transport, in time of national 
emergency. 

We ask you, please, do not iuiss any legislation that will hinder this national 
transportation program so vital to the public and militnry of these United 


States. 


Senator McGee. Mr. Schoel. 


STATEMENT OF GILBERT E. SCHOEL. CHEYENNE, WYO. 

Mr. Schorl. My name is Gilbert E. Schoel, president, International 
Brotherhood of Firemen & Oilers. Tvocal 579, Cheyenne, Wyo., em¬ 
ployed by the Union Pacific, Railroad Stores Department. 

I* feel my statement has been very well covered by the rest of the 
members here today. Thank you very much for your time. 

Senator McGee. Thank you. 

(The statement of Gilbert E. Schoel as filed with the committee is 
as follows:) 

Mr. Chairman and committee, piggybacks are an advanced form of transportn- 
tion nnd are essential to the national transportation problem. 

A few years back the railroads were handling the hulk of the country’s freight, 
but through modern advancement the trucks came into the picture and began to 
siphon off a large portion of the Nation’s railroads’ freight business. 

The trucks took practically all of the new car hauling because they could give 
better service at a lower cost, which resulted in a terrific loss to the Nation’s 
railroads. The railroads, in order to save their business, were forced to make 
other arrangements to handle this freight business that the trucks had taken 
from them. 
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After much research and expense to the railroads, they provided a new type of 
service known as piggybacks, which consists of a newly built and designed flat 
car with facilities to tie down truck trailers for transporting them from one 
destination to another. 

This service is much more practical and economical to the shipper. It removes 
a large portion of the heavy-loaded trucks from tile highways, making them 
much more safe and pleasant to travel with our families. It also helps to keep 
our highways in better condition because all the heavy-loaded trucks do consid¬ 
erable damage to the highways. 

If the truckers feel that they are not receiving a fair share of this freight 
business, let them compete on a competitive basis by building their own roadway 
and maintaining same, paying taxes on all of their roadways, the same as the 
Nation’s railroads have to do. 

Piggyback sendee has been proven and should be left alone to grow with 
America, 

Senator McGee. Mr, Nielsen, 

STATEMENT OF J. L, NIELSEN, CASPER, WYO. 

Mr, Niiclsen, My name Is J, Lu Nielsen, legislative representative of 
Natrona Lodge 845, Brotherhood of Locomotive Firemen & Engine- 
men of Casper, Wyo, I am employed by the Burlington Railroad, and 
in view of the fact that what I have is mostly repetitions, I will just 
file it with you people and I thank you very much. 

Senator McGee. Thank you very much for your interest in coming 
here, Mr. Nielsen, 

(The statement of J, L. Nielsen as filed with the subcommittee is as 
follows:) 

The Honorable Senator Gale McGee: I, J, L. Nielsen, legislative representa¬ 
tive of Natrona Lodge 845, Brotherhood of Locomotive Firemen & Engtneuieu 
of Casper, Wyo., wish to present our opposition to any legislation in regard to 
placing any more restrictions on the railroads of the United States. We feel 
that there are a great many restrictions on the railroads which should be re¬ 
moved, such as excise tax on passenger fares and freight, 

James Hoffa, president of the Teamsters, has a desire to restrict the railroads 
In the movement of freight on the railroad systems of America so some 20,000 
truckdrivers cun have jobs. It is our contention that by the use of piggyback 
form of shipping various commodities the railroads are only getting back some 
Of the business that was formerly hauled on the railroads of this Nation, The 
railroads have around 400,000 employees presently laid off on account of the 
loss of business to trucking and other forms of transportation that are being 
subsidized by the National Government The Government builds tbe highways 
for the use of trucks and buses to compete with the railroads. By the same 
token the Government builds and maintains airports and landing fields so air¬ 
plane transportation companies can compete with tbe railroads, Tbe railroads 
have built their own lines, must pay taxes on their installations and maintain 
them at great expense. They have had no ‘‘handouts” from the Government, 

It is our contention that if the railroads can haul their various types of 
merchandise at a more economical and realistic price for the consumers, the 
consumers are entitled to such savings. We do not see any need to pass laws 
taking that economic privilege away from the railroads while granting It to their 
competitors. According to the U R. Labor Department the productivity of the 
railroad workers is the highest in the Nation, so it stands to reason that a five- 
member crew can haul a train of 50 to 125 cars much cheaper per car than a 
txuckdriver can drive one truck the same distance with only about one carload 
of merchandise. The railroad workers did not ask for legislation when their 
jobs were taken away by all the other forms of transportation. 

Furthermore, by using the railroads for long-haul freight and passenger busi¬ 
ness the highways can and will become safer for travel. The trucks are hard 
to pass and they take up most of the space on two-lane highways. It Is quite 
disconcerting to meet one of those monsters on the highway at night or when 
the weather is bad. 



210 


PIGGYBACK TRANSPORTATION 


Because of the Interest you have shown In the welfare of the railroad workers 
and our problems we felt we could call ui>on you once more to protect our 
Interest In pending legislation. We know you will give this your attention and 
we are most grateful to you for all you do in our behalf. 

Senator McGee, Mr. Reed* 

STATEMENT OF DONALD A. REED, CHEYENNE, WYO. 

Mr. Reed. My name is Donald A. Reed. I represent the unem¬ 
ployed railroad worker in Cheyenne, There are are approximately 
30 percent of us unemployed. 1 have broken it down and I have 
used my earnings for the past 8 years as a rule of thumb for you to 
go by and this is slightly more tnan half of what I feeling a living 
wage should be. 

I am proud to work for the railroad, I am proud of die railroad, 
and I am proud that I voted for you, Senator. 

Senator McGee. Your point is, being a man dedicated to railroads 
as far as employment is concerned, you are unemployed l 

Mr. Reed. That’s right, t . . . , 

Senator McGee. You want every consideration to be given so that 
employment can increase as far as the railroads are concerned! 

Mr. Reed. Yes, if the railroad prospers. 1 prosper. 

Senator McGee. Thank you very much. These personnel figures 
will be of interest in the record. 

Cheyenne, Wm, April 10 T 1961 . 

Honorable Senator McGee and Committee: 

The following facta are submitted for your thoughtful consideration. 

As of this date, April 10, 1901, the following conditions exist relative to train 
service working conditions in Cheyenne* 

Cheyenne is the home terminal for the fourth district Nebraska division freight 
trainmen, and home terminal for the fifth district Wyoming division trainmen. 

Fourth district has 115 men on roster; 32 men are unemployed; 13 additional 
men are on extra board; TO have regular employment. Junior trainman having 
regular employment began his employment with Union Pacific Railroad May 
0, 1943. 

Fifth district has 104 men on roster; 57 men are unemployed: 7 additional are 
on extra board; 100 men have regular employment* Junior trainman having 
regular employment began his employment with Union Pacific Railroad June 
5 1942. 

* Eleven men are junior to me in seniority on fourth district; have had less 
employment than I. , 

X am the junior conductor on the fourth district, and at present it looks like 
it will be 15 to 20 years before I am ever in charge of a train. 

The following is my personal r£sum6 for your guidance: 

I have averaged $259.39 per month gross income in the past S years as an 
employee. Itemized as follows: 

At age of 33 I secured employment as brakeman with the Union Pacific Rail¬ 
road, July 3, 1953* fourth district, Cheyenne, Wyo., to Sidney, Nebr* 
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Oroee income 
. $ 2 ,493.43 
1,142.42 


Brakeraan: 

loS-_ 2 . m »3 

19^ _ _ 3,191.98 

1957 (includes $1,052.73 gross sheet metal helper in Union Pacific 
shops)_ 

1900(includes $157.45 switchman, Cheyenne yards)- 3,330.12 

Total, 8 years, 12 months per year- 24, 800. 07 

Average gross income per year for 8 years- 3, 100 . 16 

Cross income per month- 


4, 302. 83 
3,143. 24 


Year 1900: 

Gross income includes $157.45 as switchman in Cheyenne yard— 3,336.12 
Deductions_ 6n8 - 19 

_ 2,007.93 

_ 208.88 


Total_ 

Income tax refund on 1900 earnings— 

Net Income railroad earnings- 

Net take-home pay per month. 


2, 930. 81 
244. 73 


Out of this I had to pay awny-from-home lodging and meals. 

I was furloughed and recalled in 1900 eight times as follows: 

1 . Furloughed January 4; recalled April 9. 2. Furloughed April 14; re¬ 
called May 1. 3. Furloughed May 4; recalled June 15. 4. Furloughed June 
17; worked as switchman, Cheyenne yards, June 29 to July 7; recalled July 8 . 
5. Furloughed Septeml>er 12; recalled September 21. 0. Furloughed Septem¬ 
ber 26: recalled October 1. 7. Furloughed November 2; recalled November 
3. 8 . Furloughed November 9: recalled December 17. 

So far in 1961 I have earned $42.40 gross income, less deductions of $25.99. 

One point I wish to make clear is that it is very difficult to obtain employment 
during periods of unemployment, when you tell your prospective employer the 
truth that you have seniority on the railroad because you are so inconsistent in 
your availability. , ftA . A . 

I have an honorable withdrawal card from Teamsters Local No. 204. Omaha, 
Nebr., but never have been able to secure employment through the Cheyenne 
local during periods of railroad unemployment. 

I have secured temporary employment at Fort Warren Air Base. I have tried 
to sell and have sold electric welders, battery rejuvenntor, and cemetery plots 

During the past eight seasons the only regular job my seniority has ever allowed 
me to hold Is a local switcher operating out of Sidney, Nebr., our away-from- 
home terminal, 100 miles from Cheyenne. This necessitates being away from 
home and family a week at a time and, of course, additional aw^ay-from-home 

expenses. , . 

I still own and operate my 1949 Frazer car which I owned and was free or 
debt before I secured railroad employment I have hauled home and sawed by 
hand railroad ties and scrap lumber to save on my fuel bill. 

Last year I had to cash an insurance policy and dividends to pay for much 
needed dental w’ork for myself, wife, and son. 

Onr major appliances—stove, refrigerator, sweeper, and washing machine- 
are 10 to 15 years old and should he replaced. 

Respectfully submitted. _ . __ 

Donald A. Reed. 

Senator McGee. Is Mr. Miller here ? 
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STATEMENT OF EMERY L. MILLER, LARAMIE, WYO. 

Mr. Miller, Senator McGee and the committee, I am a former field 
auditor for the Department of Revenue of the State of Wyoming. I 
presently am owner of an apartment house and filling station business 
m Laramie. I was 9 years trying to become a railroader and gave it up 
as a lost cause because of the way the trucking industry was affecting 
the railroads* I saw the handwriting on the wall, but yet I have main¬ 
tained my rights as a railroader. 1 am a brakeman of 9 years, but 
here are the facts the way I look at them. 

I hired out in 1953 and I had 5% months’ work. There were 38 
men back of me that hired out* At that time I was the 8S9d man on the 
seniority list, and today I am the 288th man on the list, a net gain of 63 
men who have either quit or died. 

During 1956 when the trucks started to haul the cars out of Kansas 
City with General Motors, I tried to purchase a Chevrolet in Laramie 
and was told that the docks were closed as far as the railroads were 
concerned and I would have to get it by truck. That same year I only 
worked 30 days. 

Piggyback started coming in on the railroads in 1958 and we were 
only down to 39 turns, but I got on about 30 days. Last year I never 
even got on and this year I doubt if I will get on. Nine years later, 
with a gain of 63 men, still can’t get work as far as the railroad goes. 
But the way I look at it, I am not so interested in whether I can work 
on the railroad or not, but I am interested as a taxpayer. I think the 
way to help the trucking industry and to help the railroad and make 
a better job for a trucker, if the tnicks were hauled in town by over 
the railroad a guy could operate his cab and take it off the railroad and 
deliver it locally, and the railroads who are suffering from lost trans¬ 
portation, if they are allowed to continue progressing with this piggy¬ 
back system, I am sum they will progress, and I am strictly against any 
legislation that is going to hinder piggyback. T can see that piggy¬ 
backing is going to help the i rucking industry; it is going to help tlie 
rai 1 road. T1 1 uCs what 1 am here to state. 

Senator McGee. Thank you. 

Mr. Lumborg* 

STATEMENT OF 0. R. LUMBORG, WASHINGTON. D.C. 

Mr, Lukborg. Senator McGee, my name is O. R. Lumborg. T am 
vice president of the Order of Railroad Conductors & Brake men. I 
am also associated with th© Railway Labor Executive Association in 
Washington, D.C*, where we maintain an office in the Railway Labor 
Building. 

The primary job that I do is legislation. I travel the country from 
coast to coast, from the Canadian border to the gulf, 

I am going to try not to be repetitious. You have heard many 
men of the railroad industry locally speaking their views in regard 
to th© piggybacking subject I might say that as I travel across 
the country and from my past experience of 40 years and the last 10 
years in urn labor movement, that the piggybacking, back in the 
twenties and the thirties, was generally carried, as sustained by the 
records, by the railroads. Along in the fifties the piggybacking be- 
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came quite popular on the highways, and I want to be sure and leave 
this impression, that railroad labor is by no stretch of the imagination 
mad at the trucking industry or the Teamsters in any way, shape, or 
form. I think that competition is extremely helpful. I think it is 
what makes this country what this country is today, and I think that 
I can say without reservation that the piggybacking industry created 
a better industry than what we had in the past years in the railroad 
movement, because today as the railroads are regaining the piggy¬ 
backing business, they are running more trains, probably shorter on 
less tonnage because it is considered some of the prime business, and 
it has very definitely shown a stimulation or an increase in our em¬ 
ployment across America, and I say without reservation that the 
Kail way Labor Executive Association in Washington, which operates 
the 22 railroad labor unions, the 743 men within this industry are 
very, very much in favor of the statements that were made by the 
railroad representatives and what has been said in behalf of the 
piggybacking here. I think that competition is good—it is whole¬ 
some to have good competition. 

I think it is only fair to leave this thought with you, that if the 
railroad could handle this tonnage for less, they should be given that 
opportunity, and I think it is like any other business, that the fellow 
who goes out there and does the job for the public and does it better 
on the basis of both rates and time should be given the opportunity 
to haul that business. 

I might say that as far as the labor unions within the railroad in¬ 
dustry are concerned, we haven’t even gone in and written agreements 
with the carriers to permit some of the passenger trains in America 
who could have been pulled off, who were running at a loss, to handle 
piggyback on their passenger trains, as part of their equipment. It 
meant that those trains were saved, they were left- on the rail for 
the good of the public. It gave the railroads enough of an income 
so they were able to maintain those trains on the rail, and the result 
of it was, it was a good, healthy thing to the industry, and I am 
bitterly opposed to anything that would destroy the competition of 
piggybacking. I think in this great country of ours there is plenty 
of room for both the trucking industry and the mil road industry. 
But in closing I want to say this. I think it should be strictly on a 
competitive basis and I think whoever can do the best job the cheapest 
and the fastest should receive that business. 

I thank you very much for appearing. 

Senator McGee. Thank you, Sir. Lumborg. If you still have mis¬ 
givings about our snowstorm outside, I just talked to Mrs. McGee in 
the intermission and it is raining cats and dogs in Washington. So 
take your choice. 

That’s the end of our list here. I want to ask if there are any 
who have not been heard whom we have overlooked or anyone who 
would like to file a statement for the record. 

Mr. Lumroro. I might say. Senator McGee, I will file an additional 
statement within the time required on behalf of our organization. 

Senator McGee. Fine. The record will be open for 2 weeks, 14 
calendar days after this hearing closes. 

I want to put in the record a letter from a member of the Wyoming 
Automobile Dealers Association in which there was some confusion 
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raised about who was making money off of whom in the rates being 
charged on piggybacking, and I think it belongs in the record so 
that the subsequent considerations that may be entertained will show’ 
that there was no suggestion in this hearing by any participant that 
the automobile dealers in Cheyenne or in Laramie or in Greybull or 
in Cody were making any money off of anybody’s piggyback. The 
only suggestion that has come up here—and it has come from two 
members testifying in behalf of the truckers and two members in 
behalf of the railroads—that they don’t know whether the automobile 
manufacturers are passing along this saving. But that’s beyond the 
scope of this particular hearing. I think the record should clear 
up this point in view of the correspondence that came from a member 
of tho Wyoming Automobile Dealers Association. 

This is Wyoming correspondence that has come into my office and 
the committee on the subject of the hearing itself, and I would ask 
that that be made a part of the record. The out-of-State correspond¬ 
ence is in the much thinner folder and that likewise will be added to 
the files. 


Wyoming Automobile Dealers Association, 

Cheyenne , Wyo., April 1 , 1961 . 

Hon. Gale W. McGee, 

V.8. Seyiator , 

Senate Office Building , Washington^ D.C . 

Dear Senator McGee: The franchised automobile dealers of Wyoming have 
rend with considerable interest the newspaper article with Washington (UPI) 
dateline under the heading “Piggyback Hearing Defended by McGee.'* 

I quote the last paragraph of the article: 

“Complaints have also been received by the committee that the automobile 
dealers who utilize the piggyback system of transport are ‘pocketing* the savings 
on freight rates and are not passing them on to the consumer,*' he said. 

It is evident that you are not in possession of the correct information in 
regards to the above quote. Automobiles are delivered to the dealers with 
freight charges prepaid by the factories with freight charges added to the 
dealers' invoices. The exact amount of such freight charges as shown on the 
dealer invoices is charged to the consumer; no more, no less. I believe that 
investigation will reveal that freight rates on automobiles today are consider¬ 
ably less than that of years past, which is possible only because of factory 
negotiations with the carriers. 

The dealers are not pocketing any savings, as you state; and we believe, in 
all fairness to the Wyoming automobile dealers, a public correction of your 
statement should be made in the press. 

We are in receipt of a letter from Larry Meredith, managing director of the 
Wyoming Trucking Association, who advises that it is your feeling that our as¬ 
sociation might have something of interest for the committee holding the hear¬ 
ings in Cheyenne on April 10. In discussing the matter with our association 
president, Mr. W. L. Riley of Sheridan, we have concluded nothing constructive 
could be offered by U 9 other than our foregoing statement in this letter. 

A reply at your earliest convenience will be appreciated. 

Respectfully yours, 

Archie W. Shafer, 
Executive Vice President. 


April 4 f 1961. 

Mr. Archie W. Shafer, 

Executive Vice President , Wyoming Automobile Dealers Association , 

Cheyenne . Wyo. 

Dear Mr. Shafer: In reply to your letter of April 1,1 should like to point out 
that the newspaper article which you mention simply contains a listing of some 
of the types of complaints which have been received by the committee. 

To ascribe the sentiments of the complainers to me or to any member of the 
subcommittee would be quite inaccurate. It is the purpose of the planned hear¬ 
ing to gather information in this complex area. We certainly accept your de- 
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olslon not to testify and assure you that tbe suggestion that you might be inter¬ 
ested In doing so was only made to offer you the opportunity in ease you felt an 
appearance would be appropriate* 

Sincerely yours. 

Gale W* McGee, U\8L Senator* 

Senator McGee. And now I would say as we reflect over these many 
words and these excellent contributions that have come from all sides 
today, that it is possible to see the interrelation of the personal dif¬ 
ficulties that really represent the kind of problem that we are con¬ 
cerned with here. 

Everybody is concerned about employment They don*t want a man 
out of a job if it can be helped* We are interested in getting enough 
business to put a man back at work if that is at all possible* But it 
has been very difficult to learn here today where, for example, the 

S iggybacking operation puts someone to work. Likewise it lias been 
ifficult to learn to what extent, it has taken people out of work, for 
the very simple reason that the downtrend in business activity has also 
bad an effect. Up until now it is impossible to obtain the figures* 
the breakdown that would show which percentage was due to the 
broader business downturn, and which was due to the question at issue 
horn. I think nonetheless the real fact of unemployment among some 
of the auto transport drivers is more readily understood as an item 
within itself. I think one of the suggestions made here was a very 
reasonable one, that there be an exploration, at least, for a reasonable 
area in which it might he possible to keep them afloat somehow and still 
keep the interests of all groups going. What it would show in terms 
of the exploration by the experts, the experts themselves will have to 


say* 

The purpose of this hearing was to make these areas of overlap¬ 
ping interests a little clearer so they can be examined by those whose 
business it is to try to keep these adjustments as fair as possible. The 
real burden, then, was not how to get the truckers off of the highways 
nor how to push the railroads back to where they used to be* The 
real issue was to try to inquire into the fairness of ratemaking op¬ 
erations in the broadest possible interest. That has been the whole 
point, the whole focus of the questioning today* It has been the ^per¬ 
tinent part of the testimony that has been supplied today because it all 
comes back to our deep concern in the Congress for a wise, a sound, 
and a far-seeing national transportation policy in which all of the 
segments of transportation media are strong and basic parts in the 
national interest 

Out. of the hearing has come a reference again and again as to the 
benefits the consumer may be deriving from the economies of piggy¬ 
back. I think I would be remiss not to mention that, although it is 
beyond the scope of this hearing by this subcommittee at this time. T 
certainly will he one to recommend that the proper individuals, whom¬ 
ever they may be, have a look at the other end of this someplace in the 
proper way to determine whether these economies are being passed 
on to the consumer* 

Again, the consumer has but one spokesman, one voice, and that in 
his servant in the Government. 

That winds up the hearing. I thank you all for your patience and 
your “sit-ability,” You have been enduring in every respect I per¬ 
sonally have had a liberal education from the testimony that you pro- 
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lessors have supplied here to a freshman student in trying to under¬ 
stand more fully and more fairly the intricacies of this transportation 
question. 

I want to thank Frank Barton, the counsel from the staff, for coming 
all the way out here from Washington, also Chuck Whittemore of my 
staff. I want to thank all who have made these facilities available. 

In particular, I want to thank Mrs. Durkee for not only rendering 
us a real service in distributing these materials but in adding to the 
beauty of the surroundings, and we thank TV station KFBC for hav¬ 
ing carried a large portion of our morning discussions to the commu¬ 
nity, both here and through an arrangement with KTWO in Casper, 
to the Casper area. 

That’s all. Thank you again, and goodby. 

(At 3:3G p.m., hearing closed,) 


Wyoming CaanirsroNDENCE Submitted to the Subcommittee 


Hod. Gale McGee, 


Evanston, Wio., March 11, 1961. 


Bear Senator : It has been brought to my attention about the Teamsters Union 
complaining about the railroad piggyback practice taking jobs from them. Have 
they stopped to think of the time when this was regular railroad business, along 
with fruit transportation and a few others, that the trucking business took with¬ 
out a blink of an eyelash. 

We sincerely hope that you will uphold the laws against monopoly and power 
trusts of business. When it comes to laws and regulations against fair competi¬ 
tion, please don’t support such laws. What difference does it make whom does 
the hiring of labor, so long as the jobs are furnished for the laborer? 

They are misrepresenting their cause by saying a crew of three men do the 
work of a great many truckers. This is not so. Bo you realize how many other 
jobs are included in keeping these trains going? Freight agents, dispatchers, 
switchmen, machinists, section crews, etc. 

Please uphold all business 1 right in this country for working in fair competition. 
Yours truly, 

Mr. and Mrs. James H. Cook, 


Hon. Gale McGee. 


Evanston, Wyo., March 11 , 1961. 


Dear Sir : It has been brought to our attention about the Teamsters Union 
complaining about the railroad piggyback practice taking jobs from them. Have 
they thought about the time when this was regular railroad business, along with 
fruit transportation, and a few others, that the trucking business took without 
a blink of an eyelash? 

We sincerely hope that you will uphold the laws against monopoly and power 
trusts of business. When it comes to laws and regulations against fair compe¬ 
tition, please don’t support such laws. What difference does it make who does 
the hiring of labor so long as the jobs are furnished for the laborers. 

They are misrepresenting their cause by saying a crew of three men do the 
work of a great many truckers. This is not so. Do you realize bow many 
other jobs are included in keeping the.se trains going?—freight agents, dis¬ 
patchers, switchmen* machinists, section crews, etc. 

Please uphold all businesses’ right in this country for working in fair 
competition. 

Yours sincerely, 


Roth R. Cook, 


Evanston, Wyo., March 11 , 1961 . 

Hon, Gale McGee. 

Dear Sir: It has been brought to our attention about the Teamsters Union 
complaining about the railroad piggyback practice taking jobs from them. Have 
they stopped to think of the time when this was regular railroad business, along 
with fruit transportation, and a few others, that the trucking business took with¬ 
out a blink of an eyelash ? 
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We sincerely hope that you will uphold the laws against monopoly anti power 
trusts of business. When It comes to laws and regulations against fair compe¬ 
tition* please don't support such laws. What difference does it make who does 
the hiring of labor so long as the jobs are furnished for the laborers. 

They are misrepresenting their cause by saying a crew of three men do the 
work of a great many truckers. This is not so. Do you realiz* now many 
other jobs are included in keeping these trains going?—freight agents, dis¬ 
patchers, switchmen, machinists, section crews, etc. 

Please uphold aU businesses' right in this country for working in fair 
competition. 

tours truly, 


Mr. and Mrs. Russell D. Cook, 


Medicine Bow, Wto., March JO, JB 6 L 

Senator Gale McGee, 

Senate 0 fftce H u it d ing, Washington, D.C\ 

Senator!. J* Hickey, 

Senate Office Building, Washington^ D*G. 

Representative William H, Ha unison, 

House of Representatives, Washington, D.C * 

Deak Bibs: I wish to go on record as being In favor of the continuance of ex¬ 
panded piggyback rail-truck service, as opposed so strong !y by the Teamsters 
Union, headed by James Hoff a. 

I work for the Union Pacific and naturally have a direct interest in this matter. 
However, I do not ask favors for the railroads, I do ask that you give every con¬ 
sideration to fair handling of the problem so that both the trucking and railroad 
Industries get a fair solution. 

Although doubtless many teamsters' jobs have been lost as a direct result of 
piggyback service, I believe many of their lost jobs are also a result of the current 
business recession* which has also cost many railroad jobs. Also, for over about 
30 years railroad jobs by the hundreds of thousands have been lost, in large part 
due to trucking inroads, part of which was Justified, part of which was due to 
the railroads not being able to compete because of outdated ICC regulations on 
them from another era, which were no doubt necessary when set up. 

It seems to me that Lf one form of transportation can handle a certain com¬ 
modity profitably at a lower rate than another, then It should be allowed to do 
so, and the public will thereby benefit by such lower rates* For instance, rail¬ 
roads have long been in an uncompetitive position and overregulated in the case 
of most agricultural commodities. Trucks have the inherent advantage of door- 
to-door service, therefore It seems to me railroads must be allowed to compete in 
the fields they can handle* to survive* Certainly all forms of transportation are 
needed and have their place. 

In this connection, it seems to me the idea of a national transportation policy 
should be given every consideration, and that it offers best hopes for n long-range 
solution to these and other problems which would be fair and equitable to all 

Mention has been made in Teamsters literature of the tremendous loss of road- 
building revenues (estimated at many billions of dollars) due to piggyback in¬ 
roads on the trucking industry. 

However, it seems to me that these roads are necessarily built heavier and more 
durable specifically to take care of hea vy trucks, which we all know do more to 
w f ear out roads than they will admit or are willing to pay for. If pSggybaeking 
causes less wear and tear on these roads, then maintenance costs will not be so 
high, and T fail to see where the public will be the loser. Less main ten a nee 
costa and lower freight rates as a result of competition certainly would equalisse 
the loss of direct roatfbu tiding revenues from the trucking companies. 

I don't believe In taxing the trucking companies more than their fair share, 
but I agree with President Kennedy's recent recommendation that they be 
taxed an amount in proportion with their use of the roads, which T am sure 
has not been done in the past. After all, the railroads must pay ail the costs 
of the maintenance of their rights-of-way, and still pay their fair share of taxes 
for support of Government activities from local to national levels. 

Yours very truly. 


L. B, Lawton. 
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State of Wyoming, 

Thirty-sixth State Legislature, 

House of Representatives, 

„ _ „ ^ Evanston, Wyo., March S, 1961 . 

Hon. Gale McGee, 

UJS. Senator , 

Washington, D.C. 

Dear Senator : Since I have returned home I have heard a lot and read about 
the Teamsters Union and the President of the Teamsters Union, James Hoflfa, 
wanting Congress to pass laws in behalf of the Teamsters against the railroads 

hauling automobiles piggyback. 

1 know you don't unuersiund all the problems that we had to go through when 
the trucks took the automobile business away from us. 

We had to accept it, and we lost men because the business went to the 
trucks, but we didn't ask Congress to pass laws agaiust the trucks but tried to 
meet the competition with something better and dually got the piggyback to use 
in transporting automobiles to the public. 

To us it's a line and fast way to serve the people of the United States as 
well as being removed from the overcrowded highways. 

We as railroaders had this business in the first place and we feel we are only 
getting back what rightfully belonged to us. 

1 have been a railroader for 37 years and through the years I have watched 
the trend of the trucks. 

In comparison, the railroads employee men and women, maintain their own 
tracks, roadbed, and equipment in every towm they operate in and out of. 

They maintain shops and have men working for them in every town they 
operate in. 

They pay taxes in every town, county, and State they run in and out of. 

In Uinta County alone they pay taxes amounting to about $300,000 a year. 

The railroad employees men here and in turn they have taxes to pay here. 

Just what does the trucks pay in comparison and how may taxt>s to pay here, 
in each town, county, and State they run through and how many men are 
employed in each town by the trucks? 

I know and have known for a good many years that we as well as the railroad 
pays taxes to help maintain the highways the trucks operate on. 

But now thanks to my President he has also told the trucks they are not pay¬ 
ing their fair share to help mnintuin the highways and he sure has proof to 
back up his statement 

I also firmly believe that the airplane and waterways along with the trucks 
should all pay their equal share in taxes the same ns we and railroads do. 

Being a chairman of my labor organization and president of Local Federation 
105, I know we will get more men hack to work if the railroads could have the 
same consideration as other facilities have 1kh?ii getting at the expense of the 
taxpayer. 

Being a junior in the legislature this year, it didn’t take me long to find out 
how* fast the trucking organization was pushing legislation through at the 
expense of everyone else. 

I also found out right quick that the trucks don't like the ton-mile tax bill 
passed in the legislature a few sessions ago. 

My only regret is I wish we could have raised it this session. 

May I ask that when you have a hearing on this legislation you will give It 
your serious consideration. 

Sincerely, 

Ted Hayes. 


Brotherhood Railway Carmen of America, 

Evanston Lodge. No. 1033. 
Evanston. Wyo., March 1\, 1961. 

Hon. Gale McGee. 

Senate Office Jluilding, Washington. D.C. 


Dear Senator: I believe that my job is jeopardized. In the last 10 years the 
railroad has laid off 50 percent of their employees and some road has more than 
50 percent, I believe the number one job to be done for transportation in our 
country today Is for Congress to pass laws so transportation can compete. Com¬ 
petition is wiiat makes good business. Any help you can give us would sure 
be appreciated. 

Yours truly, 

Verx E. Willoughby, Local Chairman . 
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Evanston Wm f March II, 1961. 

Hon. Gale McGev, 

Senator, Senate Office Building, Washington, D.C. 

Dear Senator: It was my privilege to take part in n discussion concerning 
piggyback in a discussion at a recent meeting of Machinists Local 1188 here at 
Evanston, Wyo. 

Having been employed by the Union Pacific for more than 30 years, I have 
seen many changes from time to time in the progress of railroads. 

It would seem to me that the piggyback way of transportation would be safe, 
economical, and faster. It would also mean employment for railroad men and 
others who are at this time unemployed. 

Your support in the legislation laws protecting our Interests will be greatly 
appreciated. 

Yours very truly, 

Alton D. Coles, 

Machinist, Union Pacific Railroad Co. 


International Association of Machinists Lodge No. 1188, 

March 11, 1961. 


Hon. Gale McGee. 

Senator T Senate Office Building, 

Washington, DX 7. 

Dear Senator: Reference is made to the complaints from the Teamsters Union 
in regard to the piggyback taking their jobs. Machinists Local 1188 wishes 
to bring to your attention the importance and effect the legislation will have 
upon this problem. 

As you know, the railroads at one time bad a large portion of the automobile 
transportation. By giving better and faster service, at a lower rate, we are 
wondering why the railroads shouldn’t have the business again. 

We wilt appreciate what help you can offer on law changes which would give 
the railroads an equal chance to compete with the business. This we feel would 
employ more men and would in turn relieve a portion of the unemployment 
situation which exists at this time. 

Yours very truly, 

Alton D. Coles, 

Rcoord in g Se eretarg f 
Machinists Lodge, Local 1188. 


Evanston, Wyo., March it, 1961. 


Hon. Gale McGee, 

Senate Office Building ., Washington, D.C. 

Dear Senator : As the wife of a railroad worker I am very much concerned 
with the attempts of the Teamsters Union, under the direction of Mr. James 
Hoffa, in their attempt to get Congress to do away with the piggyback hauling 


on the railroads. 

May I urge you to support the railroads in their attempts to gain an op¬ 
portunity to compete with other forms of transportation on an equal basis. 
Yours very truly, 

Mrs. L. J. Burdett. 


Evanston, Wm, March 11, 1961. 

Hon. Gale McGee, 

Senate Office Building, Washington, D.C. 

Dear Senator : You are no doubt well aware of the efforts of the Teamsters 
Union, under the direction of their president, Mr. James Hoffa, to incite the 
Members of Congress to pass legislation which would deprive and deny the 
railroads of this country the privilege of competing for the so-called piggy¬ 
back hauling of automobiles by rail. 

As a railroad worker of many years, I have been concerned with the obvious 
inability of the railroads to compete under the unfair regulations under which 
they are forced to operate and the subsequent reduction in the number of work¬ 
ers employed. 
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I would appreciate your consideration and support for legislation which would 
favor the railroads and railroad workers. 

Yours very truly, 


Mr. and Mrs. Laurance J. Burdett. 


Evanston, Wyo., March 10 , 1961. 

Hon. G. McGee, 

U.8. Senator , Washington , D.C. 


Dear Sir: I would like to take this opportunity to ask you for your support 
in defending the right of the railroads of the United States against the truckers 
In regards to the piggyback transportation of the new automobiles. 

It has just been the last few years that the truckers hauled the new autos via 
public highways and now they have the idea that it is their work even though 
the railroads can haul the autos at a savings to the public and still make a 
profit for themselves. 

Thank you for anything you can do in tills line, I remain, 

Yours very truly, 


Albert T. Jones. 


Evanston, Wyo., March 9 , 1961. 

Mr. Gale McGee, 

U.S. Senator , 

Senate Office Building , Washington, D.C. 


Dear Senator McGee : I, a railroad man, would like to voice my opinion on 
the piggyback situation as it now exists in the transportation business. 

The foundation of our democracy is the right to compete which should be 
unanimously supported by all men of all walks of life. Whether he be a railroad 
man or a teamster, or a bricklayer, or what, competition is what makes good 
business, and good business is what strengthens our economy. So to have a 
good economic standard, the right to compete should be unanimously supported. 

A teamster’s job is no more important than a railroader’s, so if the automo¬ 
bile industry is drawn to the railroads for their shipping, let it there stay. 
Without the right to compete our economy would be worthless. 

So, Senator, it is my strong desire that you support the right to compete and 
let the railroads keep the piggyback business where good competition draws it. 

Respectfully yours. 


Gerald R. Carter. 


Evanston, Wyo., March If, 1961. 

Hon. Gale McGee. 

U.S. Senator , Washington , D.C.: 

I am writing you to ask your support to defeat any opposition to the Trans¬ 
portation Act of 1958 which gives the railroads the right to make competitive 
rates on compensatory basis to the end they might recover business which was 
lost to truck lines and other common carriers. 

I especially refer to the attack being made by the Teamsters Union in refer¬ 
ence to piggyback operation, w'hich they had monopoly on until the Interstate 
Commerce Commission gave the railroads the right to make rates on this traf¬ 
fic by which it made a faster service for the shippers and at a cheaper rate 
than the trucks were charging. 

As you know, the railroads have been hard hit by competition of other com¬ 
mon carriers, when the ICC would not allow the railroads to reduce rates to 
compete with other common carriers, which with other conditions has resulted 
in loss of 750.000 employees in the past few years. 

The railroads are very large taxpayers for schools, highways, etc., while 
they have to maintain their ow*n roadbed right-of-way, and the railroads are 
badly needed in time of the Nation’s defense and the railroads should be kept 
in a healthy condition. 
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The charges and allegations being made by Mr. James Hoffa, president of the 
Teamsters Union, are distorted and untrue as verified by the facts which are 
borne out in the rates as published in tariffs on file at railroad and traffic offices. 
I humbly submit this letter for your consideration. 

Respectfully, 

Charles R. Tate, 

Foreman , Bridge & Building Department, 

Union Pacific Railroad Co, 


March 9,19CL 

lion. Gale McGee. 

Dear Senator : I have read about the Teamsters Union complaining about rail¬ 
road piggyback taking jobs. The railroad had this business before and are getting 
it back again by giving better service. If they can handle autos faster at lower 
rates, why should not the railroads have this business? At least it has kept 
many railroaders along the line in Wyoming working that might not be so 
otherwise. W T e are asking that you give all the help you can on law changes 
that will give the railroads an equal chance to get the (remainder of this letter 
not reproduced.) 


Green River, Wyo., March 9,1961 . 

Senator Gale McGee, 

Senate Office Building , 

Washington , D.C, 

Dear Sir : Due to all the protests and other ways that the trucking companies 
and Teamsters Union have taken against the railroads in their handling of 
piggyback movement of automobiles and trailer merchandise, in this world of 
free enterprise. 

I earnestly solicit your support. In favor the railroads being able to compete 
in the movement of this class of traffic, without any laws or restrictions as pro¬ 
posed by the trucking companies or Teamsters Union. 

Thanking you in advance for what you may be able to do. 

I remain respectfully yours, 

Burt Foster. 


Laramie, Wyo. 


Mr. Gale McGee, 

Senate Office Building, Washington , D.C. 

Dear Senator: I am Mr. Floyd A. Adams, and I live in Laramie. Wyo., the 
greatest town in the West. I work for the Union Pacific Railroad as a car¬ 
penter on the B. & B. bridge gang No. 1214 out of Cheyenne. Wyo. About the 
piggyback on the railroad, I think it is a safe way to move cars and trucks. 

I have been driving my car from 5,000 to 0,000 miles a year on the Wyoming 
highways, and I have seen some awful tieups due to trucks hauling cars. When 
we are driving, and have to go from one town to another we take Highway 30 
west, as we are driving west we meet up with trucks that are hauling cars, 
not Just one truck but as ninny as five or six, and they are about 20 feet apart, 
and some 10 feet apart. I have seen them try to pass one another. I myself 
don’t think it is safe to travel on the highway with them. 

So please keep the cars and trucks moving by piggyback on our railroads. 

Yours truly, 


Floyd A. Adams. 


March 7,1901. 

Hon. Gale McGee, 

Senate Office Building, Washington , D.C. 

Dear Senator : I am writing you to ask your support to defeat any opposition 
to the Transportation Act of 1958 which gave the railroads the right to make 
competitive rates on compensatory basis to the end that they might recover 
business which was lost to truck line and other public carriers. 

I especially refer to the attack being made by the Teamsters Union in refer¬ 
ence to piggyback operations. 

I have seen thousands of railroad employees whose jobs have been abolished 
In the past years because of business taken over by other carriers. We are 
merely gaining back, with the help of fair regulations, what we lost in the past 
years. 

72199—62-15 
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It seems to me that the number of trucks on our highways at the present time 
is menace enough, without giving them the free hand to place even more there. 
It is hard to shrug off the thousands of dollars it cost the taxpayers to build 
and maintain our highways and have them torn up by the many trucks that use 
them. 

If the railroads have to pay their own way and can still give the public letter 
and more economical service, why shouldn't they be allowed to compete fairly 
with the other carriers? 

Siueerely, 

M. E. Thif.sex, 

Ticket agent , Union Pacific Railroad Co. % 
_ Evanston , Wyo . 


Hon. Gai.k McGee. GRKEN R,VKB - WTo - i,arch 8 ’ mU 

Senate Office Building , Washington , D.C.: 

As a member of the Senate Committee on Interstate and Foreign Commerce, 
I would strongly urge you to give very careful consideration to any legislation 
that would place any restrictive bonds on piggybacking as seen on the railroads 
In its present form. 

_ n yo ? an( | y<J ur colleagues yield to the pressures of the Teamsters Union, the 
raUroads will lose considerable ground gained by the Transportation Act of 

My job is in jeopardy and I’m worried. 

Looking forward to your giving this matter very thorough consideration 
l am, 

Very truly yours, 

_ Edward R. Bbittenham. 

Hon. Gale McGee, Eva.n8ton. Wto., March 8,1961. 

Senate Office Building , Washington , D.C. 

1 a “ , writin K You to ask your support to defeat any opposi¬ 
tion to the Transportation Act of 1958 which gave the railroads the right to 
make competitive rates on compensatory basis to the end that they might 
recover business which was lost to trucklines and other public carriers 

I especially refer to the attack being made by the Teamsters Union in refer¬ 
ence to piggyback operation which they had a monopoly on until the Interstate 
Commerce Commission gave the railroads the right to make rates on this traffic 
by which it made a faster service for the shippers and at a cheaper rate than 
the trucks are charging. 

If the railroads have to pay their own way and still give the public better 
and more economical service, why shouldn’t they be allowed to compete fairly 
with the other carriers? 

Respectfully, 

F. D. Baker, 

Ticket Clerk, Union Pacific Railroad Co . 


Hon. Senator Gale McGee, 
Washington, D.C.: 


Horse Creek, Wto., March 8 , 1961. 


This is to advise you Teamsters President James HofTa has t>een conducting 
a very active campaign against railroads piggyback service. Figure about half 
of his statements are more or less true. 

The railroads are not asking for anything but a square deal. They are pay¬ 
ing for their own roadbed and maintain it without asking for taxpayers help 
When there is a bad blizzard they open it at their own expense. But the trucks 
just wait for the State to open the roads for them at State expense. Also if thev 
were not checked half of them would load these trucks so much overload as to 
break our roads down in no time. Also the truckers are the one to make 
profit from the new roads being built for them not the railroads which they are 
trying to ruin. 







PIGGYBACK TRANSPORTATION 


223 


They sure hate to pay their fair share of road construction but they are the 

only ones to profit from it . # JJL 

It would be much more pleasant to drive over highways if it were not for the 
trucks ou them trying to run you off the road sometimes. 

When tins comes up before Interstate Commerce Commission please see that 
the railroads get due what is coming to them. 

H. MAAESrNGH. 


Cheyenne, Wm, March 28 f 1981 * 

Dear Senator McGee: I hare just read about your meeting which you will 
hold in Cheyenne, Wyo., April 10 on the piggyback railroad operation. 

I am a professional driver. 1 have been for the last Id years, employed by the 
Kenosha Auto Transport Corp. Of Kenosha. \Yis. At the present time X am o_ 
years of age. and it seems that my days as a truckdriver are coming to a very 
drastic end ever since the ICC granted the railroads which 1 call the selective 
rate, for the benefit of the railroads only. 

if the railroad can haul a new Rambler from Kenosha, Wis., for $180 per car 
and before the truckers lost this to the piggyback we hauled a new KamMer for am 
average of $220 of which the American Motors Corp. had a saving of $40 per auto. 

Since September 1000,1 have kept a pretty close watch on the number of loads 
going to the west coast (Los Angeles and Seattle, Portland areas). 

September 1980 to March 1981, a period of 7 months. American Motors Corp. 
has shipped approximately 40 trailer loads per working day. They have saved 
from the difference in piggyback and truckers cost of transportation, the > stag- 
gertng sum of $1,344,000, which goes to American Motors Corp. and their stock¬ 
holders only, and not in any way to the general public. 

Siinimjirv of the difference of piggyback and truck away methods- 
September to March: 7 months times4 weeks equals 28 weeks; 28 weeks times 
S days loading per week equals 140 days loading: 140 days loading times 40 toads 
per day equals5.000loads: 5.000 loads times« autosper loud equals 34.600autos 
shipped: 33.600 autos shipped times $40 saved by shipping piggyback, per auto 
equals $1,344,000 saved by American Motors for the benefit of American Motors 

1 * It list 1 thi nlf * o/ where this money will not benefit the general public, only the 
American Motors Corp, and a very few stockholders. 

Now let's compare the same number of loads shipped by truck . 

Loads shipped. 5.000: average pay per load to Denver, $400. This amounts to 

th CoTof f drifve°ry from Kenosha to Dos Angeles by driver; 10 days is a round 

tr Gas and oil and truck expense per trip. $250; 10 days lodging and meals at 

* ^This'scm^what* tbeft'ru ck driver spreads across the vnrio»»S^« ’the last 7 
In just by himself (not for license permits and etc.)—5,600 loads in the la.t 

m °\« w\v her oboes' *the" pu bl hf he rrefl by 'fhes'e cnmpariso ns? Piggyback benefits 
the manuf^tnrer oLly, P trnckavvay method benefits all the general public across 

th SenatorMcGee 1 am onlv a so-called truckdriver. who Is crying because the 
railroad piggyback is cutting rates on new autos, rate cutting so low that we the 

naWfSEKS 'rate for'the benefit of the railroad piggyback method, 
let's try and getTcompetitive rate so both, the railroad and the truckers, can 

SU Ton can see for yourself that, if the cost of shipping a new auto from Kenosha 
WiL to the west coast, could be put on a more fair basis, here is what can 

'"'piggyback method. $180 per auto; truckaway method, $220 per auto; difference 

‘"^mwTingTntef^the railroad and the truckaway methods: Piggyback meth¬ 
od «<>on • truckaway method. $200. no difference in transporting. 

in closing 1 sure hope something will come of all these meetings, and 1 do also 
thank you for your time in reading these pages, 

I remain. j>. j Walsh. 
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Senator Gale McGee: I would be very happy to know if you do receive this 
letter and would very much appreciate it if yon could answer this letter. 

Thank you again, 

1 remain, 

Mr. Edward J, Walsh, Kenosha, Wi$, 


Senator Gale McGee, 

Senate Office Building, Washington^ D*C. 


Laramie, Wro., March $S f 1961* 


Dear Senator McGee: As a lifelong resident of Wyoming I wish to ask you 
ns Wyoming’s senior Senator and as a member of the Senate Committee on In* 
terstufce flEd Foreign Commerce to be in opposition to any legislation that would 
restrict the Nation's railroads In the movement of freight traffic and domestic 
commerce by so-called piggyback movement 

The Nation’s railroads surely should be allowed to compete for the Nation's 
transportation business on an equal level with other forms of transportation 
(especially truck and air which are heavily subsidized by Federal and State 
funds) without being restricted by Government legislation. 

I am sure the public is very much in favor of piggyback freight traffic and the 
savings and convenience is much to their liking. I think any Congressman who 
would allow Mr. Hoffa to impose any restriction, reprisal, fine, or threats, either 
through legislation or business or labor contracts on those shippers who use this 
service will be doing a great disservice to the people of his State and the Nation. 

Our highways will be much safer for the traveling public with some of these 
traveling boxcars moved to the railroad, and It will provide a little more Income 
for the railroads to help pay the taxes that they pay to help support our schools 
and other public institutions, 

I will appreciate your support in this matter and will be glad to learn what is 
being done in this regard. 

Sincerely yours, 


Volney E, Black, 


Evanston, Wyo. ( March 8 f 1961* 

Hon, Senator McGee: I am writing this letter to you on behalf of myself, 
my Job, and my employer which is the Union Pacific Railroad. 

Mr. James Hoffa, president of the Teamster? Union is backing a bill or Fed* 
eral legislation to stop the railroads from piggybacking. 

Now the railroads gained this business through free enterprise, and very 
stiff competition, and the right to compete for the transportation dollar. 

The truckers do not lose all of the business because they transport the cars 
in merchandise to a car pool then the railroads piggyback them to distribution 
points and then they are trucked to individual dealers. 

The truckers have already taken a lot of the rail business. I urge you to 
vote against this legislation. Keep up your good work and may God ble^s you. 
Yours truly, 


Robert Hutchinson. 


Union Pacific Railroad Co., 
Evanston, March 7,196L 

Hon. Gale McGee, 

U*8. Senator, 

Senate Office Buttdinff, Washington, D.C* 

Dear Senator: 1 have Just read a statement made by Mr. G M, Roddewig, 
president of the Association of Western RaflToads, wherein he indicates rail- 
readers' Jobs are again in Jeopardy due to the Teamsters Union action In want¬ 
ing Congress to hold back railroad piggyback service. It Is hard to understand 
how they can expect Congress to pass n law that would require railroads to 
increase their rates more than necessary and thereby cause them to again move 
over the highways, instead of by rail. Is beyond my comprehension. The rail¬ 
roads did not ask for any such stipulations when the trucks took this and other 
business from them, even though they used the highways built with taxpayers 
money, and could thereby operate cheaper and at lower rates. Therefore, am 
certain yon will not be fooled or taken in by any such propaganda as fostered 
by Mr, Hoffa and his Teamsters Union. 
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Would also appreciate very much your good and careful consideration of the 
following items that should come before Congress and give your support to any 
or all of them to help the railroads receive equal treatment. 

1. When and where tax money is appropriated and spent to build highway, 
water, and airway facilities, proper and adequate charges should be made 
against commercial interests using these public financed facilities for private 
profit by the Government. (Noted in the newspaper recently that President 
Kennedy brought this to public attention by stating that trucks have not and 
do not pay their fair share of taxes and in so stating this, am sure he has 
sufficient evidence to support that statement. Several years ago, Wyoming 
found tills out when the legislature passed a ton-mile bill to finance the high¬ 
ways. ) 

2. Lift the crushing burden of inequitable taxes from the railroads. 

3. Repeal of the excise tax on passenger fares or tickets and thereby en¬ 
courage travel by rail and curtail the continual dwindling of their services. 

4. Modify or bring up to date tax policies relative the depreciation of and 
stimulate new investment for improved railroad plant facilities. This too would 
help improve passenger services. 

5. Normalize the exemption from regulation now given trucks when handling 
agricultural commodities which exceed the direct help to farmers and ranchers 


as was originally intended. 

«. Give the railroads an equal opportunity to use the highways, water, and 
airways, which rail taxes help provide. This would give all carriers freedom 
to diversify their services. 

There is an unlimited amount of work necessary on the railroads to be done 
for improvements and repairs and if the regulations that prevent or keep them 
from free competition are corrected, it obtains they will be able to get their 
fair share of transportation business and when and if this is accomplished, 
they will be able to give better service and railroaders will get their jobs back. 

Thanking you kindly for your assistance, which I am sure all railroaders 
expect and would appreciate from you. 

Sincerely yours, 

D. A. Weisse. 


Evanston, Wyo., March 8 , 1961 . 


lion. Gale McGee, 

Senate Office Building, 

Washington, D.C. 

Dear Senator: I am writing you to ask your support to defeat any opposi¬ 
tion to the Transportation Act of 1058, which gave the railroads the right to 
make compctitives rates on compensatory basis to the end that they might 
recover business which was lost to trucklines and other public carriers. 

I especially refer to the attack being made by the Teamsters Union in refer¬ 
ence to piggyback operation which they had a monopoly on until the Interstate 
Commerce Commission gave the railroads the right to make rates on this traffic 
by which it made a faster service for the shippers and at a cheai>er rate than 
the trucks are charging. 

As vou know’ the railroads have been hard hit by competition of other common 
carriers, when the ICC would not allow the railroads to reduce rates to com¬ 
pete with other common carriers, which with other conditions has resulted in 
loss of 750,000 employees in the past few years. 

After all. the railroads are very large taxpayers and maintain their own 
right-of-way, and in time of war they are the backbone of the Nation s defense, 
but in order to do this they must be kept in a healthy financial condition, and 
the only way that can be done is to keep abreast of the times, with adequate 
revenues which can be secured through the right to change their rate to compete 
with other forms of transportation. _ . * 

The charges and allegations being made by Mr. James Hoffa, president of 
the Teamsters Union, are distorted and untrue as verified by facts which are 
borne out in the rates published in tariffs on file at railroad offices. 


I submit this letter for your consideration. 
Respectfully, 


J. C. Myer, 

Chief Clerk to Freight Agent, 

Union Pacific Railroad Co. 
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Hon. Gale McGee, 
Senate Office Building, 
Washington, DjO . 


Evanston, Wyo,, March 8, 1961. 


Dear Senator: 1 am writing you to ask your support to defeat any opposi¬ 
tion to tlio Transportation Act of 1958 which gave the railroads the'right to 
make competitive rates on compensatory basis to the end that they might re¬ 
cover business which was lost to trucklines and other public carriers. 

X especially refer to the attack being made by the Teamsters Union in ref¬ 
erence to piggyback operation which they had a monopoly on until the Inter¬ 
state Commerce Commission gave the railroads the right to make rates on this 
traffic by which it made o faster service for the shippers and at a cheaper 
rate than the trucks are charging. 

As you know, the railroads have been hard hit by competition of other common 
carriers, when the ICC would not allow the railroads to reduce rates to compete 
with other common carriers, which with other conditions has resulted In loss 
of 750,000 employees in the past few years. 

After all, the railroads are very large taxpayers and maintain their own 
right-of-way, and in time of war they are the backbone of the Nation's defense, 
but in order to do this they must he kept in a healthy financial condition, and 
the only way that can be done is to keep abreast of the times, with adequate 
revenues which eon be secured through the right to change their rates to 
compete with other forms of transportation. 

The charges and allegations being made by Mr. James lloffa, president of the 
Teamsters Union, are distorted and untrue as verified by the facts which are 
borne out In the rates os published In tariffs on file at railroad offices. 

X submit this letter for your consideration. 

Respectfully, 


D, K, Ratcliff, 

Freight Agent, Union Pacific Railroad Vo . 


lion. Gale McGee, 


Evanston, Wyo, March 9, 1961. 


Hear Senator; I believe competition in industry Is the lifeblood of industry. 
LrCt the railroads carry piggyback, if they can do it cheaper. 

Yours truly, 


Albert Taylor. 


Evanston, Wyo., March 9 , 196K 

Senator Gale McGee, 

Senate Office Building, Washington, D.C. 


Dear Sir: Please oppose any attempted legislation brought about by Team¬ 
sters Union, in connection with piggyback transportation on railroads. 

We of the railroad industry and railroad unions feel this means of trans¬ 
portation originally was handled by railroads, and we do not feel the teamsters 
have any more claim than do railroads in this type of transportation. 

Please work for railroad interest Our jobs are also in jeopardy. 

Yours truly, 


Georoe E. Litmus, 

American Railway Supervisors Association, Local No. 141. 


_ March 9, 196X. 

Hon. Senator Gale McGee, 

Senate Office Building „ Washington , D.C. 

Dear Sir; I keep reading that the Teamsters Union has declared war on the 
piggybacks. 


Piggyback is a picturesque name that Is applied to the transportation of tniek 
trailers on specially developed railroad flatcars basically transporting new trucks 
and automobiles. 

If you see a procession of truck trailers breeding across tbe country on a 
railroad train—instead of each trailer being pulled over the highway—you will 
understand why the Teamsters are so concerned. They think there should be 
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a law against it. I think the railroad should be allowed to compete for their 
fair share of this business without being subject to unfair attacks by the Team¬ 
sters and biased regulator agencies. 

If the railroad can keep the piggybacks it will keep and possibly increase the 
employment across the southern part of the State. 

Your cooiwration in the Senate to help keep competition fair will be greatly 
appreciated. 

Sincerely yours, 

John E. Harris. 

Evanston , Wyo. 


Evanston, Wyo. 

Senate Office Building, 

Washington , D.O. 

Dear Sirs. In regards to piggy backing, the No. 1 job to be done for transporta¬ 
tion is the right to compete. That is what our country has been built on. It 
drives us on to think and develop and do a better job. 

The one that can meet the challenge and provide a more satisfactory trans¬ 
portation service and low cost and savings to the public. 

The railroads must and do install and maintain their own rights-of-way, where 
highways are kept up by the taxpayers’ dollars. Let’s keep our free agency and 
keep America free. 

Sincerely yours, 

Mr. Galen IIansen. 


Evanston, Wyo., March 9 , 1961. 

Hon. Gale McGf.e, 

Senate Office Building , Washington, D.O. 

Sir: In every truck stop diner across southern Wyoming, particularly on 
Highway 80, is a huge poster put up by the Teamsters Union, stating that rail¬ 
road piggyback operations are depriving the truckers of millions of dollars a 

^ I am a member of the International Association of Machinists, Local 1188. of 
Evanston, Wyo., with 38 years’ service on the Union Pacific Railroad, with 10 
more vears to go before I reach retirement age. As I have traveled the highways 
in Wyoming, I have noticed au ever-increasing number of trucks on the highways 
and a corresponding decrease in the number of men employed on the railroad. 
However, lately, there haven’t been as many auto transports on the highway and 
this has been because the railroad is hauling the new cars piggyback. I believe 
this has been the reason for as many men being employed in the railroad service 
as there are. If it wasn’t for this “shot in the arm,” I sincerely l»elieve there 
would be considerably less people employed in the railroad industry. 

Another reason for concern, at least out here, is the number of trucks that 
will be using the highways after the new interstate highways have been com¬ 
pleted. With moderate grades and wide road, gentle curves and no towns to 
go through, the trucking industry will increase by leaps and bounds until our 
new four-lane highways will be a two-lane for passenger cars and we will he 

right back where we started. m . . . 

I sincerely hope that we in the railroad industry have your support for what¬ 
ever bills are introduced in the Senate and all w*e ask for is au even break to 
compete fairly with the trucking industry. 

Sincerely ’ Fr-ovD Brows. 


Evanston, Wyo., March 9 t 1961. 

Hon. Gale McGee. 

Dear Senator : I have read many articles in regard to transportation and I feel 
that the railroads should lie given an equal chance to compete with other forms 
of transportation. If changes in the law would help this situation, as a rail¬ 
roadman I am hoping you will give your sup|K>rt to this idea. 

Yours res|*ectfully. A A BeN80S . 
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Evanston, Wyo., March 10, 1961. 

Hon, CJAtE McGee, 

Dear Senator: I urn a railroad worker, have worked for the railroad for 20 
years* blit the future looks very dim for a lot of us unless something Is clone 
for the railroad to help them get hack on their feet I think that you can help 
them very much on the bills that are coming up in the future such as the piggy* 
back deal* 1 think the railroad is entitled to them as well as anyone else If 
they can get them* The whole country needs the railroads, so I hope you will 
do everything you can for them and us* Thank you very much* 

Tours truly, 

Russell Harvey. 


Hon. Gale McGee* 


Evanston, Wto. ( March 10, 1901. 


Dear Senator: I am asking you to give all the help you can on law changes 
that will help the railroads and give them equal chance for business to be 
hauled over the railroads* 

I understand that they are going to try to do away with what they call piggy¬ 
back ears. 

The railroads pay most of the tarns that the trucking business is done on. 

It will mean a great loss to the railroad employee if we lose this with other 
work that we have lost by motivation, this will cause more unemployment. 

Yours respectfully. 


Lorenzo A* Smith, 

Vice Chairman of Local 1188, 

Afftfociatfon of Machinists 


Evanston, Wyo., March 10, IDOL 

Hon. Gale McGee* 

Senate Ojjflce Building, Washington, B.C * 

Hear Senator McGee: There Is much discussion at this time regarding Team¬ 
sters Union asking for hearings and/or legislation from Congress regarding 
piggyback transportation of automobiles on railroads* 

Being a railroad worker, I am very much concerned over Mr, HofTn’s obvious 
intentions to attempt to do away with this form of transportation and his 
demands of $i>per-traiter fee. 

I should like to urge you to support the railroads In any hearings or legisla¬ 
tion that has now or will be brought before Congress. 

Sincerely yours. 


Mrs, Ruth C* O'Hara. 


Evanston, Wyo., March 18, lD6l r 

Hon* Gale McGee, 

Dear Senator: I am employed as a machinist for the Union Pacific Railroad, 
so am most Interested in the efforts of the Teamsters Union to take the piggy¬ 
back transportation of new automobiles away from the railroads* 

It seems to us In the railroad business that the railroads should be entitled to 
a fair share of all transportation, and hope you do what you possibly can to 
attain this goal* 

Many railroad workers are unemployed In Wyoming, mostly due to loss of 
traffic to the tracks* We think the railroads can haul as cheaply and efficiently 
as the trucks. If they have the chance. 

Thank you, 

Walter M. Scherer, 


Hon. Gale McGee. 


March 11, 1901. 


Dear Senator : I am a railway worker and would like to continue to be. But 
if any legislation is passed that would keep the railroad from fair competition 
with truckers, etc,, I would not last very long on my present job, which I've held 
for 20 years. 

We here at Evanston will thank you for anything you can do tn our behalf. 
Sincerely yours. 


Ralph R. Harvey, Jr* 
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Evanston, Wyo., March 10, 1961. 


Hon. G. McGee. 

U.S. Senator, Washington, D.C. 

Dear Senator : I am writing yon regarding legislation that I understand is 
coming up to restrict railroads from comi>etiug in the transportation of auto¬ 
mobiles by so-called piggyback method. 

I can remember when the railroads moved all the autos from the manufacturer 
to the consumer. Then the trucks stepped in and did all the transportation. 
Now the railroads, since the 1958 Transportation Act; are in a position to com- 
pete for this work and from a standpoint of the men employed the railroads have 
takeu a great lo»ss. Now that they are in a jKxsition to compete with the truckers, 
I wish you would give the railroads your support in this well-deserving legis¬ 
lation. 


Yours truly, 


John F. Diston. 


Rawlins, Wyo., March 9, 1961. 


Hon. Gale W. McGee, 

Senate Office Building, 

Washington, D.C. 

Dear Sir: I am a railroad employee, and as such, am very much concerned 
with the current campaign being conducted against railroad piggyback service. 

The future of the railroads is at stake. Railroads should be freed of dis¬ 
criminatory ICC rates, and must be free to compete for their share of the 
transportation business without discriminating laws. If railroads can move 
automobiles and other commodities more economically and efficiently than trucks, 


they should be given every opportunity to do so. 

Your support in defense of railroad piggyback service will be appreciated. 

Very truly yours, ^ w . 

B. M. Anderson. 


Evanston, Wyo., March 10, 1961. 

Hon. Gale McGee, 

XJ. S. Senator, 

Senate Office Building, Washington, D.C. 

Dear Senator McGee: I have just read an article which states that Mr. 
James HofTa and his Teamsters Union has declared war on all piggyback trans¬ 
portation by the American railroads. ^ . ... 

This article states that unless action is taken by the U.S. Congress to curtail 
piggyback transportation by rail, that 15.000 teamsters jobs are in jeopardy. 

I am sure that you are aware that since the advent of truck transportation 
that we railroad employees have suffered the lass of over 4<K),000 jobs on the 
American railroads. „ . . „ , 

I am sure the railroads are asking no more than a fair chance to sell their 
ware, which is transportation. Therefore, I would respectively ask that you 
give serious consideration to any legislation that might come before yon ask¬ 
ing curtailment of piggyback transportation by railroads and that you vote 
favor of the railroads, thereby doing justice to our American railroads and 
helping to put some of those 400,000 unemployed railroad workers back on the 
job. 

Respectfully, _ ^ ^ 

T P TlTftMPRftN. 


Evanston, Wyo., March 10, 1961. 

Hon. Gate McGee, 

U.S. Senator, 

Senate Office Building, Washington. D.C. 

Dear Senator McGee: I have just read an article which states that Mr. 
James Ilofta and his Teamsters Union has declared war on all piggyback trans¬ 
portation by the American railroads. 

This article states that unless action is taken by the U.S. Congress to curtail 
piggyback transportation by rail, that 15,000 teamsters jobs are in jeopardy. 

I am sure that yon are aware that since the advent of truck transportation 
that we railroad employees have suffered the loss of over 400,000 jobs on the 
American railroads. 
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I am sure the railroads are asking no more than a fair chauee to sell their 
ware, which is transportation. Therefore, I would respectively ask that you 
give serious consideration to any legislation that might come before yon asking 
curtailment of piggyback transportation by railroads and that you vote in 
favor of the railroads, thereby doing justice to our American railroads and help¬ 
ing to put some of those 400,000 unemployed railroad workers back on the job. 

Respectfully* 

John w. Ftsem 


Mr. Gale McGee. 


Shobhoni, Wyo.» March 18, 198L 


Dear Sra: In order to introduce myself. I have lived in Wyoming since 1924 
and have been working for the Chicago, Burlington & Quincy Railroad since 
1937, in the track department Not only for myself, but for the laborers who 
work under me, I ask for a fair deal, m for the Teamsters and the piggyback 
situation on the railroad. I don’t see why every bit of help should go for the 
cross-country truckers. That is just like casting an elder laborer for a younger 
one. The railroads were doing their share before there were trucks. There is 
actually no comparison in the amount of taxes that the railroads pay over what 
the trucks pay in support of education, protection of the law-enforcement officers, 
and other things that railroad taxes may be used for. 

Sir, I do feel that the larger trucks on our highways have clone far more 
damage to the roads (highways) than what they are paying in taxes. There 
should also he some consideration of the safety part of people driving on the 
highway. The truckers should at least i>ay their fair share of taxes, until the 
hi diways arc repaired and built safely enough, for passenger car travel, along 
with truck travel. Don't you feel that there is quite a difference in the amount 
of fuel taxes, paid by the carmvner and truck companies, considering the dam¬ 
age and safety standpoint? 

I am a solid backer of yours, and do hope you have consideration for us many 
railroaders in Wyoming and other States. I will close for now, and thanking 
you for doing your very best. 

Tours truly, 


Clarence U. Moore. 


Union Paciftc Railroad. 

Cheyenne, Wyo., March 1 7, 196L 

Hon. Senator Gale McGee, 

£7,S. Senate Building, Washington, D.C , 

Dear Senator McGee : I have followed with a great deal of interest the present 
controversy concerning the railroads' right to engage in piggyback service and 
which has been so openly opposed by James Hoff a, president of the Teamsters 
Union. 

I am sure you have received letters, In fact, probably several hundred, concern- 
Ing this Important question. However, I think one very simple fact, and which 
I hope you and your associates do not overlook, is the lower cost to consumers 
which this modern method of transportation affords. Certainly, with the high 
cost of living today, any reduction, I am sure, is welcomed by all of us. 

As n sales representative for the Union Pacific Railroad here In Wyoming 
for the past several years, It’s a real pleasure to be able to go out and offer 
the shipping public services which heretofore have been restricted, because of 
outmoded regulations against the railroads. There is no question, this piggy¬ 
backing has had a great deal of bearing in keeping additional railroad em* 
ployees working here In Wyoming. 

I can assure you. Senator, the railroads are not asking for any favors, but 
merely a chance to compete with other forms of transportation, and which this 
piggybacking is very justifiably doing. 

Consequently, anything to hamstring the railroads’ right to compete, through 
legislation or exaggerated facts and pressure brought by Mr, Hoff a, should he 
vigorously opposed, and I am confident you and other members of the Senate 
Interstate Commerce Committee, after obtaining the proper information, will 
direct your efforts toward this end. 

Sincerely, 

C, E. Stone, Traffic Agent* 
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Evanston, Wyo„ March !B, !961. 

Senator Gale McGee, 

Senate Office Building, Washington, M, 

Dear Sis : We as representatives of railroad labor are very much Interested 
in the piggyback situation as it is being put to the public by the lea tasters. 
The Teamsters, claiming to have lost 15,000 truckers due to piggyback opera¬ 
tions, seems to be a weak argument when compared to 450,000 railroaders having 
been furloughed clue to automation and trucking, .. 

Inasmuch as most of the trucking business originally belonged to the rail¬ 
roads, we feel that any legislation hindering railroads from fair competition 

would be very unjust , , , , , ,, ^ 

Therefore, we ask that if and when any such legislation should come before 
you, that you will give it your most able consideration- 

Yours truly, „ 

Local Federated Shop Grafts No- IOo- 

Te» Hayes, President . 

Weldon G- Roberts, Secretary . 


Wyoming State Legislative Board, 
Brotherhood of Railroad Trainmen, 

Cheyenne, Wyo., March 4 196!, 

In re Cheyenne truck hearing, April 8. 

Hon. Gale W. McGee, 

Senate Office Burning , Washington, H-C- 

Dear Senator: In view of the legislative activity being engaged in by the 
trucking industry, it is pertinent that some of their charges against the railroad 

industry be answered. J ., ._,_, . 

The Brotherhood of Railroad Trainmen have never opposed highway legisla¬ 
tion- or the use of highways by trucks, even while the rate structure allowed 
trucks to drain away large amounts of rail business; if such legislation prc> 
Tided controls which levied user charges proportionate to highway cost and 
maintenance and. second, would prevent present and future use of highways 
bv vehicles in excess of highway capacity. 

However, since present rates allow truck trailers to he hauled more economi¬ 
cally by rail, in some cases, w T e have heard many expressions of satisfaction 
from motorists who were becoming alarmed at the risks of the road, due to in 
part to heavy freight traffic. The problem is becoming so serious that considera¬ 
tion must be given to the question of eliminating unnecessary freight traffic from 
multiple use highways, or construction of freight highways. 

I cvill vonr attention to some of the recent tragic train collisions with tank 
trucks at railroad crossings. Last spring the San Francisco ( luet collided with 
a tank truck carrying some 7.000 gallons of crude oil- The engineer nnd fireman, 
the truckdriver and 11 passengers were cremated alive and 100 other passengers 
were injured, some permanently. Property damage and liability was esti¬ 
mated at $3 million. For the third time, the Railroad Brotherhoods asked the 
ICC to investigate this and similar accidents, and were again refused, although 
Congress has assigned the ICC with primary responsibility for the safety of both 
trains and trucks. Would It not be in the public interest that dangerous loads 
be kept off the highways when other means of transport are available? 

The rate dispute appears to be more than a question of labor displacement as 
Mr, 11 off a seems to be emphasizing. Both the trucking and railroad industry 
have been rapid!v losing employees in past years. Railroads furloughed 35,000 
employees in lfidO. while Hoff a says he lost 20,000 drivers in the last 2 years* 
Since 1051 railroads have laid off 400,000 men or one-third of their work force. 
Unemployment In the overall transportation industry will not be solved by a read¬ 
justment'of rates, where technological advances and improvements are being in¬ 
troduced every month in both industries, and the productivity of employees have 
been rising faster than wages. Unemployment, therefore, plays a large part 

1U It would appear that it is neither necessary nor desirable that the rate struc¬ 
ture be regulated so that trucks would compete successfully with the lower cost 
railroad transportation on the long haul, and then to subsidize the railroads. 
This would amount to the subsidization of both industries, which might be justi¬ 
fied in some areas by Ihe needs of national defense or better service* There is 
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a large and legitimate area not serviced by railroads and the shorter hauls can 
be more economically made by trucks. The rate structure should be such that 
the two industries would complement each other, rather than to compete for 
the long haul 

With warm personal regards. 

Sincerely yours, 

Louis Lochtweis, Cftairmua. 


Gao: McGee, 


Evanston, Wyo„ March 15, 1961 . 


Dear Sir : I am writing to you in regard to the railroad piggyback situation 
in which the truckers union wants to charge railroads for every truck that is 
hauled piggyback. Now I do not think this is fair competition to charge railroads 
for truckers union’s welfare as the railroads have a lot of men out of work too. 

The railroads do not ask the truckers to contribute to their men’s welfare. 
All we want is a fair chance to compete for business on a fair basis. 

I think it would be more fair if they contributed more to highway upkeep. 

Respectfully* 


Milton Burton. 


Wyoming Automobile Dealers Association, 

Cheyenne, VTpo., April l f 1961* 

Hon. Gale W. McGee, 

TJ.B. Senator, Senate Office Building, 

Washington* DA7* 


Dear Senator McGee: The franchised automobile dealers of Wyoming have 
read with considerable interest the newspaper article with Washington (UPI) 
dateline under the heading “Piggyback Hearing Defended by McGee.” 

I quote the last paragraph of the article: 

“Complaints have also been received by the committee that the automobile 
dealers who utilise the piggyback system of transport ore 'pocketing* the savings 
on freight rates and are not passing them on to the consumer, he said.” 

It is evident that you are not in xpossession of the correct information in regard 
to the above quote. Automobiles are delivered to the dealers with freight charges 
prepaid by the factories with freight charges added to the dealers* Invoices, 
The exact amount of such freight charges as shown on the dealer invoices is 
charged to the consumer, no more, no less. I believe that Investigation will reveal 
that freight rates on automobiles today are considerably less than that of years 
past which Is possible only because of factory negotiations with the carriers, 

The dealers are not pocketing any savings as you state and we believe In all 
fairness to the Wyoming automobile dealers a public correction of yonr state¬ 
ment should be made in the press. 

We are In receipt of a letter from Larry Meredith, managing director of the 
Wyoming Trucking Association, who advises that it Is your feeling that our 
association might have something of interest for the committee holding the 
hearings in Cheyenne on April 10. In discussing the matter with our associa¬ 
tion president, Mr, W. L. Riley, of Sheridan, we have concluded nothing con¬ 
structive could be offered by us other than our foregoing statement In this letter, 

A reply at your earliest convenience will he appreciated. 

Respectfully yours, 


Archie W. Skater. 
AJtfccwfrue Vice President , 


April 4, 1001. 

Mr, Archie W. Shafer, 

Executive Vice President , 

Wyoming Automobile Dealers Association, 

Cheyenne, Wgo, 

Dear Mr, Shafer : In reply to your letter of April 1,1 should like to point out 
that the newspaper article which you mention simply contains a listing of some 
of the types of complaints which have been received by the committee. 

To ascribe the sentiments of the complainers to me or to any member of the 
subcommittee would be quite inaccurate. It is tbe purpose of the planned 
hearing to gather information in this complex area. We certainly accept your 
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decision not to testify and assure you that the suggestion that you might he 
interested in doing so was only made to offer you the opportunity in case you 


felt an uppearanee would be appropriate. 
Sincerely yours. 


Gale F. McGee, U.8. Senator. 


Town of Evanston, 
Evanston, Wyo., April 8 f 196 L 


Hon. Senator Gale McGee, 

Cheyenne, Wyo. 

Dear Senator: If it Is at all possible I would request you to make this tetter 
a part of your bearing today on the transportation problem commonly referred 
to rr piggyback operation* 

I feet sure that today I represent the major part of the 4*800 citizens of 
Evanston, Wyo. in what I have to say. 

We here in Evanston feel the pinch of this recession of the past few years. 
Our railroad employment in the local shops, also In the transportation dejwirt- 
ment, and in the various other services have steadily declined, we have more 
men laid off and for a longer length of time lately than ever before* Our 
freight and passenger service has declined to a very low level, and as a result 
the economy of our community has declined with iL 

With this new operation of piggybacking various commodities it would he 
the shot in the arm that railroads needed to fairly compete with other modes 
of transportation. We feel that if the railroads can keep in the competitive 
field of transportation then they can get back on their feet and we people In 
the cities and towns along the railroad right-of-way vviO feel the economic boom 
along with the railroads. , ^ 

I think, in fact I know the railroads are not asking, nor do they expect to 
have any special favors given to them nor any extra legislation passed for 
their special benefits, all they ask and hope for is fair equal legislation for all 
modes of transportation, they want to be put on on equal basis with all other 
transportation. America is made up of free enterprises* Defs keep it that way, 

I could take up a lot of your time and tell you how many railroad employees 
that have been put out of service by the trucking Industry, but I ain sure yon 
are aware of all those figures. 

I could also take up your time and tell you all the untruths and fallacies 
being circulated against the railroads and the ICC but again I am sure you 
have been given the true facts of this case and will take them all Into con¬ 


sideration. 

I know that you realize that it la due to the spectacular development and 
technological breakthroughs in particular problem areas that has brought about 
new equipment and methods of railroading that has brought the railroads back 
into the competitive field anti I am sure you realize that it Is we the consumers 
that will benefit from this overall better and cheaper form of transportation* 

In conclusion I would like to state the position and feeling of myself and of 
the people of Evanston, Wyo., we hope you and Congress can make even a 
wider freedom In the field of competitive ratemaking, also keep all of our 
enterprises in America free* If this is done I know America will remain great 
Thanking you for your time and consideration, I am. 

Very truly yours, 

Harolo F. Rayhottrn* 

Mayor , Tmcn of Evanston, Wpo. 


Casper, Wto„ April 8 , 1961. 

Dear Senator McGee: I fail to see why the railroads must be penalized for 
doing a hauling job so efficiently that they can underbid the tracks for the 
business. 

It has been my impression that competition in the marketplace set the price, 
not Jimmy Hoffa and the trucking industry. 

Why must the automobile purchaser be penalized In rising freight rates? If the 
governmental regulatory bodies increase the cost of shipping a car, the increase 
will he paid by the purchaser. 
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And why is Government meddling In the business operations of private com¬ 
panies? 

If tlie railroads can haul cheaper than the trucks, I say let them. We don’t 
build highways for railroads. 

Sincerely yours. 


Dan J. Santo. 


Lincoln County 
Wool Growers Association, 
Cokeville , Wyo., March 81, 1961. 

Surface Subcommittee, Senate Interstate and Foreign Commerce Committee, 
Senate Office Building, Washington, D.C. 

Dear Sirs : In following instructions given by members of my organization I 
am sending a copy of Resolution No. 1G adopted by the Lincoln County Wool 
Growers Association at its 5T>th annual convention in Cokeville, Wyo., March 
31, lt)01. The resolution is as follows: 

The economy of Wyoming is affected by the prosperity of the Union Pacific 
Railroad Co. The technical development of piggyback transportation increases 
its prosperity and will undoubtedly be extended to the transportation of livestock- 
Therefore, we urged the continuation of piggyback transportation and instruct the 
secretary to send a copy of this resolution to Senator Gale W. McGee’s committee 
as evidence of favor thereof. 

Thank you for your consideration. 

Paul W. IIutciiinson, 
Secretary , Lincoln County Wool Orotcers . 


Evanston, Wyo., March 9, 1961. 

Hon. Galf. McGee. 

Dear Senator: I have been reading about the Teamsters Union complaining 
about the railroads’ piggyback. The railroads had this business before and are 
getting it back because of better service. I think the railroads should be able to 
compete with comi>etition. They have a lot of men laid off and I think this 
would help bring them back to work. I hope you will please give the same 
consideration. 

Respectively yours, 

Ray N. Whiting, 

Union Pacific Railroad Shop Employee. 


Cheyenne, Wyo., March 21,1961 . 

Hon. Galf. McGee, 

U.S. Senate, 

Senate Office Building, Washington, D.C. 

Sir: The railroad dispatchers in the Cheyenne office are very much interested 
and have been watching the publicity in connection with the piggyback hearings 
to lie held here April 10. 

We see the trains go through Cheyenne every day with piggyback business. 
We know that we have many extra trains through southern Wyoming because 
of this, and that it is keeping a lot of railroad men working, as well as furnish¬ 
ing much needed revenue to the company. We also know that, in years past, the 
railroads had this automobile business in boxcars, and there was no great con¬ 
cern in Washington when the truckers were able to take the business from the 
railroads. Now that the railroads, through improved cars, improved service, 
and lower costs, are able to handle this traffic, it is surely in the public interest 
and there is absolutely no reason for laws being passed that would restrict 
the service. 

The fact is the highway carriers have had the benefit of a subsidy for years 
to build their industry, their roadway being provided with tax money, and now 
that President Kennedy has confirmed this and studies prove they are not 
paying their fair share, they seem to expect further protection or advantage 
so they can handle the automobile business, the public to pay the bill by way 
of Increased freight charges. 

We have seen the railroads when business was good and the money available- 
put in such improvements as the line change, west from Cheyenne, the centralized 






PIGGYBACK TRANSPORTATION 235 


traffic control that we use every day in dispatching trains, and we know that 
when the railroads have the money, they spend a good share of it for improved 
facilities to improve the service to their customers, all of which puts men to 
work. We hope it will be your aim to take off some of the old regulations, such 
as the eastbouud fruit und vegetable business through Wyoming. The railroads, 
because of their regulations, cannot compete with the trucks on an equal basis. 
In other words, we think Congress should be trying to equalize the competition 
instead of adding more burdensome regulations only because the Teamsters 
Union and the truckers want them. 

The undersigned, and we are sure the other railroad people in Wyoming, will 
appreciate your support to help the industry so, at least, no more burdens are 
added to their efforts to remain competitive. 

Yours very truly, 

The Train Dispatchers, Union Pacific Raiuioad. 


Yoder, Wyo., March 25 , 1961. 


Hon. Gale McGee : 

As Teamsters Union President lloffa has been conducting a vigorous cam¬ 


paign which would eliminate the railroad piggyback service, we are deeply con¬ 
cerned. If the piggyback service helps us keep our jobs, it is also helping an 
industry to survive. 

We hope you will endeavor in your committee to make regulations that will 
be equal to both the railroads and trucks alike. We do not want more for the 
railroads than for the trucks, and we regret that the trucking industry has appar¬ 
ently suffered; however, we railroaders have also found our ranks cut. I am 
employed again but half of the employees in our division of maintenance of 
way are still out of a job. 

Respectfully yours, 

Henry W. Ackley. 


Green River, Wyo., March 24,1961. 


Senator McGee, 

Washington, D.C. 

Sir: In regard to piggybacking on railroads, I can’t understand why the 
Teamsters Union is placing this matter in the hands of our Government but since 
they are I would like to say I remember a couple years back when two gentlemen 
came in our office and ask for a favor, results show they received it and now we 
are asking you to return that favor or at least do your duty and give us a fair 
break in this matter. 

Unless the railroads are permitted to at least share in this business then there 
is do more liberty and justice for all. 

1 think we should try keeping these trucks off the highways ns much as pos¬ 
sible anyway since they not only do great damage to our roads, drive as though 
the whole thing belongs to them and force the people in smaller vehicles (who 
pay for building mos, of the roads) off the highway and into the ditch, they 
evidently don’t believe in justice or they wouldn’t say to our Government, give 


it all to us. 

Here’s hoping for justice for all. 

With best wishes for your success in the future. 

Respectfully, _ __ _ 

G. N. Bull, 

Train Dispatcher. Union Pacific Railroad. 


Uinta County, Wyo.. Board ok County Commissioners. 

Evanston , Wyo., March It, 1961. 

Hon. Gale McGee, 
t'.S. Senator, 

Senate Office liuilding, Washington, D.C. 

Df.\r Senator McGee: We, the undersigned County Commission of Uinta 
County State of Wyoming, do hereby earnestly request your participation in 
combating legislation detrimental to or against the removal or curtailment of 
piggyback transp.rtation service on the railroads in the United States. 
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The Union Pacific Railroad having been a prime factor In the development of 
the State of Wyoming and Uinta County, also being a large contributor to the 
economy of our county In the annual payment of $292,644.20 In taxes, ibis being 
46,35 percent of the total county tax, we feel that any curtailment in the 
revenues of the Union Pacific Railroad will ultimately be felt In our county. 

We therefore again request your indulgence and help in restraining the con¬ 
certed move by James Iloffa and the Teamsters Union against the railroads. 

Respectfully yours. 

Board of County Commissioners, 
Higbt M. Proffit, Chairman. 

Oscab M, Dahlquist, Member * 
Verne A, Taylor, Member, 


We firmly believe in fair competition in transportation and have full confi¬ 
dence in your actions. 


Hight* 


Cheyenne, Wro,, March &0, 1961, 

Senator Gale McGee. 

Senate Office Building, IVoa/Wapfort, D.C. 

Dear Senator: We, the undersigned members of the American Railway 
Supervisors Association, employed by the Union Pacific, Railroad, respectfully 
request your aid in defeating any bills proposed before the National Congress 
to curtail the so-called piggyback service now being offered by the railroads of 
the Nation, 

We respectfully call your attention to the enclosed booklet prepared by the 
Association of Western Railways, which discusses this problem from the stand¬ 
point of the railroads. We think you will find this booklet interesting and con¬ 
taining some convincing arguments regarding the traffic needs of the Nation's 
railroads. 

The piggyback service has proven very satisfactory to the shippers and has 
restored considerable tonnage of automobile traffic to the railroads. Any cur¬ 
tailment of this traffic by punitive legislation would prove detrimental to the 
employment status of many railroad employees in your State and add to the un¬ 
employment burden now facing our country. 

We, therefore, respectfully petition your assistance against any and all legis¬ 
lation of this type. 

Respectfully! 

P. A. Sehoeneberg, District Chairman. ARSA : Ralph Givers, J. 0- 
Rroussgard, Kenneth Griffith, L. M, Keating, G, HofTerbe, Dave 
Stallings, Perry L. Grundcn, Phillip M, Mercado, H. J. Jones, 
Ed A. Kahleen. Wm, G, Shaw, W. James Fasen, Manuel R. 
Varela, Henry Weicheem, John E, Hewitt, Orville L. I*em aster, 
Joseph R. Marquard, Jr.. Henry V. Rice, McKenzie Berkley, John 
A. Bogensberger, Bruce Hopkins, Louis A, Wendzel, John H. Cole, 
Leo P. Grant, Jr. 


Evanston, Wyo., March 7, 196 L 

Mr. Gale McGee, 

U.8, Senator, 

Senate Office Building, Washinptaru J},€. 

Mr. McGee: What is all this hub-bub about the Nation’s railroads stealing 
piggyback auto transport business from the highways? Let us look back and 
see who stole what from who. 

Long before there was ever a truck built that was big enough or strong enough 
to haul even one automobile* the railroads had been transporting thousands 
of carloads of autos clear across the Nation very safely and very satisfactorily. 
It was then the first steal took place, when the highways blossomed with the 
piggyback auto transport, (All that has happened is, we are getting back 
some of our original business,) 

Not only that, but the Union Pacific Railroad has educated every student 
that has gone to school In my State since the first train chugged across* What 
a paltry pittance the truck companies pay in comparison to the gigantic tax the 
railroad pays my State every year. 
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Because of the green pastures the railroad has put my State in, not one of 
the citizens have ever had to pay I cent for State Income tax. A great majority 
of the States are not blessed with this added Income, and have to pay the bill 


themselves. 

In conclusion: Who builds and pays for these fine paved highways across 
the country?—The taxpayers. Who pays to remove the snow* maintain and 
build the fences, keep the lines painted, and all the other heavy expense?— 
The taxpayers. Who pays for all the upkeep?—The taxpayers. But who causes 
all the damage, and makes a fine living doing It?—The trucklines. And then 
go up these line highways with signs on their backs bragging that they only 
have to pay 30 per<*ent to tear them up. 

We in our little autos putting up the highways couldn’t hurt that fine road¬ 
bed if we tried, pay a nice big gasoline tax to the State on every gallon we 
buy, but the big trucks use a cheap fuel oil and )H?at the gas tax completely. 

Now the scales are just a bit unbalanced m far as fairplay goes, so let’s 
tip them clear over: 

Who pays for all the gravel, ties, spikes, steel rails, switches, signals, towers 
bridges, depots, surveying, and construction of a railroad right-of-way, and 
all of the gigantic storage yards, switching yards, and stockyards? Not the 
taxpayers: the railroads foot this hill themselves. And then turn around and pay 
the people of the State a stupendous tax each year, because they were built to 
serve these same people. 

Does the State maintain the upkeep on this roadbed? Not one penny. The 
mil roads pay for ail the roadbed maintenance, eleetrirans, linemen, big shops 
and all out of their own pocket, and l have yet to see a sign on a railroad car 
claiming "We pay 100 percent of this and that” 

The millions of men making a fine living from the railroads without one penny 
of expense to the taxpayers is the last Item. 

Where are t he scales of falrplay (jointing now? 1 think the hauling of autos 
should remain where It began, with the railroads. And as a taxpayer, 1 want you 
to vote for what will benefit my State the most—with the railroads. 


Respectfully, 


V. E. Nelson. 


Cheyenne, Wyo., March 2 $, 1961. 

Senator Gale McGee, 

Watth inptotiy D.C . 

Dear Senator : As a fellow citizen of Cheyenne, Wyo., 1 am writing to you 
concerning the piggybacking the railroad is doing to the trucking business. 

The way I see It is that It has taken a lot of money out of circulation. 

The railroads at the present time are moving more freight than ever in history, 
but they are still laying off men. So what would happen if they bad all of the 
freight business. 

In the trucking of freight there are more employees per ton of freight than 
there are now in railroads, so if we want to stimulate the economy of this coun¬ 
try this is a way. 

Now as for additional Federal tax or State on the trucks. If we were to put 
more trucks on the road today. It would increase the revenue, cut unemployment, 
increase Federal income taxes* then the employee would be able to buy gasoline 
to take his family on a Sunday drive. I sincerely believe It would work out. 

Yours truly, 

Ernest J. Kepley. 


Thermo poets, Wyo., March 18 , 19CL 

Senator Gale McGee, 

U,8. Senate, 

Washington, D.O, 

Dear Sik : This is a protest regarding this proposed, additional Federal high¬ 
way taxes. Such legislation, if passed. would be a destructive blow to the truck¬ 
ing Industry and definitely, put a large amount of the smaller trucking concerns 
out of business* 


72199 —- 16 
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We figure W e are taxed to the very limit as it now stands. Before raising the 
ante, would you please give the proposed highway legislation due consideration 
and then vote it “down.” 

These are not only my convictions but 95 percent of the citizens of this and 
surrounding communities. 

Yours truly, 


Dallas O. Downing Trucking Co. 


Cheyenne, Wyo., March 23, 1961. 

Hon. Gale W. McGee, 

Senate Office Building, 

Washington, D.C. 


Dear Senator : Your article which appeared in the Tribune last night deserves 
commendation. In it you stated that the Congress must protect the rights of the 
people in the dispute between the railroad union and that represented by “bad 
guy” Hoffa, in the piggyback matter. 

It seems that the railroads have finally stopped acting like ostriches and have 
teamed up with the producers of motor vehicles, the result of which will be to 
reduce the cost of cars to the consumers. It is hoped the dealers will soon 
pass on the savings to the buyers. 

My sympathies are with the railroad. I think Senator Joe’s are too. I am 
some what happy about the internecine strife between the two unions. For once, 
management may back away and let the unions go at it. It is not too different 
than when the Government could sit back and permit the gangsters of the thir¬ 
ties to destroy each other. 

From the public point of view, which you espouse, I think it is dear that the 
railroads should have the long hauls. Certainly the operation reduces the con¬ 
gestion upon and the cost of maintenance of our highways. I firmly believe the 
piggyback approach makes sense. I hope you will help it and the railroads 
survive. 

Respectfully yours, 


Phil White. 


Cheyenne, Wyo., March 11,1961 . 

Senator Gale W. McGee, 

Senate Office Building, Washington, D.C . 

Dear Mr. McGee: The railroads of the Nation at the present time are in dire 
need of assistance. Without the right to compete, as the Teamsters would have 
it by eliminating piggybacking the future of the railroad transportation would 


be bleak. 

In times of emergency the railroads are the first line of defense so the country 
cannot afford to weaken that vital service. 

As a railroad worker I urge you to vote against any bill that tends to destroy 
legitimate competition. 

Yours very truly, 

Floyd J. Artist. 


Intermountain Chemical Co.. 

Green River, Wyo., March 1961. 

Don. Gale W. McGee, 

Senate Office Building , Washington, D.C. 

Dear Senator McGee: We have no torch to carry for either the railroads or 
the trucking industry, although it appears obvious that the trucking industry 
Is not bearing its full share of highway construction or maintenance costs. 

However, we feel very strongly that, in the case of the piggyback problem, 
Congress should not legislate against progress at the expense of the public. 
Certainly Congress would not legislate against the tractor although it reduced the 
number of farm employees required in the country. 

If the railroads have found a way to supply transportation more efficiently, 
this is fine. It’s up to the trucking industry to do likewise and not to go crying 
to Congress. 

Very truly yours, 

E. L. Stout, Resident Manager. 
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March 21, 1961. 


Dear Senator McGee: May I present uiy views in regard to the controversial 
question of shipping automobiles by piggyback on railroads. I feel that I can 
speak with some authority on this question, due to being connected with the 
truck automobile transporting industry, especially as it affects Cheyenne and 
Wyoming. 

Here are the facts as it affects our terminal in Cheyenne: As late as August 
of 1900 we had 142 drivers and a like number of units running out of Cheyenne. 
As of March 1901 our drivers are now cut to 24. The maintenance shop person¬ 
nel has been cut from 30 to 5 as of the same dates. The results of this is un¬ 
doubtedly contributing to the recession in this State inasmuch as the small shops, 
service stations, cafes, etc., benefit from these trucks running. The State also 
must be suffering quite a loss of gasoline tax, license fees, etc. Naturally our 
terminal is a very small segment of the automobile transporting industry but 
I feel that it is affecting every State In a like manner. I realize thut car sales 
are not up to par this year. However, drivers and mechanics that are laid off 
cannot buy cars or other merchandise. 

According to what information I have, it seems that an equalization of freight 
rates is badly needed* It is my understanding that the railroads are hauling 
these cars at third- or fourth-class rates, or at the same rates they would haul 
rough commodities, such as coal or rock. I believe the Interstate Commerce 
Commission controls these rates and it would seem like a congressional investi¬ 
gation is in order, but according to rumors here, a large percentage of the ICC 
personnel is either railroaders or ex-railroaders. 

From what information I can gather, there Is no one thing that has affected 
so many people economically over the United States as has hauling automobiles 
on the railroad. 

I have faith in your ability to impartially investigate this condition and do 
your utmost to correct it 
Yours truly, 


II. L. Long, 

Shop Superintendent , 
Commercial Carriers Inc. 


Irwin’s, 

Douglas, Wyo., March 16, 1961. 

Senator Gale McGee, 

Washington , D.C . 

Dear Senator: I note you will be having a meeting in Cheyenne on the piggy¬ 
back railroad hauling. 

Please turn the railroads and trucks loose from restrictive eomi>otition rules. 
Let’s quit running everyone’s business. 

Sincerely, 


Charles G. Irwin. 


Rawlino, Wyo., March 11, 1961 . 

Hon. Gale McGee, 

U.S. Senator from Wyoming. 

Sir: I am an employee of a trucking company, and I wish you to protest 
President Kennedy’s truck tax increase proposal. 

Thank you, 

B. Lee Ruling. 


Cheyenne, Wyo., March 11,1961. 

lion. Gale McGee, 

U.S. Senate , Washington , D.C. 

Dear Sir: In regard to present legislation now pending in regard to the regu¬ 
lation of the piggyback service now so efficiently performed by the railroads, 
as a railroad employee I am asking that you give favorable consideration to the 
railroads who are the backbone of transportation in our great State of Wyoming. 
Sincerely yours, 

J. A. Carpenter. 

Secretary-Treasurer , Union Pacific Railroad. 
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Washakie County Democratic Central Committee, 

Worland, Wga., March M, 1961, 

Senator Gale W. McGee, 

Senate Office Building, Washington, D.C, 

Dear Senator: 1 sincerely hope yon oppose the truckers 1 attempt to limit 
the railroads' piggyback operations, in the Cheyenne hearing, April 10. This is 
one of the very few ways we have In getting hack business that the truckers 
have taken away from us. 

Sincerely, 

Jerry Rillahan, 


Cheyenne, Wyo m March IS, 1901. 

lion. Gale. W, McGee, 

U.8. Senate Office Butiding, Washington, D.C. 

Deau Senator McGee: As the result of actions of the Teamsters Union to 
curtail, or even eliminate piggyback service by the railroads, I feel you should 
know of the opinions of we railroad employees. 

It is a well-known fact, the hard enough times we are having, without having 
the Teamsters Union attempting to muscle in on something that belongs to the 
railroads in the first place. 

It is truly a blessing to drive on the highways nowadays and not run up 
against one of those overgrown monsters that tear up our highways. 

I am convinced that yon are la Washington to represent the iieople that put 
you there and also I am convinced that you are doing a terrific job of it. 
Therefore, In conclusion, may l urge you to use every means at your command 
to opilose vigorously any legislation that would take our piggyback service away 
from us? It is cominonsense that the railroads can do a much faster job, more 
efficient, and perform far better service than any truck can. And too, the 
railroads aren't tearing up our highways. 

Very truly yours, 

Ralph W. Lacky, 


Wyoming State Legislative Committee, 

Laramie, Wgo., March It, 190! 


Hon. Gale McGee, 

Senate Office Building, 

Washington, D.C, 

Dear Sir : With reference to the Teamsters’ complaint against the railroads 
In regards to piggyback or rail-trailer service. 

We cannot understand how the Teamsters can ask the ICC to raise various 
rail rates so that they may take this business away from the railroads. If 
these rates are raised, the public will have to bear this extra cost and at the 
same time provide highways for the truckers to operate on. 

Yon are probably aware that several years ago the railroads handled practi¬ 
cally all of the automobiles that were shipped and that the railroads had raised 
their rates to such a point that the trucking industry through lower rates were 
successful in taking this business away from the railroads. At that time a large 
number of railroad employees were laid off due to the decrease in business and 
I do not recall any attempt by our organization to pressure the ICC into rais¬ 
ing the truck rates higher than the railroad rates so that railroad employees 
could regain their jobs. 

While we can sympathize with the teamsters who are out of work, we at 
the same time would loose a large number of railroad workers if the railroads 
were required to price themselves out of business. 

We wish you would consider this subject very carefully when you hold your 
hearings for we as railroad workers believe that every citizen benefits when 
there are competitive freight rates. 

Sincerely, 


H. M, Bradford, Jr., Chairman. 
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March 15, 1061. 

Hon, Gale McGee, 

Dear Senator: I have seen numerous newspaper articles, magazine articles, 
and other publicity about the condition of the railroads. Most of these articles 
Indicate to help the railroads some law changes will be necessary. 

I have read that changes in depreciation, the passenger, and unnecessary regu¬ 
lations that stop railroads from giving more truck service to shippers, are 
some of the things that are unfair and stopping the railroads from meeting 
competition on equal terms. 

I hope you will give some special attention to the railroad hills to give them 
a chance to compete and get ahead instead of continuing to go back ward, with 
continual reductions in employment. I believe with fair treatment the railroads 
would get the business they can handle best and many railroaders would get 
hack to work. 

Thanks, _ 

Mr. and Mrs. Emmett Crook* 


Sheridan, WTO, flforcfc 12* 1961. 


Senator Gale W. McGee, 

Senate Office Building, 

Washington) D.C. 

Dear Senator McGee: I hope you will give your full consideration to the 
present attack on railroads by trucks. 

I firmly l>elieve In true fair competition. The railroads have been keeping 
up their right-of-way all through the years when business has gradually been 
taken over by truck lines. Now with a new method of transportation commonly 
known ns piggybacks becoming more prominent and the prospects looking a bit 
brighter for the railroads and its employees we hud Hoffa's Teamsters crying 
■'unfair.*’ Surely we railroaders dunt* like to lie laid off any more than the 


truckdrivers like unemployment. 

Ail the railroads need Is fair competition and they will prove that they can 
provide efficient and economical transportation and that we don’t need a war 
to bring the railroads to their true place on top for dependability. 

Sincerely yours, 

Bernard J. Marron* 


Evanston, Wm, March IS, 1961* 

Hon. Gale McGee, 

Senator from Wyoming, 

Senate Office Building, Washington, D.C . 

Dear Sir: I am writing you in regard to Mr. Hoffa trying to outlaw piggy¬ 
back transportation on the railroads. Please resist any legislation to that effect, 
as I feel that Mr. Hoffa and his drivers have ridden the gravy train long enough. 
I am 56 years old an an employee of the Union Pacific Railroad at this point 
with some 35 years railroading experience and am at present the youngest man 
working in my craft. 1 do not feel that the railroads should be discriminated 
against in this manner, and I wish to ask you to protect any such action at¬ 
tempted by Mr. Hoffa. 

Respectfully yours, 

Clifford C. Stuart* 


Greybull, Wyo„ March t3 , 1961. 

Hon. Gale McGee, 

Senate Committee on International and Foreign Commerce , 

Senate Office Building, Washington, D.C. 

Mr Dear Senators I am writing this appeal to impress the importance of 
good judgment in your decision on the piggyback question. 

First I would like to point out the stand the Government has taken when the 
the operating department wanted to strike to gain their point, quote **The rail¬ 
roads are a first line in transportation hence a strike would tie up the country,” 
end of quotation. The result was an injunction* 
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Now, a question, if they the railroads were a first line of transportation at 
those times, are they not still? If they still are first lines in transportation, have 
they not the right to compete for the haul on any commodity without being penal¬ 
ized or hampered by anyone? 

The railroads helped build this country, they handled freight when there was 
no other means ; but now we have trucks and they want the gravy. 

When other inodes of transportation are stalled the trains go. why let the 
trains haul only iu foul weather, why not give them the right to compete without 
shackles. 


I, as a railroader for 30 some years, feel that we the railroad ami the workers 
like myself have been getting a raw deal. 

Hope to have a favorable vote, and thanking you for your interest. 

Very truly yours, 

C. W. Elmore, 

C*B. <£ /., (Jasper Division* 


Cheyenne, Wm, March J5, 1961* 

Hon, Gale W. McGee, 

U*S. Senator, Washington * D.C. 


Dear Senator McGee: In the interest of protecting my job as well as the jobs 
of many others at Cheyenne and over the Union Pacific Railroad system as a 
whole, I desire to take this opportunity to request that you vigorously oppose 
the Teamster Union efforts to destroy piggybacking by discriminatory legisla¬ 
tion. 

In their attack on the railroads in this matter, the Teamsters do not tell the 
entire story by any means. They do not, of course, say that this movement of 
new automobiles, for example, was formerly railroad business, and that the 
truckers actually caused it to he diverted to them from the railroads by way 
of changes in rates and service, which is the very means by which the railroads 
have gotten the business back to the rails. 

All forms of transport should have equal freedom to compete for the trans¬ 
portation business of our country and that is ail the railroads are asking for. 

The railroads must and do install and maintain their own right-of-ways; there¬ 
fore, should be allowed to compete for their fair share of transportation busi¬ 
ness without being subject to unfair attacks by the Teamsters and biased regu¬ 
latory agencies who permit the competitors of the railroad to Invade the field of 
transportation unfairly and tear up our public highways, which the railroad tax 
dollar helps to maintain. 

In the best interests of the State of Wyoming and the railroad workers in this 
community, your efforts on behalf of the railroads will be greatly appreciated. 

Sincerely, 


Julia E. Phelps. 


Chetf.nne, Wyq., North fj, 1981* 

Hon. Gale W. McGee, 

U.8. Senator, 

Washington, D.C. 

Dear Senator McGee; As a eitisien and taxpayer m the State of Wyoming and 
an employee of the Union Pacific Railroad Co. for more than 40 years, I earnestly 
solicit your support In opposing the Teamster Union efforts to destroy piggyback¬ 
ing by Federal legislation. 

The piggyback carriage of new automobiles, as well as other commodities in 
containers, is returning to the railroads because the railroads have established 
fair rates on a competitive basis to get the business back. 

The railroads must and do Install and maintain their own rights-of-way; 
therefore, should he allowed to compete for their fair shore of the transportation 
business without being subjected to unfair attacks by the Teamsters and biased 
regulatory agencies who permit the competitors of the railroads to invade the 
field of transportation unfairly and tear op our public highways, which the 
railroad tax dollar helps to maintain. 

In the best interests of the State of Wyoming and the community of Cheyenne, 
as well as in the interest of protecting jobs for the railroad workers, anything 
that you can do to assist the railroads In their fight for the right to compete 
without unfair restrictions, will be greatly appreciated. 

Sincerely, 


S, A. Tarbis. 
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Cheyenne, Wyo., March 15, IM1. 

Hon. Gale W. McGee, 

(IS. Senator, 

Washington , DC. 

Dear Senator McGee : in the Interest of protecting my job and the jobs of 
many other employees at Cheyenne with the Union Pacific Railroad Co., I desire 
to take this opportunity to ask that you vigorously oppose the Teamster Union 
effort to destroy piggybacking by discriminatory legislation. 

In their attack on the railroads in the matter of piggy hacking, the Teamsters 
do not present the complete picture. They do not state, of course, that this move- 
meat of new automobiles, as an example, was formerly railroad business, and 
that the truckers actually caused it to be diverted to them from the railroads 
by way of change in rates and service, which is the identical means by which 
the railroads have regained some of this business, Fair competition in meeting 
the needs of the shippers and bringing benefits to the public is what has resulted 
hi this increased business for the railroads. At this time the railroads are 
hauling this traffic in the most economical manner and under rates approved 
by the Interstate Commerce Commission, the appropriate authority, and I ask 
that you use every effort at your command to enable the railroads to continue 
to compete for their fair share of the transportation business. 

The position of the railroads that they are just winning back a portion of the 
business that the trucking people took away from them in the first place because 
the truckers were not heavily burdened with taxes, maintenance, and other 
expense for rights-of-way, terminals, signal and safety devices, etc., is fully 
Justified. 

Your efforts in helm If of the railroads will he greatly appreciated. 

Sincerely, 

Louise A. Tarris, 


Cheyenne, Wyo,, Mar eh J5 f 1961. 


TTrni. Gale McGee, 

Untied States Satiate, Wa shin ff ton, D/\ 

Osar Senator McGee: As a taxpayer and a railroad employee, I solicit your 
attention nm! careful consideration of the subject of piggyback. 

Piggyback has been the means of returning fo the rails a considerable amount 
of traffic, more recently transported over the highways by trucks. The Team¬ 
sters’ Union has been making a great fuss about the adverse effect on Its mem¬ 
bership of the return of this traffic to the rails. In their attack on the railroads 
In this matter, the Teamsters do not tell the entire story. They do not, of course, 
say hat tilts movement of new automobiles, for example, was formerly railroad 
business and That the truckers actually caused ft to be diverted to them from 
the railroads by way of changes in rates and service, which Is the very means 
by which Hie railroads have gotten the business bn ok to the rails. Fair com¬ 
petition in meeting the needs of shippers and bringing benefits to the public is 
what has resulted in fhis Increased business for the railroads, and there Isn’t 


any sense to the barrage of propaganda by the Teamsters that piggybacking is 
uneconomical. All forms of transport should bare equal freedom to compete 
for the transportation of our country. 

This attitude by the Teamsters Union Is a direct attack on the jobs of rail¬ 
road men. This service provides traffic and gives more work for railroad em¬ 
ployes, and this progress In railroad transportation by the use of improved 
freight equipment gives the shipper what he wonts and it gives It to the shipper 
at rales arrived at under fair competition. 

T believe this problem to be a very Important one and deserving of your careful 
consideration. 

Sincerely, 

It. A. Watters. 


Evanston, Wyo., March 13, 1951, 

Hon. Gale McGee, 

Senate Office Building, Washington, D.C. 

Honorable Senator McGee: Regarding the piggyback hearing at Cheyenne on 
April 10. 

That looks to me like a case of Joe had some apples. Jim got them away from 
him. Then Joe got them back and Jim runs to Dad to get them back. The rail- 
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roads for a number of years hauled all the automobiles and other freight. The 
trucks took a large part of the business away from the rails. The rails regained 
some of the business and now the trucks are crying. It seems to me there is a 
staggering amount of far more important hearings a rid legislation to be handled. 
Why not do something for the little man? Remember if it were not for the votes- 
of the working people you would not he where you are today. The millions of 
unemployed and tax burdened people need far more help than the trucks or the 
railroads. 


During the last two wars there was a tax on excess profits. Were that tax or 
one more restrictive to be enacted that would limit the amount of profit a 
corporation could make there would not the he incentive to lay off so many 
employees. 

Remove some of the tax loopholes In the present Income tax law so that the 
person that can afford to pay is required to do so. 

Some time ago I received a letter from the Utah Power & Light Co. regarding 
a daui ou a tributary of the Snake River. At the present lime there is the 
Jackson Dam, Palisades Dam, and the American Falls Dam all on the Snake 
River within a highway distance of 2<B miles. What do we need with more 
dams on the Snake River. My opinon ou that dam is “No.” 

Very sincerely yours, 


T. P. Willey. 


lion. Gale McGee. 


Evanston, Wyo,, March 11,1961. 


Dear Senator: It has been brought to my attention about the Teamsters 
Union complaining about the railroad piggyback practice taking jobs from them. 
Have they stopped to think of the time when this was regular railroad business, 
along with fruit transportation and a few others, that the trucking business took 
without a blink of an eyelash. 

We sincerely hope that you will uphold the laws against Monopoly and Power 
Trusts of business. When it comes to laws and regulations against fair competi¬ 
tion. please don’t support such laws. What difference does it make whom does 
the hiring of labor, so long as tlie jobs are furnished for the laborer? 

They are misrepresenting their cause by saying a crew of three men do the 
work of a great many truckers. This is not so. Do you realise how many other 
jobs are included iu keeping these trains going? Freight agents, dispatchers, 
switchmen, machinists, section crews, etc. 

Flense uphold all businesses’ right in this country for working in fair 
competition. 

Tours truly, 


Mrs. Naders S. Cook, 


Hon. Gale McGee. 


Evanston, Wyo., March 11, 196L 


Dear Sm: It has been brought to our attention about the Teamsters Union 
complaining about the railroad piggyback practice raking jobs from them. Have 
they though about the time when this was regular railroad business, along with 
fruit transportation and a few others, that the trucking business took without 
a blink of an eyelash ? 

We sincerely hope that you will uphold the laws against Monopoly and Power 
Trusts of business. When It comes to laws and regulations against fair eomjtetf- 
tlon, please don’t support such laws. What difference does it make whom does 
the hiring of labor, so long as the jobs are furnished for the laborer? 

They are misrepresenting their cause by saying a crew of three men do the 
work of a great many truckers. This is not so. Do you realise how many other 
jobs are Included in keeping these trains going? Freight agents, dispatchers, 


switchmen, machinists, section crews, etc. 

Please uphold nil businesses’ right In this country for working in fair 
competition. 

Tours sincerely, 

Mr. and Mrs. Earl R. Cock, 
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Evanston, Wyo., March 11 , 1961 . 

Hon. Gale McGee, 

Dear Sir: It lias been brought to our attention about the Teamsters Union 
complaining about the railroad piggyback practice taking jobs from them. Have 
Ihev thought about the time when this was regular railroad business, along 
with fruit transportation and a few others, that the trucking business took 
without a blink of an eyelash? 

We sincerely hope that you will uphold the laws against Monopoly and Power 
Trusts of business. When it comes to laws and regulations against fair com¬ 
petition, please don’t support such laws. What difference does it make whom 
does the hiring of labor, so long as the jobs are furnished for the laborers. 

They are misrepresenting their cause by saying a crew of three men do the 
work of a great many truckers. This is not so. Do you realize how many 
other jobs are included in keeping these trains going? Freight agents, dis¬ 
patchers. switchmen, machinists, section crews, etc. 

Please uphold all business’ right in this country for working in fair com¬ 
petition. 

Yours sincerely, 

PorI8 G. Cook. 


Laramie, Wyo., March 9,1961. 

Hon. Joe Hickey, 

Senator. 

Hon. Gale McGee, 

Senator. 

Hon. William II. Harrison, 

Representative. 

Gentlemen : It has been called to my attention, that the Teamsters Union is 
trying to get legislation passed that would prohibit the railroads from piggy¬ 
backing. 

Now piggybacking has become a large business for the railroad in the past 
few years, and as you gentlemen all know the railroads are very vital to the 
economy of the State of Wyoming, with its vast timber operations, its coal in¬ 
dustry, and other industries too numerious to mention; therefore in my estima¬ 
tion anything that helps the ra’.lroads helps the State of Wyoming, and we 
need all the help we can get. 

Due to the loss of business to the railroads there are now many men unem¬ 
ployed in the timber operations, that depend mainly on the railroads for the 
use of their products. 

Driving on the highways will be much less hazardous with the transports being 
eliminated from our interstate highways, and this will surely cut down the 
death rate of traffic accidents to the Nation. 

In conclusion. I would sincerely appreciate any legislation you may see fit 
to introduce in the favor of relief for the railroads. 

Sincerely yours, 

A. M. Evans. 


Cheyenne, Wyo., March 15, 1961. 

Him. Gale W. McGee, 

U.8. Senator , 

Washington, D.C. 

Dear Senator McGee: In the interest of projecting my job ns well as the 
jobs of many others at Cheyenne and over the Union Pacific Railroad system as 
a whole, I desire to take this opportunity to request that you vigorously oppose 
the Teamsters Union efforts to destroy piggybacking by discriminatory legis¬ 
lation. 

The railroads maintain, with justification, that they are just winning back a 
little of the business that the trucking concerns took away from them in the 
first place because the truckers were not so heavily burdened with taxes, main¬ 
tenance, and other expenses for rights-of-ways, terminals, etc. The railroads 
have now devised ways to handle the long distance auto and related shipments 
for considerably less than the truckers charge, and at the same time at a profit 
too. 
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All the railroads ask is the right to compete freely for their fair share of the 
transportation business and that the American system of free competitive en* 
terprise be allowed to function without unjust legislation as proposed by the 
Teamster Union, 

In the best interests of the State of Wyoming and the railroad workers in this 
community, your efforts on behalf of the railroads will be greatly appreciated. 

Sincerely, 


John R. Neaole, 

Care of store department, OPRR Co. 


Evanston, Wio., March H, 1961. 

Mr, Gale McGee, 

Senate Office Building, Washington, D.C. 

Dea& Senator : As you know the truckers headed by Mr, Hoff a are trying to 
stop the railroads from progressing from a business that the railroads had from 
the beginning. Now that the railroads are beginning to get some of the busi¬ 
ness back, they want to stoj> this progress called piggyback. 

I have worked for the railroads for 25 years and have been laid off a lot on 
account of the trucks taking business. As a matter of fact there have been 
thousands of men laid off on railroads on account of trucks. 

I think the railroads should be able to continue with this progress now that 
they are getting business hack. I do not think it is any worse for truckers to 
be laid off than railroaders. I wish you would take this problem into 
consideration. 

Sincerely yours. 


Leo G. Wan nam ore. 


Cheyenne, Wm, March 16, 1961 , 

Hon. Gale W. McGee, 

UM. Senator r Washington. D.C r 

Dear Senator McGee: In the interest of protecting my job and the jobs of 
many other employees at Cheyenne with the Union Pacific Railroad Co., I desire 
to take this opportunity to ask that you vigorously oppose the Teamster Union 
effort to destroy piggybacking by discriminatory legislation. 

In their attack on the railroads in the matter of piggybacking, the Teamsters 
do not present the complete picture. They do not state, of course, that the 
movement of new automobiles, ns an example, was formerly railroad business, 
and that the truckers actually caused it to be diverted to them from the rail¬ 
roads by way of change in rates and service, which is the identical means by 
which the railroads have regained some of this business. Pair competition in 
meeting the needs of the shippers and bringing benefits to the public Is what has 
resulted in this increased business for the railroads. At this time the railroads 
are hauling this traffic in the most economical manner and under rates approved 
by the Interstate Commerce Commission, the appropriate authority, and I ask 
that yon use every effort nt your command to enable the railroads to continue 
to comjvete for their fair share of the transportation business. 

The position of the railroads that they are just winning back a portion of the 
business that the trucking people took away from them In the first place because 
the trackers were not heavily burdened with taxes, maintenance, and other 
expense for rights-of-way, terminals, signal and safety devices, etc,, is fully 
justified. 

Tour efforts in behalf of the railroads will be greatly appreciated. 

Sincerely, 


Edwin R. Rothman, 


Laramie, Wyo. ( March 16, 1961 , 

Hon. Gale McGee, 

Senate Office Building, Washington , H.0. 

Dear Senator : I note that the Teamsters Union under the direction of Mr. 
lames Hoffa are very much steamed up about the piggyback method of handling 
freight by the railroads of the United States. 
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They are making very wild statements that the ICC Is being dominated by 
members favorable to the rail carriers, etc. And are asking that the Govern¬ 
ment take steps to stop unfair competition by the railroads. 

While we are certainly sympathetic in their desire to keep their trnckdrivers 
employed, we see no reason why the railroads should be forced to keep their rates 
at such a level that there is no real competition. 

Certainly no one has done much shedding of tears about the thousands of rail¬ 
road employees who have been laid off and joined the unemployed during the 
past several vears, due to the completion of other forms of transportation and 
knowing that due to rigid restrictions that their employers, the railroads of the 
Nation, were hamstrung in trying to meet this competition. 

Will you not give any requests to further restrict competition a very careful 
scrutiny and make the decisions that will serve the Nation as a whole. Certainly 
this Nation has grown great on the basis of wholesome competition. 


Sincerely yours, 


Geo. F. Shelton. 


Out-of-State Correspondence Submitted to the Subcommittee 


Colorado State Legislative Committee. 
Brotherhood of Railway & Steamship Clerks, 

Freight Handlers, Kxpress & Station Employees, 

Denver , Colo ., April 10 , 1961 • 


Hon. Gale McGee, 

U.S. Senator , State o/ Wyoming , 

Dear Senator McGee: At this hearing conducted by you at the Wyoming 
State Capital at Cheyenne, Wyo., April 10. 1961, desire on behalf of our organ¬ 
ization, to formally protest the efforts of the Teamsters Union to amend the 
Interstate Commerce Act, to force the Interstate Commerce Commission to in¬ 
crease piggyback (trailer on flat car) rates and to impede the railroad indus¬ 
try efforts to expand and further improve this wanted and necessary service 
to the public. 

It is inconceivable to us that the Congress will permit the destruction of this 
service on our vital American railroads, by preventing them from establishing 
competitive rates for this service, which is being utilized by thousands of satis¬ 
fied shlpi>er8, and this service should be encouraged, not hampered. 

We certainly regret the Teamsters chief complaint that this necessitates the 
loss of jobs by their union, but as everyone knows, over the past several years, 
employment on the railroads has been dwindling, due to the loss of business 
to the trucking industry, and we have every right to protect ourselves and 
utilize every fair and legal method to advance our industry, which is so vital 
to our peace and for national defense. 

Therefore, we strongly urge you not to be influenced by the powerful pressure 
of the trucking lobby, and view this situation in a fair and impartial manner. 

Our railroad industry has for several years been hampered by overregulation 
and unfair taxing policies and we feel this is no time to place further restric¬ 
tions on them, and by all standards of equity and justice, the Teamsters Union 
complaints are not. justifiable, and your support in resisting the Teamsters 
attitude in this matter will be greatly appreciated by our entire membership. 


With kindest personal regards, I remain. 
Very sincerely yours. 


Max Kaitz, Secretary-Treasurer. 


Manufacturers Shipping Association, Inc., 

Seattle , Wash., April 5, 1961. 

Hon. G. W. McGee, 

Senate Office Building , 

Washington, D.C . 

Dear Senator: This will be a followup of the reply just received from Senator 
“Bob” Bartlett of March 30 wherein he advises my prior inquiry dated March 
23 has been referred to your office. The subject relates to the forthcoming 
hearings covering piggyback operations now set for Cheyenne next Monday 
April 10. By reason of the short interim it appears timely to forward this 
addendum today. 
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As you will have noted from my query we are vitally concerned with the 
subject of piggyback operations thus the scope of the above-noted hearings could 
be most important. If same is held strictly to the transit of automobiles, our 
interest would be more of a secondary concern. On the other hand, we have 
been utilizing loaded containers over a full year and certainly must oppose 
auy attempt to imi>ose such apparent attempts to curtail or restrict such usage. 
The basic economies and expedited schedules realized thereunder do relleet a 
progressive step forward in modern transportation. This should not be jeop¬ 
ardized by selfish group objectives. 

The Traffic World of March 11, 11H51, reproduced c»xcerpts of reply thereto 
submitted to Representative James Van Zandt in the ilouse on March 2, which 
prompts this enclosure for your prompt reference. The views are well stated 
and we desire to give full support thereto. 

In the meanwhile we are auticlputing your response as to the scope of in¬ 
formation to l>e adduced at Cheyenne. Thank you very much. 

Very truly yours, 


(Enclosure follows:) 


Llewelyn C. Jones. 


Representative Van Zandt Defends ICC Members, Piggybacking Against 

Teamster Charges 

In answer to charges by the Teamsters* Union that the Interstate Commerce 
Commission is prorailroad and has deprived automobile transporters of long- 
haul business. Representative Van Zandt, of Pennsylvania, has asserted that 
members of the ICC are men of high caliber and that piggyback service is a 
st ill-Uuter service at lower cost. 

Representative Van Zandt took note of the Teamsters Union charges in a 
speech he made to the House March 2. Specifically, he referred to a brochure 
recently issued by the union: “A Dangerous Combination: Railroads and the 
ICC Threaten to Destroy a Vital Segment of the Trucking Industry aud With 
It the Jobs of 15,000 Teamsters” (T.W., December 3, 3000. p. 37). 

“The Teamsters’ publications,'* Mr. Van Zandt told the House, “have stated 
that the ICC favors railroads, is railroad oriented, aud have charged that the 
ICC has been parked with prorailroad people. Nothing could be further from 
the truth. 

ICC MEMBERS PRAISED 

“Of the 10 commissioners presently on the ICC—there is 1 vacancy—only 
2 have had railroad experience of any kind. One of these spent 0 years in rail¬ 
road work, leaving in 1025, and the other, 3 years with a State railroad associa¬ 
tion, leaving in 1040. 

“Nine of the commissioners have legal backgrounds, and all 10 had distin¬ 
guished themselves in private or government work before their appointment to 
the Commission. One is a former Lieutenant Governor of Kentucky, president 
of the senate of the Commonwealth of Kentucky and special circuit judge; an¬ 
other is a former assistant attorney general of Colorado; another is a former 
assistant attorney general of Texas, and another a former Member of Congress 
and General Counsel of the U.S. Post Office Department. 

“The Nation is fortunate indeed to have attracted men of such high caliber 
to direct the affairs of this unit of Government.” 

Representative Van Zandt then took note of other assertions in the Teamsters' 
brochure. 

“The Teamsters sometimes contradict themselves,” he said, “On the one hand, 
they charge that railroad piggyback rates are so low as to cover only out-of- 
pocket costs or less; on the other, they quote figures to show that earnlugs of 
the average piggyback car are over seven times higher than those of the average 
boxcar, and conclude by saying: “These figures illustrate what a lucrative 
operation piggyback really is.” 


can’t have it both ways 

“Clearly the Teamsters cannot have it both ways. If piggyback is a lucrative 
operation for the railroads, and there is every indication that it is, then it cannot 
be held that piggyback rates are below cost or meet only out-of-pocket costs. 

“With these reckless charges of unfair competition and ICC prejudice exposed, 
the Teamsters’ real purjx>se becomes unmistakably clear. That purpose is to 
require railroads to maintain rates higher than necessary. 
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“The concern of the Teamsters is the alleged loss of employment for tnick- 
drivers, which they foresee if piggyback is allowed to expand. Naturally, we all 
sympathize with anyone who loses his job and is forced to seek another, whether 
for reasons of advancing technology or any other. But let me remind the Con¬ 
gress what has happened to employment opportunities for railroad men during 
the last generation, tine in no small part to the loss of business to trucks. 

“During the past SO years, railroad employment has been cut in half—from 
1,511,000 in 1980 to fewer than 750,000 today. Employees thus displaced have 
hud to find productive employment in other fields, which is what anyone else 
would have to do whose job lias been abolished. 

“My answer is simply this' I am not. now and never will become a party to an 
effort to block progress in any field, especially in transportation, Nor will I be a 
party to any attempt to subordinate the public welfare to narrow interests, and 
1 am confident that the answer of my colleagues in tills body and in the Senate 
wilt be the same.” 


Pittsburgh Plate Glass Co., 
Cheyenne, Wyo., April S, 1961, 

He Semite hearing on piggyback hauling by railroads, Cheyenne, Wyo., April 10, 

1961 


SUBBVBFACE TRANSPORTATION COM \t ITT EE, 

Interstate and Foreign Commerce Committee, 

Senate Office Building, W(inkington, D.C. 

Gentlemen : I am writing you this letter expressing our opinion as a user on 
the above problem and trust that you will make it a part of the above 
proceedings. 

Pittsburgh Plate Glass Co, operates a warehouse in Cheyenne, not on rail track¬ 
age, at 2010 East 13th Street. We employ on the average of 25 people the year 
around at this location. Wo have a great nmny of our shipments delivered by 
plggybaek ns we combine the lower rail rate with delivery to our door. The 
savings to us over full truck rate or in full rail rate are considerable, considering 
we are not on trackage. 

With the competitive situation we are faced with, we must take full advantage 
of any savings possible if we are to remain in business. May I call your attention 
to the statement of Mr, Robinson F. Barker, vice president, Pittsburgh Plate 
Glass Co., before the U-S, Tariff Commission hearing on sheet glass, March 15, 
1981 . 


Yours very truly. 


V. B, Scei no, if onager. 


Union Pacific Railroad Co., 

Omaha t Nebr, t March 7, 1961, 

Hon. Carl Curtis, 

Senator from Nebraska, 

Senate Office Building, Washington, D.C, 

Hon. Glen Cunningham, 

Member of Congress, 

House Office Building, Washington, D.C, 

Gentlemen : You are familiar with the current unreasonable and inconsistent 
campaign being conducted by James HofTa, general president of the Teamsters, 
to convince the Members of Congress that the railroads should be legislated 
out of their right to compete with other forms of transportation for the 
privilege of giving industry and the American people the best and most eco¬ 
nomical transportation services through the most modern methods such as are 
being employed in the piggyback operation. 

The railroads of the United States of America hold a high place of honor in 
the history of the growth and development of our great country and today are 
vital for the continued economic growth of our people and defense of our 
American way of life. .... t , 

For a number of rears, because of unfair competition from transportation 
svstems being subsidized by public funds and using publicly owned rights-of- 
way, the railroads have been forced to release hundreds of thousands of em¬ 
ployees from their service. The Transportation Act of 1958 improved the 
position of the railroads to some extent; however, only through such natural 
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developments of service methods as are being realized in the piggyback program 
can the railroads hope to satisfy the needs of the American people and their 
industries. The only desire of the railroads and their employees is to furnish 
American public and private enterprise with the particular services which the 
railroads alone can perform with incomparable superiority if allowed to com¬ 
pete for this privilege in a situation of natural freedom in normal business 
development* 

James Hoffa has been negotiating new contracts with trucking companies in 
the Midwest in which he demands that these companies pay a fee of $5 into 
the Teamsters welfare fund for every trailer moved by rail* We sincerely hope 
that Mr. Holla and his Teamsters will be restrained from shackling American 
Industry by such methods for personal and obviously undeserved gain. 

Your dependable, intelligent, and impartial consideration of tills serious 


situation is greatly appreciated. 
Respectfully yours. 


H. E. Shumway, 

General Superintendent of Transportation , 


F* F, Getsfkfu, 


Assistant to General Superintendent of Transportation. 

H. W. Hacks', 


Assistant to General Superintendent of Transportation. 


Cowdrey, Colo., March 2G t 1961. 

Senator Gale McGee, 

Washington, fl.C. 

Dear Sm: I have been a railroad worker for 10 years. I would like your 
help to allow the railroads to compete against the Teamsters Union and trnck- 
iines We all know that the railroad can handle most satisfactorily and eco¬ 
nomically and all of this is producing more business for the railroad and more 
security for ns railroaders. Railroads pay more taxes which goes to support 
of education for our children. 

Yours truly, 

Mattricio C. Sanchez* 


Burlington Lines, 

Traffic Department, 

New York, N.Y., March 2^, 1961. 

Hon. Gale McGee, 

Senate Office Burning t Washington, D.C. 

Hear Senator: i know you are conversant with the campaign of Hie truck¬ 
ing industry, of which Mr. Hoffa is the sparkplug, to downgrade and make 
every attempt to kill the fast growing piggyback service of the railroads. If 
he is permitted to get awfty with this attempt, it will be a sorry day for the 
transportation system of our country. Yon are in a position to know better 
than so many others the fact that all the railroads are trying to do is show 
some of the initiative which so many of our critics claim is nonexistent on the 
railroads today; also, to do no more than reclaim business which at one time 
was ours and which was skimmed oft the top by the highway carriers and which 
we are just trying to recapture* This is business which once was ours and now 
that the trucks have it all to themselves, they are, naturally, reluctant to see 
us get any part of it back* ... 

Their cry about truckdrivers being put out of work makes no mention of the 
number of rail employees who have lost their jobs in the last 10 years simply 
by reason of the fact that the trucks took our business away and have now 
cut our proportion of the intercity tonnage to about 45 percent In 39G0 from 
what had been not too many years ago as high as 74 percent of the total move¬ 
ment. The rail payrolls have steadily decreased and this is just one sincere 
effort which we are trying to make by giving the shippers of the country an 
improved service at lower rates in order to reclaim what is rightfully ours* 
Frank It, I don’t think the truckers or Mr. Hoffa ore fooling you one bit and 
I sineerelv hoive that von will nse your good offices and your knowledge of the 
truck picture to convince your fellow committee members of the selfishness and 
the viciousness of Mr. Hoffa's methods in this case. 
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We need these rail carriers badly from tbe national defense standpoint, if for 
no other reason, and unless they are permitted to help themselves, God help our 
great country and what would happen to us if these railroads are allowed to 
deteriorate any further. 

May 1 hear from you, Senator, on this subject? 

Very truly yours, 

J. W. Brennan, 
jAsiafawJ Vim President, Traffic. 

La Junta, Colo.* March 18, 1961* 

Senator Gale McGee, 

Sarnie Office Building, Washington, D.C. 

Honorable Sib: I am a railroad man and would like to express my view's on 
the railroad piggyback transportation. Now, not just because I’m a railroader 
but because of what is fair and just and what even a blind man can see. 

The railroads have been getting a roughshod deal for many years now which 
in turn 1ms affected their profits and at the small end of the horn, the employee. 

The railroads pay taxes to support the building of roads to cut their own 
throats, and out of proportion to the truckd rivers. 

I also drive a pleasure car, my tax is 10 cents per gallou for road building and 
my cur weighs 3.200 pounds. 

Most all truck operators use distillate and he pays about 3 cents tax and his 
truck weighs from 10 to 25 tons* Tearing up the roads and cutting my employer's 
and my throat, depriving us of the revenue. 

The railroads have pioneered the country from the East to West* from North 
to South* now comes the trucker and wants a monopoly of the transportation, 
and squeal because the railroad are trying to subsist by eking out a sustenance 
that’s all* and a fair deal. 

The railroads have built and maintained their own roads and have been 
taxed to build roads for the trucker, can he say the same? No. 

This Is my views and hope you give it due consideration. 

Yours very truly, 

Charles L. West. 


Markham Advertising Co.. 

Scott Muff, Nehr., March 14,1961. 

Pear Sir: I see in a trade paper that the railroads are coming under attack 
again by the Teamsters Union trying to stop the practice of transporting trucks 
on railroad flatcars. 

And I wish to voice my opinion on the subject The restrictions now placed 
on railroads have kept them from plans of Improvement and I am against any 
further restrictions on this means of transportation. 

Sincerely yours, 

M. E. Coryell. 


Walden, Colo.* March 12 ; 1961. 

Hon. Gale McGee, 

II.S. Senator, Wyoming, 

senate Committee on Interstate and Foreign Commerce. 

I am an employee for the Union Pariflc Railroad Co. in the Wyoming division* 
I work up here in Walden, Colo., a distance of (55 miles from Laramie, Wyo*, and 
work almost for 30 years. Today my job is in jeopardy* That union of Mr. 
James Hoffa and the Teamsters want to pat the railroad out of business. I T m 
for the railroad in the Nation. I make living for me and my family. I live in 
the State of Wyoming for long time before I came to Colorado and my wish 
is that hope you vote In favor of all railroad. 

Thanking yon, 

Yours as ever* _ _ _ 

Frank J. Soto. 
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March 13, 1061. 

Senator Gale McGee, 

Washington, D.C. 


Dear Sir: One trip out of here over these mountain roads competing with a 
truck carrying two long trailers of cattle would certainly change anyone’s 
mind about what railroads are supposed to do. Haul freight, that's what, und 
roads are built for people. As for the railroad piggyback operation, why not? 

For one thing only, if for nothing more, it’s safer for the people than truck 
piggyback and we have all seen that, I am sure. 

The future of railroads depends on the right to compete with other forms of 
transportation, also the future of all railroad workers. Sure railroads install 
and maintain their own right-of-ways, pay taxes on these rights-of-way for the 
support of education, welfare and all similar services of State and local govern¬ 
ments. Surely they have that right to compete. Who has a better right—they 
are pioneers. 

For your help we would be grateful. 

Respectfully yours. 


Airs. Fay E. Soto. 


Hon. Gale McGee. 


Denver, Colo., March 18, 1961 . 


Dear Sir: We are writing regarding all this propaganda being put out by Mr. 
Holla and the Teamsters, trying to knock out the right of the railroads to haul 
piggyback transportation. 

We wish to call attention to the fact that there also happens to be several 
thousand rail workers whose jobs are at stake in this thing and in view of the 
fact the railroad business has steadily declined in the past 30 years while the 
trucking industry and the airlines have greatly expanded, I believe this deserves 
some consideration. 

We are not asking for all of the business, as is Mr. HofTa. We are only ask¬ 
ing for the right to compote fairly, which right has been denied us far too long 
by the obsolete regulatory policies, devised when we had no competition. This 
is particularly galling to the railroads and rail workers when our tax dollar 
goes to repair the public highways which the trucking companies tear apart by 
their heavy equipment, a continuing outrage, when we have to maintain our 
right-of-way with no subsidies from auyone. 

We strongly urge you to look at the facts, and are sure that if you do, yt>u 
will vote against any attempt to further curtail the railroad industry und its 
workers. 

Very truly yours. 


Joanne Wiluganz, 

Claim Investigator, 

The Colorado d Southern Railway Co. 


Denver, Colo. 


Senator Gale M. McGee. 

Senate Office Building, Washington, D.C. 

Dear Mr. McGee: As you are a member of the Senate Interstate and Foreign 
Committee I would like to know how you are working on the Interstate Com¬ 
merce Commission rates for the railroads shipping trailers and automobiles for 
less than the trucking companies can. 

With railroad rates SO i>ercent less than the trnckaway companies can charge 
for hauling automobiles the trnckaway companies are forced out of business, 
all the drivers are put out of work. 

How much revenue from gas tax. road tax is the Federal and States lost for 
highway programs with the railroads hauling the cars that the trucks have 
hauled before. 

The freight companies are putting their trailers on the railroads too. putting 
more men out of work and the States are not getting any highway tax. The 
railroads are now wonting Federal aid so they won’t go bankrupt, but are not 
caring what happens to the truekaway companies, can the trucking companies 
get Federal aid. 

With all the trailers going piggyback through Wyoming the State cannot col¬ 
lect revenue from the railroad. 

Can you help our trucks. 

Sincerely yours. 


Nere L. Williams. 
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WAUDEN, Colo., March 2t f 1961. 

Gale McGee* t 

Bennie Corn m it tee on Interstate and Foreign ( 

IIkak Sib: Regarding the pamphlets of "Yimr Job is in Jeopardy,' "Hail 
Prt(gross is Threatened," and “Teamsters Want Congress lo Halt Growing 
Piggyback,” put out by Clair M. Roddewi*. president of the Association of 
Western Railways, Union Station, Chicago, III. ... _ 

I would like U* comment Hint my Job is in jeopardy. I have my wife and three 
children and myself who depend on my job on the railroad. I he railroad truns- 
porta don Is very Important to our country. They give us faster sun safer 
services. 

Also the railroad helps our schools. 

On our small community the railroad will pay a large sum of money for our 
public school* which is very important to us as my three children attend this 

^'My family and I are very proud to he a member of the railroad. Bo we ask 
you* please help us. 

I thank you. 

Sincerely yours, , _ __ 

Joe L. Mon or agon. 


Cowdrey, Colo., March 23, 1961* 

Senator Gale McGee, 

Waxhitiyton, D.C . 

Hear Sir: Many thousands of rail jobs have already Ihhui eliminated by the 
unlmmijered growth ->f truekllues, many sections have been i-hmuh The mW 
roads are loaded down with regulations and the tmcklmes fly over the highways 

with carefree abandon and all the freight. 

The railroads piggyback operation is not only a better way of transportation 
Urn a promise of more jobs for railroad workers, many of them out of work for 

1 Y°as keenly that you see things are kept fair and the railroad allowed to 
compete. 

Respectfully yours. Fbank e Georoes 

Livingston, Mont., March 81,1961* 

Hon. Gale McGee, 

Washington, ZJ.C. 

Ihua Sir: Please do everything possible to keep the piggyback business on 
the rails. AH we ask is a fair break. 

Thanking you, j. w* Mason. 


Mayday I Mayday! 

RaUwork®'® jobs are under attack on another front. 

Teamster “Hoffa" wants $5 for every trailer hauled piggyback on the rails 

Yon now know the power of the pen—put a note at the bottom of this and 
send it to these Congressmen * * *. Now. This we believe— 

“Whenever our railroads can move any commodity more economically one! 
efficiently on their rails than trucks can on our public highways and at satis¬ 
factory speeds to our customers, the rails should have that business without any 

ThaVs^how the trucks got the business from us in the first place. So what s 
l heir beef? The trucks have no right to a headstart in this race. 

Congressmen: Give us the right to compete fairly and a management: willing 
to try instead of cry and we the employees will relegate all the truck business 
to the local level* We ask only an equal opportunity* 

Livingston Anti-Merger Committee, 

(Opposed to NP-GN-CBQ Merger). 

March 27 * 1961 . 


72190 — 62 - 


-17 





PIGGYBACK TRANSPORTATION 


254 


Mr. Gale McGee, 

Smote Office Building, Washington, D.O. 


Denver, Colo., March 25, 19GL 


Dear Senator: I understand Mr. James Hoff a and the Teamsters Union are 
conduct In# a campaign against the use of piggyback service by the railroads and 
are attempting to have legislation enacted to serve their purpose. Since you are 
a member of the Committee on Interstate Commerce 1 am writing you about this 
matter. 


As you know, the railroads in general are having financial difficulties, partly 
due to truck competition due to operating over publicly owned facilities. We 
feel that nothing should be done to hinder the railroads from doing what they can 
to compete with other forms of transportation anti I ask your support in the 
matter. 


Yours very truly. 


G. A. Hutchison, 


Denver, Colo. 

Dear Sir : I want to say that I And the truckers of Teamsters Union are unfair 
in trying to stop the railroads from interstate trade with any company they so 

In the first place, railroads were transporting material long before truckers 
became an institution and that they have as much right to do so as any other 
coinjietitive trade in whatever manner they wish. 

This bill In favor of Teamsters would seriously cripple railroad freight trade 
and it already is competing with air service for both passengers amt freight. They 
have not suggested that airlines stop their trade competition so why truckers? 

I sincerely hope you will consider this side of the issue before voting on such 
a change. 

Sincerely, 

Louis DliOTAR, 
Burlington Railroad. 


Senator Gale McGee, 

Senate Office Building, Washington, D.Q. 


Denver, Colo., March IS, S961. 


Dear Senator .McGee : We are writing you concerning the proposed piggyback 
bill legislation. We feel that the railroad industry will be greatly hampered and 
destroyed if such legislation is passed. The railroads, we feel are still a vital 
factor in our economy. We don’t want them destroyed. 

So we h ope you will see fit not to vote for such piggyback legislation. 

Sincerely yours* 


Mr. and Mrs. L. P, Grater, 


Danville, III., March SO, Util 

Hon. Gale McGee, 

Senate Office Building , Washington. D.C . 

Sir: I am a legal and qualified citizen of the United States of America and 
have for the past several years exercised my right to vote In the State of Illinois, 

Recently I have noted In the newspapers, magazines, TV programs and through 
club speeches that certain interests are making claims that the Interstate Com¬ 
merce Commission has favored the railroads in the development of service by 
piggyback. 

It is my opinion that an efficient and economical transportation system should 
he develoi»ed in this country and l feel it is the right of the railroad companies 
to compete: also, that their movement should not be impeded by political pres¬ 
sures brought by groups who seek benefits by regulations which would deijy them 
the right to compete. 

Therefore, as a member of the Senate Committee of Interstate and Foreign 
Commerce* I am requesting that yon give this consideration when bills are 
presented for legislation which would affect the transportation industry of this 
country. 


Tours truly, 


D. L, Cronehtte. 
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Senator Gale ff. McGee: 


Union Lake, Mich,, March 30, 3961. 


fin writing to von because I understand that hearings will start in Cheyenne, 
Wyo, on April 10 in connection with the rate regulation. You are people 
of Wyoming” representative and should be very much interested in their wel¬ 
fare, I sincerely hope that you will insist on seeing facts and figmcs on this 
subject, that you insist that the railroads 1 rates as shown and just exactly 
how thev make up the difference in what they are losing by their illegal ratea 
in the car-hauling industry. Their rates in the car-hauling industry are almost 
imp-half under that of the truckers, so they cant be making uwuey there. 
Naturally, they have to raise their rates on something else ; one thing to the Ia 
mail. Here the general public has to pay extra for stamps and so forth, so that 
the mil roads can cheat thousands of men out of their jobs and dose down 
thousands of small businesses. The railroads are causing this to happen all over 
the United States ami not just In Wyoming. I know that the mil roads have 
always been the truckers 1 competitor, but with the rate that they 
lowed to haul for, anyone with any commonsense at all surely knows that it has 
to be illegal. Otherwise we could stand a fair chance to compete with them. 
Someone In Washington surely must care what is happening to the citizens of 
the United States. For this discriminatory rate of the IUC and the railroads 
is hurting just as many other people as it is the truckers. 

I sincerely hope that you will keep an open mind and weigh both sides to 
the question before making your decision. All really that the truckers are ask- 
ing for is a fair fight and a fair chance at the industry and not for e\erything 
to be one-sided. 

Sincerely, James E, Crenshaw, 


Erie, Mich,, March 25, 3961. 

Peak Sir; When you ran for election if a rule that said 11 Democrats win with 
50 votes and Republicans must have 75 or vice versa, would each of you have an 
ennui chance to win? That is what my husband as a trucker faces when he 
must haul cars as first-class freight and trains haul third- and fmirthK'lass 
freight lie hasn't worked but a month and a half out of 8 months. I m sun it 
waa designed to help the rails but let us find a better way than -human 
which is Just what this section 15a (3) has brought about, W hen whole soitlon.^ 
of the trucking Industry is fed to this "Iron monster' as a tonic, you can imagine 
the thousands of people going without proper medical car^food, schooling, and 
inanv other necessities. My husband worked for All, Wixom, Mich., for 8 
years Now lie's unemployed, Would you correct this situation while there is 
* ill time. May God lead you i« your work. Mm E ^ a Hearst _ 


New Haven, Ini*., March 22, 1961. 

Senator Gale W. McGee, 

U.8' Senate BuUdinff, 

Washington, D.C. 

Honorable McGee: The proposed amendments of section 16ai8) were read to 
us at the last meeting of the Trueknwoy Wives (National), Inc, Me are au 

in favor that the amendment l>e enacted. t ^ . TF 

I am the wife of a truckdrlver hauling piggyback trucks. If ive do not get 
some legislation soon to stop the railroads on objeettonahteTates teeause tht 
ICC lias permitted It. and delay hearings to prevent it, my hushaniudlJ^oon 
he among the many thousands now out of work. It will mean lie will le too 
old to get another job and too young to retire. It will also mean be \m 
have health insurance or his pension fund. ^ T11 „ „ nW v fln 

He is only one of thousands in this predicament. Like an 
letter this situation goes on to affect the welfare of the whole Nation. I ll - 
station, motels, restaurants, hotels, tire industry, truck; manufacturing, repair 
shops, and every taxpayer in the Nation will soon feel the squeeze 

In 1050 total revenue from motor fuel, vehicle registrations, and jnjtor tflr 
rier taxes was $5.1 billion. If this source is shut off it will be taken from the 

'■‘ttvTum’fertVtatt* President Kennedy is making a grave etrorto ask “ 
increase in tariffs on trucks. They are already overburdened. This bill "liould 
be voted against, I would appreciate hearing from you about this, as to your 
ideas and what if anything is being done about it. 
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W(* are a group of women who have organized to get some legislation for 
our husbands who are still left in the trucking industry, and to help put those 
back to work who are Laid off through no fault of the companies where they 
worked* in just a few weeks this organization has grown into a national 
thing. It is nonunion. mmpollticnL 1 assure you there is going to be thou¬ 
sands of women who will t^e welt informed as to how those holding offices have 
voted by the next election, we in turn are educating our husbands as we learn 
who is doing what, many of them are already attending our meetings as guests 
to get Information. We have already decided come next election to vote for 
what a man has done not what his j>olitres are. 

Yours sincerely 

Wiloa Wei or. 


Pittsburgh Plate Glass Co.. 
Cheyenne, Wyo* t April 3, 1961. 

Re hearing on piggy back hauling by the railroads. Cheyenne, Wyo., April 10. 

1901. 

U.8. Senator Gale w. McGee. 

Senate Office Building, Wax hi ns? ton. D.C. 

Beak Senator McGee: Attached is a copy of a letter I have just written on 
the above subject Our position is very clear in that the Government has asked 
the railroads to become competitive. Now that they are, they should be allowed 
to remain competitive. We have weakened our domestic basic industries too 
much already. 

Yours very truly, 

V. B. Spring, Manager. 


April 3. 1961. 

Re Senate hearing on piggyback hauling by railroads, Cheyenne. Wyo,, April 10, 

mn. 


Subsurface Transportation Committee, 
Interstate and Foreign Commerce Committee, 
Senate Office Building, Washington, B*C* 


Gentlemen : I am writing you this letter expressing our opinion as a user 
on the above problem and trust you will make it a part of the above proceedings, 
Pittsburgh Plate Glass Co. operates a warehouse in Cheyenne, not on rail 
trackage, at 2010 Bast 13th Street. Wo employ on the average of 25 people 
the year around at this location. We have a great many of our shipments 
delivered by piggyback as we combine the lower rail rate with delivery to our 
door. The savings to us over full truck rate or in full rail rate are considerable, 
considering we are not on trackage. 

With the eomiKditlve situation we ore faced with, we must take full advan¬ 
tage of any savings possible if we are to remain in business. May I call your 
attention to the statement of Mr. Robinson F. Barker, vice president, Pittsburgh 
Plate Glass Co., before the U.S, Tariff Commission hearing on sheet glass, 
March 15, 1961, 

Yours very truly. 


Y. B, Spring, Manager . 


Union Pacific Railroad, 
Cheyenne, Wyo., March 7, l$6h 

Hon. Gate W. McGee, 

17,5, Senate Office Building, Washington, B.C, 

Dear Gale: I telephoned you Inst week and in your absence, talked to Mr, 
Joe Davis about a report we had in connection with the possibility of Senate 
committee hearings as a result of the action of the Teamsters in protesting 
railroad piggyback service. 

1 would appreciate very much your office advising me in the event hearings 
are arranged, especially date of hearing in Wyoming. I would also appreciate 
a copy of any bill that might be introduced to, in any way, change regulations 
affecting piggyback service, 

Mr, John Loomis sent you the Association of American Railroads' circular, 
“Fallacies About Piggybacking and the Facts, n which 1 believe well outlines the 
railroads" viewpoint and I hope will be helpful for your Information and tile. 
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I find because of the action of the Teamsters, the railroaders in this area 
are showing increased interest in this matter of piggyback service. Attached 
is an article bv the Railroad Tardmasters of America, which seems to explain 
the railroad labor viewpoint. The attached editorial also raises a good question. 

With kind personal regards, 

Sincerely yours, 


[From the Wyoming State Tribune, Mar. 6. 1901] 

The Fight on Piggybacking 

On the basis of some contracts already negotiated, Jimmy Hoff a’s Teamsters 
Union will collect $5 from the shipper for each truck trailer carried piggyback 

measure of Just how tough Uoffa is going to be 
to halt the rapid growth of piggybacking, a combination developed ^ilroads 
that utilizes the truck from the shipper to freight yard and the steel rails instead 

of the highway for eity-to-city haul. ... 

'The device is taking a lot of business away from the truckers. It seems like 
a fair turnabout. For years on end now the truckers have been takiug business 
away from the railroads, in wholesale lots. f . 

It s competition, with a capital “C.” Bat Mr. Hoffa is colng to try to wreck 
it—not by becoming more competitive—but by exacting fees, or by legislation, 

or bv some other means. . , a 

Think a bit about that $5 fee business. How that idea can spread if it takes 
root The barber could collect each rime we shave ourselves, i he restaurant 
could bill us for every meal we cat at home. The cabdrivers could nick our 
pocketbook every time we drive the family car downtown. 

We would be there too, with our hand out, every time a potential reader 
takes some news—dug up by the newspapers—off the radio or TV. 


[From the Railroad Yardmaater. Jnmmry-February 19G1] 

Brief Comment by Our President—Railroad Yardmahters of America 

Piggyback has been the means of returning to the rails a very considerable 
amount of traffic more recently transported over the highways by trucks, (fid 
records show this sort of thing was used long before there was such a thing ns 
a motorized truck, or concrete highways upon which to operate such motorized 
vehicles. The Teamsters Union through the magazine the International 1 eamster 
has been making a great fuss about the adverse effect on its membership of 
the return of this traffic to the rails. The union acknowledges the growth of 
Piggyback to he “fantastic” and, correctly, that it is on the increase, and. we 
add, properly so. 

In their attack on the railroads in tills matter, the Teamsters do not tell the 
entire story by any means. They do not of course say that this movement of 
new automobiles, for example, was formerly railroad business, ami that the 
truckers actually caused it to be diverted to them from the railroads by way 
of changes in rates and service, which is the very means by which the railroads 
have gotten the business back to the rails. 

Fair competition in meeting the needs of shippers and bringing benefits to the 
public is what has resulted in this increased business for the railroads and 
there is not any sense to the barrage of propaganda by the Teamsters that piggy¬ 
backing is uneconomical. On the contrary, this is simply a selfish attitude on 
the part of that union which is asking—demanding rather—that the Government 
impede transportation progress. It all boils down to a question of who Is 
giving way and under rates liearing the approval of the Interstate Commerce 
Commission the appropriate authority. 

The Teamsters Union is not facing up to the economical facts of this highly 
competitive age when it seeks to pressure Congress and the Interstate Commerce 
Commission into holding hack transportation progress by imposing artificial 
restrictions against moving this traffic on the railroads. All forms of transport 
should have equal freedom to compete for the transportation business of our 

country* 
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This attitude by the Teamsters Union is a direct attack on the jobs of railroad 
men. This service provides traffic and gives more work for railroad employes. 
The Teamsters Union is trying to wipe out this railroad employment. It is 
urging its uieuitiers to put pressure on Congress to pass legislation that would 
curb this competition. But this improvement, this progress in railroad trans¬ 
portation by the use of improved freight equipment gives the shipper what he 
wants and it gives it to the shipper at rates arrived at under fair competition. 

Naturally no one wants to see employees lose their Jobs, but it is an indis¬ 
putable fact that over the years railroad employes have seeu their jobs dwindling 
because of decline in freight traffic resulting to a considerable degree directly 
from the loss to the trucks of this traffic which is, at last, being returned to the 
rails and now when our better service to meet the needs of the shippers brings 
this once-lost traffic back to the rails, railroad employees can properly (and 
should) stand up and challenge any unfair criticism directed to the railroad 
service they are providing for these satisfied shippers. 

Railroad employees in all jwirts of the country have an obviously direct interest 
in this situation: many of their jobs are at stake and they should not hesitate 
to let their Senators, their Representatives In the House, their Governor, legis¬ 
lators and other public officials know the facts in this situation. 

We send directly to our membership additional information on this subject, 
one that is vital to their welfare. 


Lara m ik. Wyo.. March 9 . 1961. 

Senator McGee: I am against Mr. Hoflfa’s attack on the railroad piggyback 
service. 

This business was railroad business for many years, so why should he com¬ 
plain when we are trying to get the business hack on rails again. 

The railroads should be allowed to compete and not be restricted by so many 
regulations that prevent it. 

Other carriers are not paying their fair share of taxes now, that enable them 
to operate on our highways. 

Billy Brown. 


Rawlins, Wyo., March Jo, 1961. 

Hon. Gale W. McGee, 

Senate Office Building, Washington, D.C. 

Dear Sir: As a railroad employee, I am very much concerned with the cam¬ 
paign being conducted against railroad piggyback service. 

1 believe that wherever railroads can move automobiles or other goods more 
efficiently and economically than trucks do, they should he given every oppor¬ 
tunity to do so, not only in piggyback service, hut in all other areas as well. 

Railroads should lie free to compete for their share of the transportation 
business without being subject to discrimination. 

Your support to this end will he appreciated. 

Very truly yours, 


W. II. Ford. 
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Raw tins, Wm f J/oro/i 10, 1961 . 

Hon. Gale W. McGee, 

Senate Office Building, Washington, D,C, 


Dear Sir: A* a railroad employee, I am very deeply concerned with the cur¬ 
rent campaign being conducted against railroad piggyback service. 

Railroads should be free to compete for their shore of the transportation busi¬ 
ness without being subject to discrimination. Wherever railroads can move 
automobiles or other commodities more efficiently and economically than trucks 
do. they should he given every opportunity to do so. 

Your support iu defense of railroad piggyback service will be appreciated. 

Very truly yours, 


Violet M. Radakovich. 


Rawlins, Wyo., March 10 t 1961. 

Hon. Gale W McGee, 

Senate Office Building , Washington t D.O , 

Dear Sir: 1 am a railroad employee, and I am very much concerned with 
the current campaign being conducted against railroad piggyback service* 
Railroads should be free to compete for their share of the transportation busi¬ 
ness without being subject to discrimination. 

I would appreciate anything that you can do to help the railroads retain 
and develop this piggyback service. 

Very truly yours, 


C. H. Johnson. 


Evanston, Wyo., March 10, 1961 . 

Hon. Gale W. McGee, 

Senate Office Building, Washing Urn, DC, 

Dear Sir: 1 have worked for the railroad for the past 2.1 years, and I am 
deeply concerned with the current campaign being conducted against railroad 
piggyback service. 

1 would appreciate anything that you can do to help the railroads Iu keeping 
and developing this service. 

Very truly yours, 


J. 1. McPhie, 


Rawlins. Wyo., if arc A10, 1961. 

lion. Gale W. McGee, 

Senate Office Building, Washington, D.C. 


Dear Sir: As a railroad employee, lam very much concerned with the current 
campaign being conducted against railroad piggyback sendee. 

I believe that the railroads must be free to compete for their share of the 
transportation business without being subject to discriminatory laws. If rail¬ 
roads can move automobiles and other goods more efficiently and economically 
than trucks do, they should he given every opportunity to do so, not only In 
piggyback service but in all other areas ns well. The general public and every¬ 
one will gain. 

Your support in defense of railroad piggyback service will be appreciated. 

Very truly yours, 


W. F. Conner. 


Rawlins, Wyo.. If one* 10,1961 . 

Hon. Gale W. McGee, 

Senate Office Building, Washington , D.C. 

Dear Mr. McGee: I cannot understand why, in a country like onrs. built up 
under a democratic system of government and competitive basis of business, 
business from the smallest one-man stand to our giant Industries have slid back to 
where they all want legislative action against competition. 

In the case of our railroads, this ty|>e of legislation has been the major cut¬ 
back in employment, along with automation or pushbutton type of railroading. 
In the past 20 or more years, the railroads have been kept out of direct com¬ 
petition by this type of legislation and redtape, I feel that the railroads should 
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be permitted to compete with all types of transportation, especially when such 
transportation is operating under Government subsidy. 

In the piggyback case, the railroads have not only saved the public millions 
of dollars by preventing accidents on the highways already crowded by big 
trucks, but have, in fact, saved many lives by transporting the trucks on trains 
to their destinations. This can be proven by checking all the accidents on our 
highways today; there is usually a truck directly or indirectly involved. 

I believe that letting the railroads compete will give many of the men with 
20 or more years* seniority, now cut off. a job. 

At this time I wish to thank you on your stand on our wilderness bill. I 
would also like to see you sponsor a multiple-use bill for our public lands now 
under Bureau of Land Management. Their interpretation of multiple use at 
present seems to be two or more grazing leases fenced to discourage and confuse 
the public as well as game. 

Yours sincerely, 


H. L. Trejo. 


Wyoming State Legislature Committee, 

Laramie , Wyo., March 8, 1961. 

Hon. Gale W. McGee, 

U.S. Senator , 

Washington, D.C. 


Dear Sir: I understand that the Teamsters Union is asking the Interstate 
and Foreign Commerce Committee of Congress for hearings to curb the rail¬ 
roads of the country, in their piggyback operations, of automobile transportation. 

I believe their main objections to piggyback oj>eralions is that they will lose 
several thousand jobs, but they do not take into consideration the amount of 
railroad men that have lost their jobs through automobile transportation by 
truck transport. 

I believe that the railroads should be allowed to compete, at least on equal 
basis, with the trucking industry and under the free enterprise system, are 
entitled to all the business they can get. 

Will you please support the railroads, and railroad labor, on any hearings, 
or legislation tending to curb the piggyback operation that has or will come 
before Congress. 

Very truly yours. 


Cecil M. Caldwell, 
Secretary-Treasurer. 


Rawlins, Wyo., March 9,1961. 

Hon. Gale McGee, 

Senate Office Building , 

Washington, D.C. 


Dear Sir: As a railroad employee, I am very much concerned with the current 
campaign being conducted against railroad piggyback service. 

I believe that railroads must be free to conq>ete for their share of the transpor 
tation business without being subject to discriminating laws. Wherever rail¬ 
roads can move automobiles or other goods more economically and efficiently than 
trucks do, they should be given every opportunity to do so. 

I would appreciate your supi>ort in defense of railroad piggyback service. 

Very truly yours. 


W. It. Tuel. 


Evanston, Wyo., March .9, 1961. 

Hon. Gale W. McGee, 

Srnate Office Building. Washington. D.C. 

Dear Senator: As you know. I am a railroad employee, and former union 
representative, and am much concerned with the current campaign being con¬ 
ducted against railroad piggyback service. 

Railroads should he freed of the discriminatory rates in ICC regulations; 
whenever they are able to move commodities at a cheaper rate than other forms 
of transportation, they should be allowed to do so. The general public and 
everyone gains. 
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The future of the railroads is at stake, and any support in defense of laws to 
permit railroads to coinjiete with other forms of transportation will Ik* appro- 
dated by me and my coworkers. 

Kindest personal regards. x W . Stosebbaker . 


Rawlins, Wyo., March 9, 1961. 

Hon. Gale McGee. 

Senate Office Building, Washington, D.C. 

Dear Sir: As a railroad employee. I am vitally interested in the campaign be¬ 
ing conducted against railroad piggyback service. 

I believe that wherever railroads can move automobiles or other goods more 
efficiently and more economically than trucks do, they should be given every 
opportunity to do so. not only in piggylack service, but in all other arena as well. 

Railroads must be free to compete for their share of the transportation busi¬ 
ness without being subject to discrimination. at _ . . . 

I therefore respectfully solicit your support iu defense of railroad piggyback 

service. 

Very truly yours, „ _ 

May McFeeters. 


Laramie, Wyo., March 7, 1961. 

Senator Gale McGee, 

Senate Office Building, Washington , D.C. 

Dear Senator McGee: As a railroad man and a private citizen, I want you to 
know that I and my family are definitely against Mr. lloffa’s attack on the mil- 
road piggyback service. 

For many years the railroads had this business of hauling automobiles, etc., 
and I have seen many jobs lost because this business was lost to other carriers, 
some due to the fact that the railroads have been shackled by unfair regulations 
that permitted other carriers to obtain this business; now, because the rail¬ 
roads are back In competition, they are calling on the Government for help; I 
believe in free enterprise and competition and if the railroads can deliver and 
haul this material at a more economical and faster service I believe they should 
be allowed to do so, at least let them compete with other carriers in a fair 
manner to everyone. 

1 don’t believe the other carriers are paying their fair share in taxes as com¬ 
pared with the railroads, who have to maintain their own highways, stations, 
etc., where the other carriers operate on highways maintained by your taxes 
and mine, and I think this is unfair. 

I urgently request that you do all in your power to see that the railroads 
are given a fair shake and be allowed to compete with other carriers in a 
fair and equal manner. After all, I have to work and pay my taxes also. 

Sincerely yours, _ ^ w 

Cleo G. \\ ard. 


Green River, Wyo., March 6. 1961. 


Hou. Gale McGee. 

Sir: I would like to bring to your attention the vicious attack Mr. Iloffa is 
conducting on the newly developed service namely piggyback hauling. 

No one has ever did any good for our country by stauding iu the way of 
progress, be it missiles or a form of transportation. 

We the people of Wyoming have faith in you to render good judgment or 
we would not of elected you to your present position. 

I am sure you would like to hear the voice of the people you represent. 

Mr. James Hoffa should heed the words of President Kennedy’s inaugural 
speech about those that ride to power on the back of a tiger. 

I for one urge you help take action to hold Mr. Hoffa in check and not let his 
doubletalk and threats bring any bearing on your decision and judgment. 


Yours sincerely. 


K. I). Morgan. 
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Cheyenne, Wyo., March 4 , 1961. 

Hob. Gale McGee, 

U,$. Senate, Senate Office Building, 

Waihingtim, B.C. 

Dear Senator: I am writing to you at this time concerning the current con¬ 
troversy prompted by publications of the Inter nation til Brotherhood of Team¬ 
sters. This is opposed to modern means of transporting automobiles by rail 
rather than on highway tracks. 

As you are aware, after the Second World War f the railroads lost a great 
majority of this business because the highway carriers delivered a more desir¬ 
able service. This was a contributing factor in the great loss of employment in 
the railroad industry. And this traffic remained with the highway carriers as 
long as there was nothing better for the patrons of American transport. 

Now again through the advancement of technology and through the American 
form of freedom in business enterprise, these patrons in transportation are hav¬ 
ing a choice in shipping their product In a more modern manner which stilt 
offers the carrier a chance to make a profit. I feel certain that you will agree 
that in our country there should he no penalty to a person or n company for 
choosing to use one form of transport over another any more than you or I 
should be penalized for our purchasing one item In favor of another. 

The officers and membership of the IRT have charged our Interstate Com¬ 
merce Commission and railroad management of being partners In bringing hard* 
ship Upon the trucking Industry, This is not a fact. We are still privileged in 
this country to have functional laws, integrity in government, and generally 
good management m business. I feel that if the railroads In regaining this 
automobile traffic had violated any law, then certainly, lifting regulated to the 
degree that they are, they would have been instructed to cease any practice 
which violated the law. However, from what r read, the IBT would disregard 
the rate provisions of the Transportation- Act of IUIjS and have the ICC order and 
maintain “umbrella” rates to protect their interest at the expense of the patron 
and others in the transportation industry, 

I am pleased to have Hi is opportunity of registering with you my opposition 
to any restrictions of lhe railroad industry being asked by the IBT and would 
ask you to support only a position of furthering complete freedom to compete 
for America’s transportation dollar by those industries in the transportation 
business. 

Sincerely yours. 


Lawrence R. Titgrngcw, 


Cheyenne, Wyo„ March 3, 1961. 

lion. Gale McGee, 

VJ3. Senator, Wyarning. 

Senate Office Building, Washington, D.C. 

Dear Senator McGee: As a former student of yours and graduate of the 
University of Wyoming, it is with pride that I can address this to you, a 
member of the Senate Committee on Interstate and Foreign Commerce, 

Having an employment relationship in the administrative department of one 
of the Nation's finest class I railroads, it is with growing concern that many 
of our people view our position in relation to that of the heavy trucking indus¬ 
try mid the methods used by it in absorbing all the practical advantages of 
Federal rules and regulations. Tn the post months, the railroads of this Nation 
have been fighting to regain lost traffic against almost overwhelming odds. To 
anyone who has not given particular attention to the situation, there probably 
appears to be no apparent problem : however, with little research one can notice 
how railroad service has been curtailed with the resultant shrinkage of pay¬ 
rolls during the past 10 years. 

Since railroads are public utilities their activities, as you well know, are 
almost entirely policed and controlled by the interstate Commerce Commission, 
It is understandable that the Commission also governs policies of the other 
modes of public transportation in a like manner and is, therefore, the recipient 
of criticism from all who are so governed. Be that ns It may, when enough 
pressure Is brought t« bear upon this body. It is bound to be influenced and we 
feel that a great amount of pressure will be applied in the near future by the 
Teamsters Union along wilh some small trucking firms. Their prime target will 
be piggyback trailer hauling by the railroads of America. 
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With the passage of the Transportation Act of 195S there has been noticeable 
progress made in the developing of more competitive freight: rates and sched¬ 
ules which are all for the benefit of the consumer. In keeping with new de¬ 
velopments for achieving better service at lower costs, the railroads of America 
have introduced piggyback service. Briefly, piggyback means transportation 
of truck trailers on railroad flatcars. This new service has met with enthusiasm 
and is growing bigger and better with every passing day. 

Quite naturally, the removal of trucks from the Nation's highways is rapidly 
becoming a thing of great concern to the Teamsters, Undoubtedly, they will 
agitate Congress and the ICC for assistance. They have enjoyed their suc¬ 
cess in the past by absorbing traffic that was originally hauled by rail and it 
will take little imagination to see what the reaction will be now that the 'shoe 

Is on the other foot.” _ _ * 

Mr, Senator, we who are employed by the Nation's railroads, implore you and 
your constituents, to respect the rights of free competition. Do not lie falsely 
impressed by claims that the piggyback rail hauling service Is wrong. The rail¬ 
road system in America has been suffering long enough to allow other so-called 
infant industries to get on their feet. 

We will all appreciate your highly respected support in consideration of this 


matter. 

Yours very truly, 


Thomas J. Htx, 

S t a tin tic ton , Union Pa eific. 


Denver, Colo., March ft, 1961 {Received). 

Hon. Gale McGee: 

1 am ati employee of the Union Pacific Railroad here in Denver, and being 
the U P Railroad serves Wyoming, I selected your name on the Senate Com¬ 
mittee on 1 nterstate and Foreign Commerce to write to, 

I have read with alarm several articles, the gist of which deals with the 
Teamsters Union and their plans to curb, if not eliminate, the piggyback service 
the railroads of the United States are now giving to their shippers, I have 34 
years railroad service, and know" what It means to be laid off. I am proud to see 
the railroads of this Nation wake up. go out after the freight business, and give 
the shipper excellent service tailored to his requirements. When the trucking 
business expanded, it took away from the railroads a lot of the freight they had 
previously handled. The railroads, due to loss of revenue, laid off many men, and 
now when the railroads want to compete for the business, the Teamsters cry 
"unfair,” Let's give the railroads the “green board” and I say, the more piggy¬ 
backs the better. Clear our highways of the trucks. 

Sincerely, _ ^ _ 

Maurice L. Kunde. 


Toam noton, Wvo„ 

March $, 1961. 


Hon. Gale McGee, 

Senate Office Building, Washington, D.C. 

Dear Senator McGee : Being aware of the pressure being brought to bear on 
our Congress by the Teamsters Union regarding their attempt to outlaw our 
so-called piggyback transportation of automobiles and other kinds of freight, 
T would urge yon to do your utmost to keep this business on the rails and off 
the highways. This type of commodity originated with the railroads and It 
rl gh t full v belon m to tbcm and not to th e trncki ng in d nstry, 

T am sure you will let your better judgment decide which Is best for our 
country. 


Respectfully yours, 


Caul E. Hansen. 


Union Pacific Railroao Co., 

Pine Bluffs, Wpo. f March 3, 196L 

Senator G ale McGee, 

Senate Office Building, Washington, D.O. 

Dear Sir: We wish to fight the Teamsters Union headed hy Mr. James Hoffa 
who is fighting the railroads. Because the Teamsters don't Install and maintain 
our highways through our great State of Wyoming. 






PIGGYBACK TRANSPORTATION 


2(34 


Aud the railroads must and do install and maintain their own rights-of-way. 
liy, then, should not the railroads be allowed to compete for their share of the 
transportation business without being subjected to unfair attacks by the Team¬ 
sters and biased regulatory agencies who permit their competitors to invade the 
field of transportation unfairly and tear up our public highways which the rail¬ 
road tax dollar must help to maintain. 

^ Many thousands of rail jobs have been eliminated by the growth of trucklines. 
The railroads have already suffered from burdensome regulations which permits 
them, in many cases, from enjoying their inherent advantages. 

That is why we are writing to you sir on account our jobs are in jeopardy if 
you let Mr. Iloffa fight the railroads of our Nation and Interstate Commerce 
Commission. So fight this man against any Government assistance to his union 
the Teamsters. We are depending on your representation on account we cannot 
fight him ourself. So fight and fight him. 

Respectfully yours, 

A. E. McCabe, E. T. Wolfert. J. II. Smith, R. E. Sayers, J. R. Sayers, 
C. A. Wise, W. P. Behrends. Murrin Keenan, C. F. Kohli, P. D. 
Medina, Max Roa, Francis Spier, Jesse Villegas, J. R. Walker, 
Lester Wood. H. I*. Garcia, Jr.. It. S. Haines, R. D. Wood. 


Cheyenne, Wyo., March 7, J96L 

lion. Gale W. McGee, 

U.8. Senator , 

Washington , D.C. 

Dear Senator McGee: As a citizen and taxpayer, as well as railroad employee 
for better than .30 years. In the States of Nebraska and Wyoming, I solicit your 
help to oppose the Teamster Union efforts to destroy piggybacking on the Na¬ 
tion’s railroads. 

Obviously the railroads are merely showing once again that they are the back¬ 
bone of our Nation’s transportation service and that the awesome efficiency of 
the steel wheel on steel rail is unbeatable. But along comes the Teamsters* 
Union and some trucking companies with a massive attack on this modern 
service. 

We have seen many hundreds of rail jobs in the State of Wyoming, which 
are so important to the economy of this State, eliminated by the growth of the 
truck lines. We are now regaining some of the business that we lost, by our 
own efficiency and aggressive effort of the railroad workers doing a sui>erb job 
of providing efficient and economical transportation under management that 
seeks new business tinder competitive conditions. 

The railroads must ami do install and maintain their own rights-of-way. Why 
then, should not the railroads be allowed to compete for their fair share of 
the transportation business without being subjected to unfair attacks by the 
Teamsters, who in my opinion are invading the field of transportation unfairly 
and tear up our public highways, which the railroad tax dollar must help to 
maintain. 

I trust I may depend on yon to assist in any means at your command to the 
end that we may he assured of safe, economical, and efficient transportation in 
this State ns well as the Nation. 

Sincerely, 


E. L. Cochran. 


(The following communications were subsequently submitted for 
the record:) 


Statement of T. V. Breitf.nbkck, Traffic Manager of the National 
Automobile Transporters Association 

My name is T. V. Breitenbeck and I am traffic manager of the National Auto¬ 
mobile Transporters Association, with its principal office at 1616 P Street, NW., 
Washington, D.C. My own office is located at 23. r >6 First National Building. 
Detroit Mich. This is a nonprofit association, composed of voluntary members 
who are engaged in the transportation of automobiles and other motor vehicles 
under certificates of public convenience and necessity or permits issued by the 
Interstate Commerce Commission. With few exceptions these carriers are not 
authorized to transport any other commodities and must rely entirely upon auto¬ 
mobiles to meet their cost of operation and provide a reasonable profit. At the 
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recent Rearing In Cheyenne, Wyo., April 10, 1901 there were various matters 
d 1 scussed w h Ich seem ed to requl re d a r i ti ca ti t m, They a re ns fol 1 o ws: 

(1 j when automobiles are transported by the railroads in piggyback service 
the rail car must return loaded with two empty trailers. Where bilevel or tri¬ 
level rail cars are utilized* these cars are not adaptable to other loading and, 
therefore, must lie returned empty. Consequently, the revenue jier ear-miie on 
this trathe must he computed cm round-trip mileage. Furthermore, the rail 
tariffs on piggyback service undertake to return the empty trailers and the 
published rates cover the round-trip movement of loaded trailers in one direction 
and empty trailers on return. Mr. Shu waiter presented an exhibit showing a 
movement from Proviso, JH., to Cheyenne, Wyo,, on piggyback service with a com¬ 
puted revenue of 66 cents per car-nil le. However, this was computed only on Hie 
one-way mileage and the actual revenue is only 33 cents per car-mile. Similarly, 
where he showed revenue on trilevel service of 85,4 cents per car-mile, the true 
revenue is only 42.7 cents, 

12) The railroads attempted comparisons between rates on automobile parts 
ami those on new automobiles which were equally misleading. The published 
rail rate on trilevel ears from Detroit to Los Angeles is £2,104 for the transporta¬ 
tion of automobiles. These car s will load 15 compacts, and thus the rate is £150 
per vehicle. Similarly, the published trilevel rate from Kansas City to Los 
Angeles of $l,7i>4 produces a rate of $115 per automobile computet! at 15 auto¬ 
mobiles to a trilevel car. Apparently, the railroads utilize the boxcar rates on 
automobiles in making their comparisons, hut this rate is meaningless because it 
does not move any automobiles. Actually, the existing rates on piggyback and 
trilevel cars produce no greater revenue to the railroads than the automobile 
parts and in many cases produce substantially less. We are reliably informed 
that some of the automobile manufacturers have already demanded that the 
railroads riKluce their rates on parts to a level comparable with the depressed 
rates on automobiles, and this will result in a further unnecessary reduction in 


rail revenue, . _ „ . _ ., „ 

(3> The initial effect of the selective rate cutting on automobiles by the rail¬ 
roads was to divert traffic from the motor carriers, but now the railroads are 
waging a competitive fight between themselves which is becoming increasingly 
severe For example* initially a rather substantial quantity of automobiles were 
moved from Proviso, III, to Cheyenne, Wyo. via rail and thence via truck to 
final destinations in the West, However, other railroads have now published 
competitive rates via sill-rail from Detroit to Oakland, Calif,, Detroit, Chicago, 
and Kenosha, Wis. to various railheads in Montana, Colorado, Washington. 
Oregon, and several California points. The publication of these rates will divert 
most of the automobile traffic: previously moving through Cheyenne find will dry 
up practical]? all of the revenue now accruing to the Stale of Wyoming from 
truck licenses, mileage and fuel taxes paid by the motor carriers who have been 
providing the connecting service at Cheyenne. This process of diversion from 
one railroad to another has already set In and it has now become clear that all 
of the railroads will unnecessarily suffer revenue tosses as a result, 

(4) The rail carriers themselves can see that they have already diverted 

approximately 1 million automobiles annually which previously moved via 
highway and make no secret of the fact that they are out to capture 70 percent 
or more of the automobile traffic. <For example see February issue of Modem 
Railroads, p. 53.) As a result, the motor carriers have already laid off more 
than 4,000 highway drivers in the past year, a reduction approximating -0 to 
25 percent, and more than 5.000 automobile tractor-semitrailer combinations are 
idle. By comparison, the nature of railroad operations is such that most Of this 
Traffic is simply moved on existing trains and does not result in any added 
employment of railroad employees, — 

(5) The rates now being published by the railcarriers on automobile traffic 
moving either in piggyback or trilevel cars are generally abandoning the estab¬ 
lished principle of rates per hundred pounds. Instead, a flat charge per car¬ 
load is being established regardless of the weight of the individual automobile 
or the total weight of the carload. In a recent proceeding before the Interstate 
Commerce commission it was shown that this results in revenues per car-mile 
on automobiles which are no higher than revenues per car-mile earnedI on bate 
salt or coal. For example, from Detroit, Mich., to Jersey City, N T., the rate, 
on salt produce n carload revenue of $348, or 55.15 cents per car-mile, while 
the piggyback rate on automobiles is $334.50 for the movement of automobiles 
from Detroit to Jersey City and the return movement of the empty trailers. 




PIGGYBACK TRANSPORTATION 


2G6 


This produces a mil revenue of 58 cents on the one-way miles but actually 
only 2QY 2 cents on the total mileage. 

(0) Traditionally, both the rail carriers anti the Interstate Commerce Com¬ 
mission have recognised that many low-grade commodities such as salt and coal 
are not capable of bearing their fair share of the railroad overhead cost 
Consequently, many of these commodities move at so-called out-of-pocket cost or 
slightly above. On the other hand, high-valued commodities such as automo¬ 
biles are fully capable of meeting more than their statistical portion of the 
overhead cost and these commodities must make op the major portion of the 
rail overhead coses. Thus, within the United States the ratio of rail revenue 
to fully distributed cost in the transportation of automobiles has been almost 
double that of commodities such as coal and salL However, cost studies which 
have recently been made on the automobile rates now being published by the 
railroads show that these rates are generally returning no more than out-of- 
pocket cost plus a portion of the overhead burden equal to that of low-grade 
commodities. While It is true that these low-grade commodities generally can 
be loaded much heavier to a carload than automobiles* this does not appear to 
offer any sound reason why a carload of a high-valued commodity such as 
automobiles should return no more revenue than that of such low-grade com¬ 
modities as coal and salt. This is particularly true In view of the fact that the 
automobiles require a rail cur 85 feet long compared with the low-grade com¬ 
modities which use rail cars from 40 foot 0 inches up to 50 feet long. 

(7) The railroads have attempted to argue that if they are required to raise 
their presently reduced rates on automobiles they would also have to raise 
rates on basic commodities such as wool, soda ash. wood chips, etc. This is 
clearly fallacious. As previously shown* all existing concepts of ratenmking 
recognize the value of servk^e as an important factor anti a commodity such 
as automobiles having a high value (in this case about $1 per pound) lias 
traditionally carried much higher rates than that on low-valued commodities. 
Thus, automobile rates from Detroit have previously ranged from 75 percent of 
first-class upward while the selective rate cuts recently published by the rail¬ 
roads have reduced this level to approximately 20 to 40 percent of first-class* 
or substantially lower in the classification scale than commodities such as glass* 
pipe, graphite, paper, rough engine parts, castings, forgings, and many agri¬ 
cultural uud forest products. These reduced rates on automobiles cannot possi¬ 
bly provide a proper return for such a high-valued commodity and caunot carry 
any substantial portion of the rail carriers* overhead burden which has been 
traditionally shifted from low-grade traffic to such high-valued commodities. 
Thus, It will be necessary to Increase the rates on the low-valued commodities 
In order to carry this overhead burden which can no longer be carried by these 
extremely low rates on automobiles ranging from 20 to 40 percent of first-class, 

(8) The growth of the motor carriers in the transportation of automobiles 
was not achieved through cutthroat ratemaking by the motor carriers. Obvi¬ 
ously* having no other traffic to transport* these carriers hud to make a profit 
on automobile traffic. The automobile manufacturers have repeatedly testified 
before the Interstate Commerce Commission that their substantial use of the 
motor carriers was because of superior service as compared with rail boxcar 
service and that they would pay a premium for truck service. These same manu¬ 
facturers have recently testified that rail piggyback or trilevel service has none 
of the disadvantages inherent in boxcar service and is just as fast or faster 
than highway service. Consequently, the manufacturers stale that the rail¬ 
roads have no service disabilities and they will pay no premium for truck 
service. Consequently, the railroads have no competitive necessity to under¬ 
cut truck rates and when they publish piggyback or trilevel rates 30 percent 
or more under truck it is apparent that the purpose is complete diversion of 
truck traffic* 

(0) While the motor carriers ore willing to work with the railroads in a 
coordinated service, they see no reason why the motor carriers and the rail¬ 
roads should engage iu cutthroat competition on such a high-valued commodity 
such as automobiles and for the benefit of automobile manufacturers who are 
well able to pay their fair share of the transportation burden. Where joint 
rates have been published* the motor carriers have generally received revenues 
comparable to that received in all-highway service. The motor carriers cannot 
subsidize automobile traffic by revenues on other traffic as the railroads are 
doing and the motor carriers cannot pass their overhead costs along to other 
commodities in the form of increased rates on such commodities, 

I sincerely appreciate the opportunity to present this additional data and 
hope that it will clarify the rather confusing and misleading data that was sub¬ 
mitted at Cheyenne, 
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State of Wyoming, 

Thirty-sixth State Legislature, 

House ov Representatives, 

April 19, 1961, 

I am Pets Zanetti, State representative from Sweetwater County, president 
of Zauetti Bus Lines, Inc, and Zanetti Riverton Bus Lines, Inc. I reside at 1000 
Clark Street, Rock Springs, Wyo, 

I wish to submit this statement to your committee its State representative. 

I was present at your subcommittee bearing concerning piggyback, in Chey¬ 
enne. Wyo. April 10, 196L The testimony and statements were very interest* 
ing, but the real issues, I feel were only touched. You repeatedly emphasized 
tlie important factors but I feel they were side-stepped by most of the statements 
presented. 

To me the Important questions are: 

1. Is piggyback aiTeetiug the national economy of the United States, if so 
will it continue to do bo In the future? 

2. Is piggyback an attempt by the railroads to eliminate the trucking indus¬ 
try, by using lower rates and losing money, and covering their losses with the 
higher rates of other commodities? Then when the trucking industry is non¬ 
existent apply for higher rates because of their low net profit on those items 
which they are hauling piggy back, 

3. Are the saving on the lower piggyback rates being passed on to the shipper 
and/or the consumer? If not, who is taking advantage of this situation? 

4. Is this a foot in the door for the railroads to enter into common owner¬ 
ship? It has been their desire to enter the trucking business for some time. 

5. Is unemployment increased substantially as a result of piggybacking? 
Or is the railroads employment increasing to compensate for the unemploy¬ 
ment of the truckers and associate businesses of the truckers? 

G. Is the ICC permitting the rails to nee lower rates, giving them an unfair 
advantage over the trucking industry, which is regulated as to size, height, 
weight, length, etc.? 

7, Will our national safety be endangered resulting from a reduction of the 
trucking industry? 

8. Are the railroads overt axed ns they claim? 

Question No. I. It definitely does affect the national economy, beginning 
with the auto transportation Industry, which is nt the present mostly affected 
hv piggyback* Taking 20,000 trucks and trailers off the highway has not only 
layed off 20,000 truckdrivers, but has touched on practically every other seg¬ 
ment of our whole economy throughout the United States. It has affected 
Che Federal Government ns far as revenue is concerned (fuel, taxes, taxes on 
tires, parts, equipment, etc.)- State government has been affected in the same 
manner. 

The unemployment has touched practically every field*—service stations, me¬ 
chanics, motels and hotels, eating establishments, tire manufacturers, parts 
manufacturers, truck manufacturers, steel Industry; you can name every type 
of business winch has been involved in unemployment. 

Question No. 2. Is piggybacking an attempt by the railroads to eliminate 
competition and the trucking industry? It could be, by using lower rates until 
the truckers are out of business, then apply for higher rates. 

Question No. 3. Are the savings on the lower piggyback rotes being passed on 
to the shipper and/or the consumer? To date the savings have not been passed 
on to the consumer. The auto transport companies that are using piggyback 
today are making an exorbitant profit because they are charging the truck rate 
and are getting the lower piggyback rate. This saving Is not passed on to the 
consumer even though the auto transportation truckers are dwindling out of the 
picture. The auto manufacturers have pretty well taken this over. They are 
making car delivery to the loading dock and contracting with the smaller auto 
transporters for unloading and delivering* still charging the regular truck rnte, 
so the onto manufacturer in this particular Instance is the one that Is making 
the profit by piggyback or use of trilevel oars. Now this is just part of the 
trucking industry going piggyback. Let us look at the other forms of piggy¬ 
back. Other commodity truckers, such as TIE, Consolidated, and other inter¬ 
state truckers, are also charging regular truck rates to the consumer from point 
of origin to destination. A statement made hy nn employee of PIE was: “They 
can ship a trailer from Denver to Chicago and hack to Denver for what It would 
cost to pay the drivers alone,” Now if these savings were all passed on to the 
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consumer, by law, most of these piggybacks would automatically go back on 
the highways. If the truckers could only charge piggyback rates from point 
X to point X, while on the railroad there would be no profit for the trucker, 
whereas If he were running on the highway he would still be making some 
profit aud he would undoubtedly put them back on the highway. 

The interstate carrier other than the auto transports have said very little for 
or against piggybacking because— 

(1) If they cannot charge any more than piggyback rates, while on the 
rails there would be no more profit, then they would be opposed. This is 
one of the areas they are afraid might be touched upon. 

(2) They are not in favor of all live plans of piggyback. Some of these 
plans will allow the private carrier to ship piggyback. When the private 
carrier realizes he can save hundreds of dollars by shipping piggyback, he 
will do so. Comiuinles such as Safeway, IGA, etc., who in most cases have 
their own tractors aud trailers for making deliveries to their own branch 
stores from their warehouses, are in a position to ship piggyback rather than 
ship by interstate carriers. This would be disastrous to the interstate car¬ 
rier. If private carriers go to piggyback the interstate carrier would be 
practically out of business. 

Question No. 4. Is this a foot in the door for the railroads to establish common 
ownership? Several years ago the railroads attempted to get permission to put 
on their own trucks for loading and unloading their merchandise shipj>ed by rail 
without having authorities of any type for their trucks. This was rejected. 
This might be another method for them to come in the back door and enter the 
trucking business. The piggyback has hurt many of the smaller truck operators; 
in fact, it has put a sizable numl>er out of business. It is very jwssible for the 
railroads at such a time to take advantage of this situation and use the small 
trucker w ho is nearly out of business. Offer him a few’ thousand dollars for his 
authority, which would look good to a small trucker at the i>oint of bankruptcy, 
thereby automatically putting the railroads iu the trucking business. 

Question No. 5. Unemployment: It is difficult to estimate the number of un¬ 
employed as a result of piggyback. The statement presented by the owner of the 
Oasis Service Station at Medicine Bow* (a town of a couple hundred population) 
show’ed a decrease of almost 50 percent due to the reduced number of trucks on 
the highway. Now if this w T ould affect a service station with a force of 25 to 30 
employees, reducing it to 10 employees, what effect w’ould it have on unemploy¬ 
ment from coast to coast? This is only talking about service stations. The in¬ 
crease of unemployment of other concerns who are indirectly connected with 
the trucking industry would be enormous, because the trucking Industry touches 
practically every phase of our economy. 

The railroads have admitted, except for a few clerical w’orkers, their employ¬ 
ment has remained the same. I am not speaking for or against piggyback. I do 
know’ that if the savings from piggyback were passed on to the consumer, the 
figure w’otild be enormous. If the savings were only $25 per automobile, with 4 
million automobiles being hauled, $100 million w’ould be put in the hands of the 
consumer, making it possible for them to spend for other commodities, therefore 
helping to stabilize the economy. It would also tend to create more employment. 

I do know that there is no other industry In the United States that would hire 
more people than the trucking industry, because for every truck on the high¬ 
way they must have a driver, for every 5 trucks a mechanic, for every 20 trucks 
a service station attendant, for every 25 trucks it means 1 more man for tire 
manufacturers, etc. The railroads add one more car to their train and employ 
very few* more, as they have stated. 

The railroads have complained about the trucking industry taking away their 
business, but if you look at their freight tonnage it has increased year after year 
regardless of the trucks, and through automation they have slashed their em¬ 
ployment year after year. 

Question No. fi. How the railroads use rate cuts to destroy trucking: The ICC 
permits the railroads to use lower rates, giving them an unfair advantage over 
the trucking industry because of these factors—the tracks are controlled by regu¬ 
lation. such ns the length, width, height, and w’eight per axle. lie is not allowed 
to pull double bottoms which would enable him to haul twdee as much with one 
driver and tractor. He is hampered by underpasses because of the low clearance, 
so all in all the trucker Is limited to what and bow much he can haul. On the 
other hand, the railroads are not limited by regulation as to height, weight etc. 
An to transports ore further restricted to the transportation of autos and other 
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motor vehicles and are not permitted to haul any other commodity. In most 
cases he can go loaded only one way because of this restriction. 

The railroads are now asking for bids from the truckers in various States, 
for loading, unloading, and delivering the railroad-owned auto trailers. The 
reason being, the intrastate trucker is not regulated by the tariff, so he can 
actually cut rates within the State, therefore hauling for much less than the 
interstate carrier. The interstate carrier is bound by the tariff so he cannot 
bid and haul for less, even on the short hauls. 

Question No. 7. Will our national safety be endangered as a result of reduction 
of the trucking industry? I know definitely it will because if the piggyback 
continues for a long period of time the tractors used for making short deliveries 
will not be maintained to make the long hauls. The tractors will not be replaced 
because on short haul jobs there would be no reason to replace with new ones. 
There would also be a large reduction of the number of tractors. In the event 
of a national emergency and our railroads were destroyed or traffic impaired, 
and the trucking industry had to start from scratch as we did in World War II, 

it could be disastrous. „ f . _ t 

Railroads are undoubtedly necessary and essential, but they are limited inas¬ 
much as they can only haul to designated points. The trucks are vital because 
they can transport and serve areas which cannot be serviced by railroads. In 
time of war It would be virtually impossible to supply all parts of our country 


‘ Question No. 8. Railroads were built upon a foundation of land grants and 
enormous cash subsidies: They have never come close to repaying the debts to 
the Government through lower rates. Finally the Government wrote off the debt, 
because of railroads’ cries of losing money and they were unable to pay the debt. 
The railroads are complaining of the enormous property taxes they are paying. 
They received the land free and if they don’t want to pay taxes on the land there 
are thousands upon thousands of us who would like to buy this land for a nominal 
price and be happy to pay the property taxes. The railroads just don’t want to 

sell the land. They can’t have their cake and eat it too. . „. 

If we take the trucks off the highways, somebody will have to be taxed to build 
highways, so the only place we could do this is increase the taxes to the railroads. 

The largest difficulty the railroads have Is in their passenger service, where 
they claim to have been losing money for years. I cannot see where they are 
losing money on the passenger service when all pullman cars are on a rental 
basis according to revenue derived from the number of passengers hauled. If 
one-half of these cars were drawn up and down the rails empty, it would not cost 
them a dime. The initial cost of the engineer, fireman, etc., would still be the 
same if they pulled 1 loaded passenger car or if they pulled 20. Take a look at 
their freight profits; It more than takes care of the losses, if any, of their pas¬ 
senger service. Congress should not brush this off but should stop using the 
railroads’ diagnosis and prescription for what alls them. The railroads are 20 
years behind; they should be advanced to the point where they could be using 
the monorail type of service, for faster and more efficient service. They do not 
advance or progress unless they are forced to do so. 

In conclusion, I ask that all angles of this situation be reviewed by the com- 
m it tee and given serious thought. We need the railroads, we need the trucking 
industry, we need more employment, we need security, we need competition. 


Thank you. 

Sincei ely yours, 


Pets Zanetti. 


Sets an Example of Higher Pat, Lower Costs 

In these days when U.S. corporations are crying that they can t compete with 
European manufacturers because they pay higher wages, an Italian firm, the 
Olivetti Co., has come into this country to show American managements the 

errors in their ways. . . ne 

There was a tii>off to the story recently when full-page newspaper ads In ns 
daily newspapers announced a new line of Underwood typewriters. But the 
interesting details were supplied last week by the Machinist, weekly paper of the 
Machinists’Union. _ .. 

When Olivetti bought control of Underwood in the summer of 1000. the com¬ 
pany was dving on the vine. The 2,500 workers at its Hartford. Conn., plant 
had gone through a period of no pay hikes. There had been a series of layoffs. 
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Mobilizing some $51 million in cash and credit* Olivetti brought in new ma¬ 
chinery and engineering techniques* streamlined operations, cut production costs 
by 50 percent* bolstered its service units in other ILS. cites. 

Also, it signed agreements with the Machinists* Union for two 5-percent in¬ 
creases in wages and other benefits for its Hartford employees and stepped up 
the plant’s work force to 3*300, 

Ugo Galassi* president of Underwood-Glivettl* told the Machinist that the 
key to future success is a simple one: ‘"Mass production. We won’t make big 
profits. We’ll make a little on each typewriter. * * *” 

Pointing out that production costs in the United States will compare favor¬ 
ably with those Olivetti has in Italy and elsewhere in Europe, Galassi asserted: 
“It's not true that higher wages in the United States are pricing American 
products out of the world market/’ 

He had something else to add* too: “You know, in Europe* there is less turn¬ 
over. We don’t lay off a man because inventories are too low. We like to talk 
about people value, instead of book value/' 


RuitMAN Chevrolet Co. t 
Laramie, Wyo. t April 7* 1B61. 


Senator Gale McGee, 

U.8. Senate, 

Senate Office Building * Washington* DM. 


Dear Senator: 1 have been thinking about the quotation “dealers who utilize 
the piggyback system of transport are ‘pocketing’ the savings in freight rates 
and not passing them on to the consumer/ 1 

Who are your advisers? Don't you know that the dealer pays the factory 
cash before the new car ever leaves the factory Including the freight? 

Do you know' about the Labeling Act on every new car? Do you know that 
we cannot specify how our cars are to be shipped? 

Dealers surely are not “pocketing*' very much of anything. The return on 
sales according to National Auto Dealers report for 19U0—was about 0,05 percent 
on sales. That is less return than most chain grocery supermarkets. How 
many business lines do you know of operating on such a thin margin? 

Why not take the shackles off Government regulations of the railroads and 
let them go after the freight business of all commodities on a basis of which¬ 
ever carrier can give the best service at the best price? The railroads furnish 
and maintain their own roadbeds while the taxpayers maintain the highways. 
Maybe the trucks pay their share, hut I don’t know, I doubt it and we are in 
the business of selling trucks—so if we were selfish we would invar the trucks. 

Lot us hope Congress stays out of this fight and let the best service win out in 
the long run. 

Yours truly* 


Ross Borman* President. 


RiGGAN’e Automotive Service, 

Jackson, Wyo .* April G t 1961, 

Hod. Gale McGee* 

Sena£e Office Building, Washingion t D.0. 

Dear Senator: Just a short note to give you my feelings on the hearing you 
are to hold in Wyoming next week. 

As you know we have a flat-rate charge on alt our automobiles from the com¬ 
pany, It makes no difference if these cars are hauled by truck or the so-called 
piggyback, and then trucked to our location. It is our opinion that: the means 
used by any company to deliver their product to their dealers should be left up 
to them as long as the said dealer is getting good service. It: is my opinion that 
this is not a field where the U-S. Senate should be Investigating as It is a good 
healthy game of competition, which is healthful to our way of life. 

Thanks for letting me express my views and give my best regards to Senator 
Joe when you see him. 

Very truly yours, 


Garl Riogan* 
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Union Pacific Railroad Co., 
Cheyenne, Wyo. f April 19,1961 * 

Senator Gale McGee, 

Senate Office Building, Washington, D.C. 

Dear Mr. McGee: Although many men and women may not feel the “touch” 
of the railroad industry on their personal lives, I am certain you are in a posi¬ 
tion in the Government to accelerate your thinking and actions into the avenues 
and veins of participating in favor of Wyoming railroad peoples, whom i be¬ 
lieve have established themselves longer and more thoroughly upon the soil of 
Wyoming than have others, with the possible exception of the cattle industry. 

In the present distress of piggybacking, J feel very strongly that our Congress 
should not provoke any legislation against progressive extensions of transporta¬ 
tion and especially against our four freedoms. 

I am sure you will agree that if the railroad systems have found a means 
of transporting goods more efficiently, with speed and safety, it should certainly 
he up to the trucking industry to do the same. 

Your efforts in supporting the railroad piggyback issue in our Congress will be 
a concrete boost for railroad families everywhere. 

Yours truly, 

Clark S. Krickbaum. 


Cheyenne, Wyo., April 10, 1961. 


Host Senator Gale McGee: I had the pleasure of being in Cheyenne on this 
somewhat cloudy ami dismal day. But watching the committee meeting held 
at the capital building, 1 was somewhat relieved that at: least something was 
really getting started on this piggyback method of transporting new automobiles 
across the country. 

I would have been very happy to testify at this meeting, hut I am not very good 
at speaking before such a large audience, but I think I can do better with pen 
and paper, 

I am submitting a few pages with this letter to you, hoping that they may be 
included in the record of your meeting in Cheyenne, Wyo. 

1 also wish to thank you, for your interest in giving your time, to hear the 
story from both the railroads and the truckers. 


1 remain. 


Edward J. Walsh, 


Kenosha, WU. 

My name is Edward X Walsh; tny occupation, truekdriver. 

1 work for Kenosha Auto Transport Corp., located at Kenosha, Wis. 

I own rny truck, and I have worked for Kenosha Auto Transport Corp. for the 
past 13 years, transporting new automobiles from coast to coast Up until 
August 1900 most of the new automobiles manufactured in Kenosha, were by the 
American Motors Corp,, makers of Rambler cars, were shipped by the truck-a-way 
method. .. „ . _ 

In August I960 American Motors Corp. decided to ship their Rambler auto¬ 
mobiles by the piggyback method and all the Ramblers that go to the west coast 
are now shipped by rail piggyback 100 percent. 

Tbe drivers who were employed at the Kenosha yard have dropped from mJO 
drivers in I960 to 203 drivers in 1961, or a loss of employed truekdrivers of 687. 
This Is just at our terminal in Kenosha, In the other three yards located here, 
namely: (1> Areo Auto Carriers, (2) Speedway Transports. (31 Highway Auto 
Transport, there were over 1,000 tmekdrivers, and most of these drivers own 
their trucks. These men were not called back to work this year, 1961. 

Amount of Ramblers shipped by the railroad piggyback method, from Aug , 1, 
1960. to Apr . U 1961, total 8 months 


Six-car trailer loads per day—, - 

Six-car trailer loads per week^*___.- 

Six-car trailer loads per month— 

Six-car trailer loads for 8-month period. 
New autos shipped in this period—- 


40 

200 

_ 800 

__ 6,400 

_ 38,400 
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This I have watched very close, and these figures can be less than the actual 
number of new automobiles shipped in this period. 


Cost of shipping by truck (minimum) per automobile_$220 

Cost of shipping by rail piggyback per automobile- 180 


Difference in the two methods of transporting new automobiles, per 
car_ 40 


Total savings by American Motors Corp. will be 38,400 automobiles at $40 per 
automobile or $1,536,000. 

When the 1001 Rambler cars were introduced to the public, increase on all 
models was to the consumer from $20 up to $60 on all the 1961 Rambler automo¬ 
biles. 

Since August 1, 1060, when the 10G1 models came out American Motors 
Corp. has not announced any drop in the consumers cost of Rambler automobiles, 
so, therefore, with the increase of new 1961 Ramblers plus the saving in trans¬ 
porting new automobiles by the rail piggyback method American Motors Corp. is 
surely way out in front with profits to the manufacturing and their stock¬ 
holders only this amount is well over $3 million for the first 8 months produc¬ 
tion of Rambler cars. 

Now, Senator McGee, let’s take this same number of Ramblers shipped 
from Kenosha to the west const area, which includes California, Oregon, and 
Washington, and compare with truck transportation method. 

1. It takes 10 days to make a round trip to the west coast with a load of 6 
new automobiles. 

2. Forty loads per day means 10 days or *100 loads which means 400 trucks 
and drivers are necessary to move these loads. 

3. The employment of truckowners and drivers at Kenosha yard of K.A.T. 
Corp. would have to be increased by at least *100 drivers. 

4. The cost of each driver in making a round trip is as follows: 


1. Cost of fuel (gas or diesel)-$200 

2. 10 days’ lodging (minimum $2.50)- 25 

3. 10 days' meals (minimum $3)_ 30 

4. 10 days’ driver’s miscellaneous expense- 20 

Driver’s expense per round trip- 275 


5. The total cost just for fuel, eats, and lodging represent $275 or $45 per car 
on each loam. 

0. This $275 is si»ent in ait least 7 or 8 Western States, all along the route 
which is 2.172 miles one way, or 4,344 miles round trip, the driver stops at 
various gas stations, motels, restaurants, clothing stores, drug stores, etc., at 
which he spends a small amount of tills expense at each stop. 

7. The Savings American Motors Corp. saves on each new auto shipped by 
piggyback which amounts to $40 j>er car, will not go to the consumer but to the 
manufacturer and its stockholders only. 

8. If these same Rambler autos were shipped by trucks then this $-10 per car 
jier load would l*e distributed across the Nation by the drivers on each round 
trip, then this money really gets hack to the general public. 

9. The savings by the manufacturer of Rambler autos which show to be 
$1,536,000 to American Motors Corp. and stockholders only. 

10. The expense of truckdrlvers for this same amount of $1,536,000 is distrib¬ 
uted to the general public. 

In summing up my report to you I have this to say : Sure we need the railroad 
piggyback, and we also need the trucking industry, hut when one method of 
transportation is trying to destroy the other then I think something should he 
done. 

Truckers on the highways are restricted to 50, 60, and 65 feet in overall length. 
On the other hand, the railroad piggyback trailers either bilevel, trilevel or piggy¬ 
back are from 50 to 100 feet in length. This surely Is not fair competition. 

The truckers limit per load from Kenosha, Wis„ consists of six Rambler autos, 
on 50-foot overall length. 

The railroad piggyback carries 12 new Rambler autos on 88-foot rail trailers. 

This is not fair competition; we truckers cannot possibly compete with this 
method of transportation. The only way we could have fair competitive trans¬ 
portation of new autos is that the rate which was approved by the ICC for this 
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method by the railroad piggyback of transporting new autos be on a more com- 
peting basis, than that which is now on a selective rate, which gives the railroad 
piggyback u very unfair chance to put all the car haulers or the truck*a- y 

companies completely out of business. __. . 

This has shown a large increase of uueui ploy men t wherever theie is a Lmtk-a- 
way company who is engaged in the auto transportation business* , 

In closing, Senator McGee, I wish to thank you and all of the members of the 
Interstate Commerce Commission who will help to straighten this problem, so 
both the railroads and the truckers will survive, . 

We ail know that sometimes the railroads need the truckers, and also the 
truckers also need the railroads, so let's have a little harmony in ^ transporta¬ 
tion business, and In the cud, then maybe the consumer will benefit from both 
the railroads and the trucks. 

Thank you again. 

1 rerafliH ' EuWAim J. Walsh. 


Union Pacific Depot, 
Cheymne , Wy®., March 28,1961 , 

Hon* Gale McGee, w _ „ 

(7jSf. Senator, U.8. Senate Building, Washington, D.C * 

Deas Sib: In reference to the attempt by the Teamsters Union to curb com¬ 
petition from the railroads by seeking to put a stop to piggybacking by ^ngres- 
elonal action: We, as railroaders, feel that we have been discnndimted against 
ever since the first truck rolled down the highway. We have stood by and watched 
railroad j;.bs cut in half because we have been prevented from competing with 
the trucklines. At the same time, we have been paying heavy taxes to build and 
maintain highways strong enough to carry vehicles f>0 times as heavy as our 
automobiles. And we mean paying through the nose, because oO percent of the 
mileage on our cars is on city streets, not highways. , 

The Railroad Act of l&fiS gave us our first incentive to regain our proper place 
in the transportation field. The long haul especially belongs to us and if Congress 
takes away the rights to compete in that field, they take away our rights as 
Americans. 

Respectfully, 

C.».. J 

Evelyn George, E. J. McKinley. Ralph E. Gano Jr.. Bertlia L. 
Slagle, L. R. caahman. Jr.. N. W. Nelson. N. T. Nuhn. Eunice M. 
noonlsh. Mrs. Mary 1,. Kimmell, Leo P. Kroner. H. Gardner. and 
R. L. Green. 


Evanston, Wyo., March 25,1691. 

H 'i'" K a« A Sksator: 'i have been reading about the Teamsters Union complaining 
about railroad piggyback taking jobs, The railroads had this btisiness hefore and 
are getting It back again by giving better service. K they cau handle autos faster 
at lower rates why should not the railroads have this business. At least it has 
kept many railroaders along the line in Wyoming working that might not be so 

We are asking that yon give all the help yon can on law changes that will give 
the railroads an equal chance. 

Respectfully, . - s __ 


The Order of Railroad Teleorapheks, 

Union Pacific Railroad Co., Eastern Lines, 

System Division No. 6, 
Carter, Wyo., March 28,196L 

Re controversy over transporting automobile truck trailers on railroad cars. 

Senator Gale W, McGee, 

VM. Senate, Washington, D.C. 

(Attention Senate Surface Transportation Committee). 

I personally feel that the step taken by railroads in our Nation to enter Into 
this new form of transportation is merely a display of American 
free enterprise, which is the basis of our economy and national security. Free 
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enterprise, the parent of competitive industry, has always been responsible for 
a better product for t be price. 

In years past, before the advent of trucks of any size, railroads did all the 
long-distance hauling of freight Through the years trucks have gradually 
drawn more and more freight traffic away from the railroads until the present 
where trucks pose as a major competitor. Rail freight traffic lost to the trucking 
industry was lost without much opposition by the railroads, yet trucks are haul¬ 
ing the very commodities hauled by railroads. Now when the railroads make a 
bid to haul autos loaded on truck trailers the truckers complain bitterly. 

Would like to call to your attention the fact that automobiles were transported 
by rail many years before trucks entered the picture. Also to the fact that the 
trucking industry recognizes the new method of transportation as being attrac¬ 
tive, otherwise how do Urn truck trailers loaded with automobiles end up on 
railroad da tears? 

We should not overlook the value of this type of transportation in time of 
national emergency. It s something that has never been tried before but it's 
working out well for the consumer or it would not have been continued. The 
vast number of vehicles that could be transported in this fashion would be of 
great military value. A trainload of vehicles, for instance leaving Omaha, would 
arrive In Los Angeles in just a few short days ready for the tractors or trucks to 
couple to the trailers and deliver. A trainload, It's hard to visualize Individual 
trucks on the highway to meet this demand. 

For reasons stated, I respectfully urge you to support this method of trans¬ 
portation. 

Yours truly, 

Jesse R. Bartlett. 


Law Offices of Oorthell and Kino, 

_ Laramie, Wj/o., April 12, 1961, 

Hon. Gale McGee, 

U.S. Senator, 

Senate Office Burning, Washington , L>.<7. 

Dear Senator McGee : As a member of the Senate Committee on Interstate and 
Foreign Commerce, you will, I am sure, appreciate an expression of the views of 
a constituent with respect of the current campaign by the Teamsters' Union for 
legislation to discourage so-called piggyback shipments. 

It: is my opinion that the piggyback device combines the advantages of rail and 
truck transportation, to wit: the economy, speed, and dependability of trans¬ 
portation by rail, and Hie convenience and flexibility of truck shipment. The 
Nation's shippers and consumers are, I submit* entitled to the most efficient and 
most economical system of transportation of goods possible in our society. The 
legislation sought by the Teamsters* Union would, in my view, deprive the coun¬ 
try of the advantages referred to, solely for the purpose of satisfying the in¬ 
terests of the Teamsters. 

Kindest personal regards. 

Very truly yours, 

John A, King, 


Brotherhood of Railroad Trainmen, 

Lodge No. 7G3, 
Casper, Wyo,, April 8, 1961, 

Subcommittee on Surface Transportation, 

In care of Senator Gale McGee, 

Capitol Building , Cheyenne, Wyo, 

Sins: A great amount of interest has been generated here in Casper, Wyo., 
among members of railway labor groups and the general public on the piggy¬ 
back question which has resulted in n congressional hearing at Cheyenne, 
Wyo., scheduled for April 10, 1061. 

It has been reported that Consolidated Frelghtways are planning quite exten¬ 
sive piggyback shipments from Chicago to Casper en route to the northwestern 
port of the United States. It Is apparent that Consolidated and other motor 
carriers view these operations as a savings In costs and this could result in 
lower rotes being passed on to the public. 
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It is our contention that if the railroads can haul their various types of 
merchandise at a more economical and realistic price for the consumers, the 
consumers are entitled to such savings. 

Some figures which are worth thought are those released by the Railway Age 
magazine which to our knowledge have not been disputed: Railroads show 
192 ton-miles for each gallon of fuel expended as compared to trucks which 
show 55 ton-miles for each gallon of fuel used. Railroads produce 988,059 tom 
miles for each employee while trucks produce 172,165 ton-miles for each em¬ 
ployee. These would be important figures to consider in a wartime economy 
or situation. According to the U.S, Labor Department the productivity of the 
railroad workers Is the highest in the Nation. 

James Hoffa, president of the Teamsters, has a desire to restrict the rail¬ 
roads in the movement of freight on the railroad systems of America so some 
20,009 truck drivers can have jobs. It is our contention that by the use of 
piggyback form of shipping various commodities the railroads are only getting 
back some of the business that was formerly hauled on the railroads of this 
Nation. The railroads have around 400,000 employees presently laid off on 
account of the loss of business to trucking and other forms of transportation 
that are being subsidized by the National Government, The Government builds 
the highways for the use of trucks and buses to compete with the railroads. 
By ihe same token the Government builds and maintains airports and landing 
fields so airplane transportation companies can compete with the railroads. The 
railroads have built their own lines, must pay taxes on their installations and 
maintain them at groat cost. They have had no handouts from the Government. 

With our tremendous increases in population resulting in ever-increasing 
numbers of motor vehicles using our highways, it would seem that as much as 
possible of our freight shipments he moved by rail. Piggyback operations are 
one method in which this can be done to alleviate a most serious problem. 

Because of the interest you have shown in the welfare of the railroad workers 
and our problems, we felt we could call upon you once more to protect our 
interests la pending legislation. We know you will give this your attention 
and we are most grateful to you for all you do in our behalf. 

Respectfully, 

L. F. Nicola, 

Local Ch a i rma n, 

l ice General Chairman, BRT , C.B. a Q. RR* 


Brotherhood or Railroad Trainmen, 

Lodge No. 763, 
Casper, Wyo., April 6,1961 * 

Subcommittee on Surface Transportation, 

Care of Senator McGee, 

Capitol Building , Cheyenne, Wpo. 

Sum: A great amount of interest has been generated here in Casper, Wyo., 
among members of railway labor groups and the general public on the piggy¬ 
back question which has resulted in a congressional hearing at Cheyenne, Wyo. 
on April 10, 1961. 

It has been reported that Consolidated Freightways are planning quite exten¬ 
sive piggyback shipments from Chicago to Casper enroute to the north western 
part of the United States. It is apparent that Consolidated and cither motor 
carriers view these operations as a savings in costs and could result in way of 
lower rates for the public. 

Some figures which are worth thought are those released by Railway Age mag¬ 
azine which have not been disputed to our knowledge: Railroads show 192 
ton-miles for each gallon of fuel used as compared to trucks which show 65 ton- 
miles for each gallon expended. Railroads produce 988,659 ton-miles for each 
employee while trucks produce 172,166 ton-mite for each employee. These 
would be important figures to consider in a wartime economy or situation. 

With our tremendous increases in population resulting in ever-increasing num¬ 
bers of motor vehicles on our highways it would seem that as much as possible 
of our freight shipments be made by rail. Piggyback operations are one method 
In which this can he done to alleviate a most serious problem. 

We respectfully submit the above statement for your consideration at the 
hearing in Cheyenne, 

Respectfully yours, , w „ 

A. Kozak, Secretary . 




270 


PIGGYBACK TRANSPORTATION 


Green River Chamber of Commerce, 

„ „ %Jr „ Green River, Wyo„ April 7 t 1961, 

Hon. Gale McGee, 

ILS. Senator , Senate Office Building, Washington, n.C . 

My Dear Senator : With reference to the trucking industry engaging in a full 
scale campaign to curb railroad piggybacking through legislation. 

For many years the railroads have been handicapped by legislation to explore 
the transportation field and as a result their traffic has declined and many rail¬ 
road employees have lost their jobs and security. The Transportation Act of 
1&18 has given the railroads an opportunity to recapture some of this traffic that 
was lost to the trucking industry; namely, the automobile traffic, and some of this 
traffic is again moving on the railroads because under the 1058 Transportation 
Act the railroads were given the right to haul automobiles in piggyback service. 

The railroads always have been the backbone in any State, our Nation, and 
communities, especially in this great State of Wyoming. I feel that the people in 
Wyoming owe much to the railroad industry for developing our natural resources 
and iu the southern portion of our State the railroad is contributing a large 
amount in tuxes because of the large Investments. The trucking industry to 
my knowledge has very little Invested, especially the transcontinental lines; 
their contribution in taxes is very little compared with the railroads, but still 
the trucks have the privilege of using tax-free highways. Here in Green River 
the truckers have nothing invested nor do they employ any permanent people 
here and yet they deliver GO percent of led, merchandise Into Green River be¬ 
cause the railroad cannot compete with the trucktiaes due to IOC regulations. 

I feel that the trucking industry should come under the same ICC regula¬ 
tions that now govern the railroads, equalize regulation, grant railroads the 
same opportunity others have to use the highways, waterways* and air facilities 
which rail taxes help provide and giving all carriers the freedom to diversify 
their services. 

Your sincere consideration In this matter will be highly appreciated. 

Sincerely yours, 

A. C, Genb, President, 


Kem merer, Wyo, p April 5 , 1961, 

Senator Gale McGee, 

Senate Office Building Washington, D.C.; 

This is to advise you that we are very well satisfied with the service being 
given on the deliveries of cars from Ford Motor Go. However, some of the cars 
are in a very dirty condition when received. We can’t say who is responsible* 
the railroad nr convoy company. We have protested to convoy company. 
Sincerely, 

Jim Witherspoon. 


Cheyenne, Wyo., April 4, 196 L 

Hon. Gale W. McGee, 

Smate Office Building, 

Washington, D,C . 


Dear Senator McGee : As a voter and a railroader I wish to express my views 
regarding James HofTa trying to get legislation against piggyback. 

It was perfectly all right with Mr. Boffa when bis triiekdrivers were taking 
jobs away from railroaders. Instead of crying to Congress and yelling foul, we 
did something about it. Seems to me that if Mr. HofTa Is as good as he is sup¬ 
posed to be, he would be able to work this out in some legal way, without making 
the Government the scapegoat. 

Very truly yours, 


Lewis A. Graf. 


ToRRtNoTON, Wyo., April 6 f 1961 . 

Mr. Gale McGee, 

17.8, Senator * 

Senate Office Building, Washington , D,C, 

Honorable Sir : In recognition of your important position on the Senate Com¬ 
mittee on Interstate and Foreign Commerce, I wish to address to you my great 
concern about the stranglehold that Mr. James Hoffa and his Teamster Union 
is endeavoring to clamp onto the American people. 
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We pay tribute to the Unkonwn Soldier us a symbol and a representative of 
all who have suffered and died to establish and preserve our form of government 
by the people and for the people. Are we going to turn this tribute into a 
mockery by allowing a minority group to become a virtual dictator in our midst? 

I believe that vour congressional committee can help to put a roadblock in 
the path of Mr. Hoff as ambition if you will I trust that you have the willing¬ 


ness to do so. 

Yours sincerely, 


Ira D. Crogfian. 


Lincoln County Wool Growers Association, 

OokevtUe, Wyo ., March 31, IMF 

Surface Subcommittee, 

Senate Interstate and Foreign Commerce Committee, 

Semite Office Building, Washington, D.C. 

Dear Sras: In following instructions given by members of my organisation I am 
sending a copy of Resolution No, 16 adopted by the Lincoln County Wool Growers 
Association at its 55th annual convention in CokeviUe, Wyo., March 31, IDOL 
The resolution is as follows: 

The economy of Wyoming is affected by the prosperity of the Union Pacific 
Railroad Co. The technical development of piggyback transportation Increases 
Its prosperity and will undoubtedly l>e extended to the transportation of livestock. 
Therefore we urge the continuation of piggyback transportation and instruct 
tbe secretary to send a copy of this resolution to Senator Gale W, McGee’s 
committee as evidence in favor thereof. 

Thank you for your consideration. 

Paul W. Hutchinson, Secretary. 


Statement or Gii.es Morrow, General Counsel, the Freight Forwarders 
Institute, Washington, D.C. 

During the course of the hearings on the subject of piggyback service held in 
Cheyenne, Wyo., on April 10, 11MJ1, Senator Gale W, McGee, presiding, granted 
permission for the filing of statements for the record within 14 calendar (Says 
after the close of the hearings. This statement is filed pursuant to that author¬ 
ity, on behalf of the Freight Forwarders Institute* 

The Freight Forwarders Institute is a national organization representing 
freight forwarders subject to regulation under part IV of the Interstate Com¬ 
merce Ac t. The members of the institute, by dollar volume and tonnage handled, 
perform a great preponderance of the forwarding business done in this country. 

The Institute did not request authority to appear at the hearing In Cheyenne 
because It was our understanding that only local interests would be heard ami 
that the inquiry was to he limited to consideration of matters relating to the 
transportation of new automobiles. We now find it necessary to file this state¬ 
ment because two of the witnesses at the Cheyenne hearing attacked freight 
forwarders and their practices incident to piggyback operations and one of them 
dealt extensively with the Issues in proceedings now pending before the Inter¬ 
state Commerce Commission for decision which are of great moment to the for¬ 
warding industry* 

Since these mutters, unfortunately in our view, have been made the subject 
of argument before the subcommittee, we deem it of utmost importance that the 
record lie made full and complete, for ns it now stands It is very incomplete and 
could be dangerously misleading. 

For completeness, it will be necessary to include here certain explanatory and 
background material. 

Freight forwarders are common carriers of freight who, by definition, assemble 
and consolidate shipments of property, and break bulk and distribute such ship¬ 
ments, utilizing for the line-haul movement of such property the services of com¬ 
mon carriers subject to part I, II, or III of tbe act* For the assembly and dis¬ 
tribution service forwarders use predominantly motor carriers. For the ter- 
minal-toterminal movement of the consolidated consignments forwarders Use 
railroads very largely, although motor carriers are employed to some extent for 
such movements* 
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Freight forwarders are not empowered, as are the motor carriers, to make 
Joint rates with railroads, and hence until the railroads began to publish open 
tariffs rates for piggyback service, lit 15)58, there was no lawful method by which 
forwarders could utilize the piggyback principle. In the so-called .Yrtr Haven 
case (Movement of Highway Trailers by Rail, 25*3 I.C.C. 031, decided by the Com¬ 
mission in 1954, it was held that railroads might publish rates for the movement 
of the trailers of freight forwarders and commercial shippers. It also was held 
that railroads might handle the trailers of common carrier motor carriers under 
a so-called substituted service plan, whereby the railroads receive a flat agreed- 
upon amount for hauling the trailers, such amount being considered, legally, a 
division, though it has none of the hitherto accepted characteristics of a division. 
Further, it was held that railroads and motor carriers might enter into Joint- 
rate and through-route arrangements for the piggybacking of truck-trailers, on 
the basis described in section 216(c) of the Interstate Commerce Act. 

The snbstituted-service plan, referred to above, came to be known as plan I 
piggybacking, and It bus lieen in use since 11154, although it has not grown signifi- 
cantly. Rates for plan III piggyback service were published in 195s, and shortly 
thereafter, still in 15)58, plan IV rates were published. Plan III provides for 
the hauling by the railroads of shipper-owned trailers on rail-owned flatcars, 
while under plan IV the shipper furnishes both the trailers and the flu tears. 
Plan V, tmsed on true joint rail-truck rates, made its appearance in 15 * 50 . and its 
main use has been in the transporting of new automobiles under Joint rates 
between railroads and automobile haulaway carriers. 

Freight forwarders began to use the plan ill and plan IV rates immediately 
after they were published, and have continued to use such rates and services' 
on an increasing scale ever since. Forwarders found that because of the higher 
minimum weights published under plans I IT and IV for the movement of two 
trailers on a flatcar—-weights ranging from sixty to seventy thousand pounds— 
they could themselves publish rates on larger volumes than previously, and 
still effectuate consolidation. Thus forwarders, in 11*58, began to publish 
so-c alled volume rates on a wider scale. 

The motor carriers protested all of such freight forwarder volume rates 
as they were fllod, and asked for their suspension, and against many of those 
already in effect they filed formal complaints. They took the same action with 
regard to plan III and plan IV rail rates. In some eases the forwarder and 
rail rates were suspended and In others they were drawn into issue by Investi¬ 
gation or complaint. The 7-month suspension period has. of course, expired, 
and all such rates are now in effect., though the pendency of the litigation ha» 
undoubtedly restricted the extension of similar rates to wider territories. 

In the leading case Involving freight forwarder volume rates, L & S. Pocket 
No. 6003, Forwarder Volume Commodity Rates Retureen CJtfeupo and New York. 
the Commission approved the rates by decision dated September 4. 15)55*. and 
reaffirmed its decision on April 8, 1900. Motor carrier interests appealed the 
decision to court, and it is now pending in the F.S. District Court for the 
Southern District of Indiana, where it will be argued on June 8, Ifffll. The 
ease is styled Eastern. Mispress, Ine„ et ah, v* TJ.8. and Interstate Commerce 
Commission, et ah, civil action No. TIT-59-C 5ft 

Several cases involving plan TIT and plan IV rail rate's, tried separately* 
were combined for oral argument before the entire Commission on November 
2, 1900. They now are before the Commission for decision. In one group of 
cases, generally referred to by the citation No. 32533, Eastern Central Motor 
CarHfTs Aiat*, Ine. v. II, <f 0. RM. Co., et ah. Examiner George A. Dalian 
wrote a proposed report condemning the plan III and plan TV rail rates involved. 
This report was quoted extensively by Witness Willi am K. My rick at l he hearing 
In Cheyenne. Tn another case* Examiner Lawrence B. Dunn rendered a report 
finding the involved plan IV rates lawful in all respects. Both of these reports, 
together with the extensive record, are now under scrutiny hy the Commission 
as it prepares to render its decision. 

The eases involving rail piggyback and freight forwarder volume rates have 
been w^ell nnrl ably tried. All interests* carrier and shipper alike, tvere heard. 
At the Interstate Commerce Commission the record is closed. The court Is 
Soon to hear argument in the Forwarder Volume Rate ease. We think it Is 
exceedingly unfortunate that the issues Involved in the pending eases should be 
made the subject of debate before a congressional subcommittee. Nevertheless* 
statements and arguments were made at the Cheyenne hearing which we. as 
vitally Interested parties, are eomj>elled to answer. 
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Witnesses L. E. Meredith, for the Wyoming Trucking Association, Inc., and 
William E. Myrick. for Line Drivers Local Union No. 1MJ1 of the Brotherhood 
of Teamsters, attacked the role of the freight forwarder in the piggyback 
picture, as well as the plan III and plan IV rail rates. The purpose of this 
statement is to analyze and answer the arguments of these two witnesses, insofar 
as they pertain to the forwarding industry- 

Mr. Myrick took as his text the proi»osed report of Examiner George A. Dahan 
in docket No. 32533, cited above, which report, as I have indicated, is now 
before the Commission along with the record in the proceeding. Mr. Myrick 
used extensive quotations from the Dahan report, relying on the examiner’s 
statements as though they were facts, and on his conclusions as though they 
were legally correct. 

As a matter of fact, any uninformed reader of Mr. Myrick’s statement could 
easily obtain the impression that Mr. Dahan’s report is final and conclusive. 
Introducing his first quotation from the report he says that “in a very recent 
case/’ instead of “in a pending case.” Introducing his final quotation Mr. 
Myrick first cites the pro<*eediug and then says that it was “decided in 1000.” 

Docket No. 32533 has not been decided. Examiner Dahan’s report has not 
been adopted or approved by the Commission. It Is a report of some 135 pages 
literally bristling with caustically framed statements, wimples of which Mr. 
Myrick has selected to quote. No document in recent history has been so 
thoroughly analyzed and rebutted by railroads, forwarders, and many, many 
shippers. 

Inasmuch as Mr. Myrick has quoted so extensively from Examiner Dahan’s 
report as proof of what it purports to say and in substantiation of his own 
theories, we think the record of the hearing should include a copy of our excep¬ 
tions to the rei>ort. Accordingly, a copy of such exceptions is attached hereto. 
We respectfully commend it to the careful attention of anyone anxious to under¬ 
stand all of the facts with regard to the points which Mr. Myrick undertook to 
make. 

Mr. Myrick brought the freight forwarder into his dissertation with two mis¬ 
statements of fact, both of serious import and both inexcusable when the facts 
are so readily ascertainable. He says that there have been “serious inroads 
made upon the national jiolicy of regulated carriage.” Since the war, he says, 
the Nation has seen “an amazing growth of two types of organizations which, 
while engaging in the transportation industry remain unregulated and nearly 
uncontrollable.” 

Who are these two unregulated and nearly uncontrollable agencies? The first, 
Mr. Myrick says, is the private carrier. For the second, let me use his own 
words: 

“Secondly, the business of forwarding freight has also seen a tremendous 
postwar growth. From 1945 to 1957, the amount of freight tonnage originated 
by freight forwarders increased over 100 percent.” 

Mr. Myrick goes on to say that of course forwarders “are now subject to the 
Interstate Commerce Act,” but why does he include them as the second of the 
“unregulated and nearly uncontrollable” agencies? 

The big question, though, is where Mr. Myrick got his figures to show that the 
freight tonnage originated by freight forwarders increased over 100 j»eri*ent from 
1045 to 1057. Since 1042 the ICC has published complete statistics of forwarder 
operations every 3 months, and a more comprehensive set of figures annually. 
The quarterly figures are published in statement Q-050. Forwarder annual 
figures are published as jairt I of “Transmit Statistics in the United States.” 

To correct the record, freight forwarders originated 3,944,(>29 tons of freight 
in 1045. In 1057 they originated 4.209.958 tons. That is an increase of less 
than 10 percent, but Mr. Myrick picked the wrong years to compare. In 1058 
forwarder tonnage was less than it was in 1045. In 1050 forwarder tonnage 
was less than it was in the first really postwar year of 1040. The fact is that 
with only minor variations freight forwarder tonnage has remained on an al¬ 
most constant level since the industry was regulated in 1942. 

Since Mr. Myrick spoke for the “national policy of regulated carriage,” he 
should have {Hunted out to the subcommittee that the railroads have not fared 
any better than the forwarders since World War II. Railroad ton-miles were 
less in 1050 than they were in 104(5. 

Where, then, did the trafiic go? Some of it, as Mr. Myrick says, went to pri¬ 
vate carriage. But he should also have said that ton-miles of federally regulated 
motor carriers increased from 10 billion in 1930 and 27 billion in 1045 to 70 
billion in 1058. This is the industry which the subcommit tee is asked to believe 
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Is being driven out of business by the railroads and by freight forwarders whose 
tonnage has not Increased since the war despite the phenomenal increase in 

national productivity. , , „ . - 

Next. Mr. My rich states that the real effect of what he calls lower rates for 
rail transportation ” by which he mentis piggyback rates. Is to “aid these two 
groups,” meaning private carriers and freight forwarders. Taking tirst the 
matter of private carriage, the railroad respondents In docket 32533 showed 
by indisputable evidence that the plan 111 rates involved in that proceeding 
were basically designed to recapture traffic lost to private carriers and that they 
were ihe only medium by which the railroads have had any success In combating 
such carriage. Numerous shipper witnesses testified either that laey had 
switched from private carriage to plan III piggyback or that they had inter¬ 
rupted plans to buy their own trucks because of such rail service. 

Mr. My rick quotes a statement from Examiner Dalian's report reading as 

f<l "The plan III and plan IV rates and charges have widened the spread to such 
an extent that the door to Pandora's box has opened wide, Ihe freight for¬ 
warders have expanded the area of their businesses/' _ 

To this statement we responded, in our exceptions to the report, m the 
following language: „ ... . - 

"The report does not—and could not under its governing philosophy— concede 
any public benefits from the expansion of the area of forwarder business, in 
spit© of the fact that the public must see some benefits or it would not buy 
the service. No note is taken of the testimony submitted in behalf of freight 
forwarders showing the many advantages In terms of better service to the 
public which plan III and plan IV piggyback afford them (exhibit E-SM, tran¬ 
script E-B5), In fact the public seems to have been lost sight of completely 
bv the report, for the examiner goes on with his ‘Pandora's box' thesis by 
saying, ‘They [forwarders] have established and intend to further establish 
volume commodity rates the same as the truckload and carload commodity 
rates of ihe underlying motor and rah common carriers' D>, HO). The ( om- 
mission has already held that there is nothing wrong with Ihe principle of 
forwarder volume commodity rates, and the examiner does not disagree, but 
be deplores the fact that forwarders are able to establish them on the same 
basis as the truck rates. This is tantamount to saying to the forwarders, ‘You 
may establish volume commodity rates so long as they are not competitive with 

the trucks/” „ t , 

The examiner’s report, in the quotation used by Mr. Myriek, goes on to say 
that the rail piggyback rates enable forwarders to “undercut” motor carrier 
rates. This statement is made repeatedly, hut only a single example has ever 
been made a matter of public record, and that, as we (dearly showed in our 
exceptions, was a mirage. Here is what we had to say on the subject: 

“Although Die examiner discusses throughout the report the alleged devastat¬ 
ing effect of freight forwarder competition on motor carriers as a direct result 
of plans III and IV. there is only one reference to such competition which is 
based on fact and not on fear. That appears at page 119 as follows : 

"‘Moreover, ihe plan IV rates and charges enable them [forwarders] to 
undercut motor common carrier rates. For example. Universal has diverted a 
substantial volume of traffic from a motor common carrier by undercutting the 
section 22 rates of the latter/ 

"That is the entire statement, and the ‘example 1 is not one chosen from many, 
as the language seeks to infer, hut It is the only example of the kind of record. 
This ‘horrible example’ ought to be examined with care. The uncontroverted 
evidence shows that the forwarder did not ‘undercut’ the motor carrier rates 
In this c ase. Motor carriers had been providing a service for Government traffic 
which was based on the assembly and consolidation of Individual shipments 
Into volume lots for line-haul movement. The motor carriers made a charge for 
the assembly, consolidation, break bulk* and distribution which are integral 
parts of freight forwarder service for which no additional charge is made. 

“Thus, by establishing a line-haul rate precisely the same as that of fhe 
motor carrier, ihe freight forwarder was able to save the Government 30 cents 
per hundred pounds, the additional charge which the motor carriers were making 
for services, over and beyond their normal transportation functions. In addi¬ 
tion to saving the Government 30 cents per hundred pounds on this traffic, the 
forwarder witness who put the example in the record testified that the shipper 
had advised him personally that the forwarder service was faster than that 
which he had previously received (transcript W50T-W309), 
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"We submit that this is neither unhealthy nor unlawful competition* The 
Government is entitled to the benefit of the lowest cost and best service for 
moving its traffic that the common carrier system can provide.” 

Mr, My rick has used other quotations from Examiner Dalian’s report, and 
in our formal exceptions we have answered each and every finding and con¬ 
clusion of that report* Jt would cause this statement to run to Inordinate 
length to take up and answer each of the examiner's statements and conclusions 
which have been used in Mr. My rick's testimony, but we hiqie that before any¬ 
one accepts such statements as fact he will take the time to read our answers 
enclosed herewith* 

Mr. My rick lias made what amounts to a plea for the adoption of the Dalian 
report, hut he made it 0 months too late, and in the wrong form. The Datum 
report was argued before the Interstate Commerce Commission on November 
2, 11X50. Now, before the Commission has rendered its decision, the plea is 
made to your subcommittee—although uo bill is before the subcommittee for 
action—to “consider favorably Senate bill 11117, which will only define by 
statute for the Interstate Commerce Commission the duty which they now hold, 
to prevent and prohibit destructive competition through selective rate reduc¬ 
tion within the national transportation system. 51 

The charge that destructive competition Is being engaged in through ^selec¬ 
tive 1 ' rate reductions, and that traditional patterns of ratenmking are being 
destroyed, is one of the most persistent arguments advanced by fhose who now 
seek to circumvent or reverse section 15a (3) of the act. The fact is that there 
is no “traditional" pattern of rates today. Competition provided the railroads 
by the young and growing trucking industry began to render traditional con¬ 
cepts of classification and ratemaking obsolete as much as 30 years ago* 
Changing conditions in manufacturing and merchandising aided the process of 
obsolescence. 

Prior to regulation the trucking industry* of course, was under no legal com¬ 
pulsion to make rates according to a classification or any other basis. Truck 
equipment was produced in a multiplicity of sizes and the capacity of the 
equipment tended to he the yardstick for pricing truck service. To meet ibis 
competition the railroads found it necessary to establish exceptions ratings, 
commodity rates, and all-commodity rates. 

When motor curriers were regulated they simply filed tile charges they had 
been making in the form of tariffs, which were immune from suspension. 
What happened to the rate structure can be traced through ICC decisions* In 
Cla** Rate Investigation (202 LC*C. 447 (11*39)), a decision rendered only 
3 years after motor carriers filed their first tariffs under regulation, the Com¬ 
mission said: 

*Tn recent years the importance of the classifications as factors in the deter¬ 
mination of freight charges by rail has lessened. This situation has been 
brought about by the establishment of innumerable exceptions which fake prece¬ 
dence over the classifications, and by the use of commodity rates* 11 

The reason for abandonment of classification and for establishment of excep¬ 
tions ratings and commodity rates was given by the Commission: "To meet 
motortruck and other coin petition,” A study referred to In the Commission's 
decision showed than S5 percent of all freight moving in rail carload service at 
that time moved on commodity rates, and only 4 percent moved on class rates. 
Testimony submitted in docket 32533 shows that as of the present time only 1 
percent of rail carload traffic in official territory moves at class rates, 

A point was readied, of course, where the competitive situation worked both 
ways, and motor carriers were authorized to establish all-commodity rates to 
meet rail competition. In Trunk Line Motor Outlier Rate* (20 M*C,C, 741 
(11M1) ), the Commission authorized motor carriers in trunkline territory to 
establish a mixed-truckload commodity rate, stating: 

“So-called all-commodity freight rates have been approved in other proceed¬ 
ings* and whore, as In the matter now before us, the mil carriers maintain such 
freight rates approved by the entire Commission, the motor carriers In fairness 
should be permitted to establish them on competitive traffic.” 

Motor carriers now need flexibility and freedom in ratemaking no less than 
railroads, and the cure which Mr. My rick suggests for what he believes are the 
ills of the trucking Industry—rigid, statutory floors under competitive rates— 
would be a two-edged sword that well could destroy the trucking industry* At 
all events it is time that we stopped referring to “selective 11 rate cutting, as 
though the word “selective* 1 had some sinister meaning. The railroads have had 
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no choice but to compete with motor turner* on a selective baste since the motor 
carrier industry came into the picture with its selective rates 30 years or more 
ago. 

Mr. My rick speaks, as others have, of the low rail piggyback rales, arid infers 
that they cause railroads to raise their rates on other traffic. Nothing could 
be further from the trulh. The railroads dealt adequately with tins contention 
at the Cheyenne hearing, but it is worthy of further notice because it indicates 
a lack of Information on basic facts. 

Mr. .T. E. Gilliland, vice president of the Frisco Railroad, introduced evidence 
at Cheyenne to show that his railroad's earnings per ton in 1900 were $27.<k> 
on new automobiles as against $1*01 per ton for gravel and sand, $1.33 for 
bituminous coal, for iron ore, and $0.01 for manufactures and miscel¬ 

laneous, generally consisting of many high-grade commodities* Mr, Gilliland 
pointed out that if it were not for the high revenue which the railroad receives 
from commodities such as automobiles they could not survive on the low-grade 
commodities* Among 80 commodities, which a 1000 study made by ICG shows 
do not pay their full cost are products of the farm, feed, and many other baste 
commodities. Shall we require the railroads to raise their rates on these com- 
minifties by cutting off their right to compete on such profitable tonnage as auto¬ 
mobiles? 

One final statement by Mr, Myrick is worthy of notice* He says that 1 we 
cannot allow the destruction of an entire controlled system of transportation 
through the actions or inactions of a regulatory agency, which either by ig¬ 
norance, negligence, or preformed intent ignore one of the basic concepts of 
our form of government, as well as the declared public policy of the statute to 
Which the agency owes its existence.” 

The foregoing is truly an outrageous statement and an unfair and unwar¬ 
ranted Indictment of a body of men who have succeeded to and carry on the 
traditions of three-quarters of a century of unquestioned integrity, spotless 
reputation, and the highest order of intelligent public service. 

Eirst of all, who suggests that 4, an entire controlled system of transiwtation 
is about to be destroyed? Mr. Myrick seems to speak for the motor carriers, 
and the industry continues its fabulous growth, as compared with a declining 
railroad Industry. He no doubt would like to maintain as the status quo the 
situation that has existed for a long time now in which the motor carriers 
obtain more and more and the railroads less and less of the Nation's traffic. 

And what Is the "basic concept” of our form of government that these II men 
are charged with ignoring? If must be "umbrella” ratemaking, for that is 
what Mr Myrick would substitute, through bill 8* 111)7, for the policy of greater 
freedom in ru remaking unquestionably represented by section 13a(3). 

The intent of section 15a(3), as milled out in the report of the Transporta¬ 
tion Subcommittee and endorsed by the full Committee on Interstate Commerce 
of the UA Senate, is clear beyond any room for quibbling or doubt. Just a few 
quotes from the report No. 1047. 85th Congress, will make that meaning clear: 

"The subcommittee recommends, therefore, that the Commission consistently 
follow the principle of allowing each mode of transportation to assert its in¬ 
herent advantages, whether they be of service or cost” {p. 18) * 

"The subcommittee anticipates that the broad effect of this amendment will 
be to encourage competition between the different modes of transmutation to 
the benefit of the shipping public” f p* 18). 

"The ability of one mode of transportation to operate with a rate lower than 
competing tvpes of transportation is precisely the sort of 'inherent advantage' 
that the congressional policy requires the Commission to recognise.” (Quoted 
with approval from Supreme Court decision in Schaeffer Tpn . Co. v, V.S., 355 
U S 83 ) 

To maintain that these statements do not represent the true policy of Con¬ 
gress. and that the agency charged with implementing that polity has failed in 
its duty if it does not apply restrictive, umbrella-type controls to competitive 
rates is utter foltv. But to charge the agency with ignoring the law while it 
is still considering the hasic Issues of the landmark cases under the revised 

statute is inexcusable. . .. . , 

It seems to have been entirely overlooked that section 15a (3) admonishes 
the ICC to give due consideration "to the objectives of the national transporta¬ 
tion poller” and that prevention of destructive competitive practices is only one 
nf the several objectives of that policy. Of equal importance is the mandate 
of policy to "preserve the inherent advantages” of each mode. The freight for- 
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warders and the railroads are now undertaking to assert their inherent advan¬ 
tages, as the 1958 act suggests, and one of the cardinal puri>oses of section 
15a (3) is to insure that they may do so without being required to hold an um¬ 
brella over services which do not have the same inherent advantages. 

Turning now to Mr. Meredith’s statement, it api>ears that he has undertaken 
to reargue the Nac Haven case (previously cited herein), as well as the For¬ 
warder Volume Rate and Rail Piggyback cases. lie says that the Netc Haven 
case not only authorized rail invasion of the motor carrier Held but also per¬ 
mitted freight forwarders to engage in motor carrier service in direct competi¬ 
tion with independent motor carriers. The decision did not do either of those 
things. It was rendered in 1954 and no one has apj>ealed it to the courts. 
Surely if the motor carriers are so convinced that the decision will destroy the 
entire industry they would have tested its validity in court. 

Mr. Meredith states his opinion as to what a freight forwarder has always 
been “conceived of” and “envisioned” to be, and concludes that it is wrong 
for railroads to transport forwarders’ loaded highway trailers under plans III 
and IV. The same conceptions of a forwarder were urged on the Commission 
in the Forwarder Volume Rate case, I. & S. Docket No. (>993, heretofore cited, 
and the Commission said they had no merit, stating: 

“The protestants presented exhaustive summaries of testimony before the 
committees of Congress in 1JH0-41, prior to the enactment of legislation regulat¬ 
ing freight forwarders under part IV of the act, and cited decisions of this 
Commission purporting to show that freight forwarders are limited to the hand¬ 
ling of small shipments. The resjjondents likewise made reference to those 
proceedings, and to certain Commission decisions. These presentations do not 
establish that freight forwarders are restricted to the handling of small shiji- 
ments only, nor does section 402(a) of the act limit the maximum weight of a 
shipment which may be handled by a forwarder.” 

This decision, of course, has been ap|>ealed to the court, but until the decision 
is overturned it is the law, and reasserting views that the Commission has over¬ 
ruled will not make them so. 

Attention is directed to one final argument advanced by Mr. Meredith. Mr. 
Myrick also made the same argument. Mr. Meredith says: “In a recent exam¬ 
iner’s report on one of our complaints, the examiner found that certain plan 
III and IV rates were set at approximately 11 to 17 percent of the first-class 
rate.” He was referring to the Dalian rei»ort in docket No. 32533 which already 
has been referred to, and he is approximately correct in summarizing what the 
examiner said in the preliminary portion of his report. 

Hut despite this mathematical computation made by the examiner, he did 
not find the rates to be noncompensatory, for he could not. The comparison 
of rail plan 111 and IV rates with first-class rates is meaningless and has no 
probative value because there is no basis of comparison. First of all, as we 
have shown, the classification has very little meaning or use today. Beyond 
that, however, the service provided under plan III and IV rates is a new service, 
bearing no relationship to conventional boxcar service. The rates cover only 
the line-haul portion of the total service, whereas the classification ratings con¬ 
template jierformance of the total transtmrtation service. 

The plan III and IV rates reduce rail transportation to its essence—the line- 
haul movement of freight that has bypassed expensive terminal handling, requires 
very little switching, has been prepackaged by the shipper in his own trailers, 
sometimes also on his own flatcars, and is almost damage free. Furthermore, 
the plan III and IV rates apply whether the trailers are loaded or empty, thus 
eliminating or drastically reducing the 40-|>ercent empty return-load factor which 
the shipping public has been paying for in its freight rates all these years. 
There is simply no basis for comparing rates for this new and radically different 
service with class rates that were rendered obsolete largely by the motor carrier 
industry beginning 30 years ago. 

So loug as Examiner Dalian has been quoted so extensively on the record of 
this hearing, we think it would be appropriate to close this statement with a 
quotation from Examiner Dunn, who at about the same time and in a proceeding 
covering similar service, found certain plan IV rates to be lawful (docket No. 
33021). Examiner Dunn said : 

“For 50 years, more or less, after the passage of the original act to regulate 
commerce, many essential features of which are still the cornerstone of the 
Interstate Commerce Act. lower rates were something to be highly encouraged 
by the Commission. In these days of high prices and inflation, they should 
again be encouraged, rather than discouraged. 
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«It might just possibly happen that under this plan, and tL« other TOFC 
pinna now in operation, the railroads may eventually And their best area or 
operation under ‘coordinated* or Integrated 1 transportation, concerning which 
there has been so much study, Investigation, and prediction among transporta¬ 
tion experts, administrators, and legislators of recent years, >f 
There is the issue and the hope for the future. The question is whether we 
arc going to require the railroads to hold an umbrella over the rates of com¬ 
petitors and thus prevent the application of technological Improvements and 
now methods of operation from being reflected to the advantage of the shipping 
public in tile form of reduced freight rates. 

If we turn our backs on that kind of philosophy and view the potential of 
piggybacking In the light of its great Incentive toward coordination and Inte¬ 
gration and Its tremendous advantages to the shipping public, it will be found, 
we submit that there is not much substance to the great tumult that is being 
raised today. If all of us wilt concentrate on how to make piggybacking work 
to the advantage of everyone Instead of how to stop it in the interest of a limited 
few we will make progress In transportation. If we stop progress in transporta¬ 
tion, at the insistence of entrenched interests, we will weaken the economy and 
the defense posture of the Nation at a critical period in history. 

o 



